


The new ‘1600’ is on the move! 


More Go!—NMore Stop! High spirited new horses champin’ at the bit... rugged 


new disc brakes to keep ‘em in hand! Sports roadsters, sports coupes .. . wire or pl 
disc wheels .. . eye poppin’ new colors... . Twelve months’ warranty! That's the new & 
MGA 1600'.. . available for a test-drive at BMC dealers from coast to coast. | 


Free literature and overseas delivery information on request. 


A product of THE BRITISH MOTOR CORPORATION, LTD., makers of Austin-Healey, Austin, MG, Magnette, Morris and Riley cars. 
Represented in the United States by HAMBRO AUTOMOTIVE CORP.,Dept.SCli, 27'w. S7th St., New York 19, N. Y. 


Soid and serviced by a nationwide network of distributors and dealers. 
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"Tremost motorsport journalist. Order #200 on coupon below at reg. price of $5.00, or we shall send it to 
FREE when your order on the coupon below for other sports car books, 
w Book for expert and novice racing drivers and all sports car enthusiasts who want to practise 
d understand better the art of fast driving. The author is the only person who has been a racing 
senger over and over again with Fangio, Moss, Hawthorn and other top racing drivers. Jenkinson 
es you an absolutely unique “eye-witness” 
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other sports car books, etc., listed here is $25.00 or 


w, completely revised and expanded edition is now ready! Recommended by the Technical Corres- 
yndence Editor of Road & Track as the best reference book on suspension and chassis design. The 
st thorough and systematic treatment of the sports car from a technical point of view, yet in a 
man’s language. Chapters: The Development of the Sports Car; The Engine: Cylinder Head Design; 
Miscellaneous Components; The Engine: 
Road-Holding; The Suspension; The Chassis Frame and Body; The Transmission; The 
akes; Tuning; Performance; Future Development; Glossary of Technical Terms; Index. 

Its Design and Performance, (on purchases less than $25.00) 


Induction and Exhaust; The Engine: 


Design; 
THE SPORTS CAR: 


purchase of... 
$15.00 or OVER 
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Its Design and Performance, by COLIN CAMPBELL. 
low at regular price of $6.50, or we shall send it to you FREE when your order on the coupon below 
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Robert Bentley is proud to publish in December 


The Technique of Motor Racing 
by Piero Taruffi 


This book is written by a great racing driver 
who is also a great automobile engineer — a 
unique combination that makes this book as 
informative and interesting as Jenkinson’s 
The Racing Driver: The Theory and Practice of 
Fast Driving but with an entirely different point 
of view. For instance, where could you find 
a detailed treatment with diagrams of the foot- 
work of a racing driver in relation to the floor 
pedals? The Technique of Motor Racing is a big 
book, 10 inches by 7% inches, and contains, 
along with the text, 40 pages of half-tone illus- 
trations on art paper. 


228 The Technique of Motor Racing. Order your 
copy today! Special advance order price $7.50. 
You save $1.00. After December 31, 1959 price 
is $8.50. Money back guarantee! 
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231 The Ferrari, by Hans Tanner. An extremely 
factual and informative work giving technical de- 
tails and specifications of all the cars that have 
borne the insignia of the Prancing Horse. The 
Author writes with the authority of first hand 
knowledge obtained with the fullest and friendliest 
co-operation of the ‘Commandatore’ himself in 
Modena and traces the story of his famous marque 
from its inception in the racing stable of Alfa 
Romeo right up to his 1959 Grand Prix contender. 
Just published $5.5 


227 Nuvolgri, by Count John Lurani. Brand new. 
Engrossing biography of the man most enthusiasts 


$10.00 or OVER 
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E RACING DRIVER: The Theory and Practice 


d, driving at the limit. 
dard book, Campbell’s: THE SPORTS CAR: 


‘Moments”’; 8. Fright; 9. 


14. Morale; 15. Retirement. 


Analysis; 


report: 
learly written yet a thrilling adventure to read, this big, handsome,. hard- 
vered book (6” x 9” with 35 Photographs and Diagrams) is to racing and fast driving what our 
Its Design and Performance is to the sports car — the best 
ok on the subject in the world. Here are some of the points, THE RACING DRIVER: The Theory and 
attice of Fast Driving covers: Chapters: 1. 
Priger”’; 7. 
tincts; 
. best ever written on contemporary drivers & their racing styles and habits.‘‘ — Road & Track Reviewer. 
THE RACING DRIVER: The Theory and Practice of Fast Driving, (on purchases less than $15.00).. 


Art; 2. Determination; 3. 





consider the greatest driver in history. Many 
emeareattes thy $6.50 photographs. Just published. ...............$5.50 
45 Aut bile E *s Ref- 


erence Book. 57 British auto- 
mobile specialists contribute 
half-a-million words in 1664 
pages, 1010 diagrams, 255 
photos in 30 main sections 
covering every aspect of the 
design and _ production of 
motor cars $20.00 
85 Tuning and Maintenance of 
MGA by P. Smith. Devoted 
entirely to MGA and aang 


of Fast Driving! by DENIS JENKINSON, world's 


listed here is $15.00 or more. 
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“‘Tenths”’; 4. Learning; 5. Starting; nette. 
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t edition from Autosport, Britain’s Motor Sporting 
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nts: Victorious Progress; 
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aley Sprite, by Theo Page; 
John Bolster; Bentley Continental; 
Modified Hillman Minx; Ford Anglia 
Grand Prix Lotus-Elva; Grand Prix 
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British Sport; 


H PERFORMANCE CARS 1959, Edited by Gregor Grant and John Bolster. 
ys by Theo Page. 
FE when your order on the coupon below for other sports car books, 


Why I Prefer Grand Prix Racing, by Mike Hawthorn; The Motor 
High Performance Cars, 
Production Car Racing; Road Tests, and the Prospective Purchaser, 
Jaguar ‘3.4’; 


Osca Engine; 
pils-Royce Silver Cloud; Saloon Car Racing; Borgward Isabella TS Coupe; Citroen DS19; Alpine Mono- 
Panhard; Elva Courier; Morgan Plus Four; Riley Two-Point-Six; Volvo Amazon; M.G. Magnette; 
The Road- Racing Americans; Aston Martin; Rallies 1958; Formula Three. 
HIGH PERFORMANCE CARS 1959, (on purchases less than $10.00) > & 


10. Theory; 11. Understeer; 12. Oversteer; 13. 28 The High Speed internal 

Combustion Engine by Ricardo. 

$5.00 The classic work...... $12.50 

76 Automobile Chassis Design .............. $9.50 

Technical Draw- 41 Maintaining the Breed. Saga of MGs ...$5.50 

Order 7222 on coupon below at regular price of $2.00, or we shall send it to you 100 Tuning and Maintenance of MGs ....... $5.00 
listed here is $10.00 or more. 99 MG Workshop Manual ................. $8.50 

Weekly, containing road tests, technical drawings, 210 M.G. Cars by C. P. Davidson ......... $3.50 


and sporting machinery. Many photographs. 


115 Car Driving As An Art by Davis, Rev. Ed. $3.50 
204 All About The Volkswagen: A Comprehensive 


Austin = and Technical Manual for Engineers, Owners, 


by Gregor Grant; 


. Bi : waist : Mechanics and Top Tuners. By H. Elfrink. $3.50 

Lotus Seven; Riley One-Point-Five; Goggomobil , 
with Aquaplane Speed Equipment; Simca Aronde 84 Volkswagen Owner's Handbook ......... $2.00 
Cooper .G.A. Twin-Cam, Lotus Suspensions; 49 Scottie Book of Motor Racing by S. Moss. .$1.00 


Willment; Speedwell Sprite; Tester’s Paradise; 224 Ettore Bugatti by W. F. Bradley. Portrait ot 
a man of genius. Long awaited reprint, 
SOR ica ances oda lawenkad ae bandera ne 
225 Triumph Cars by T. P. Postlethwaite. A prac- 


tical guide to maintenance and repair covering all 


now 
4.00 





MOTOR MANUALS — The up-to-date 4-volume 
for the amateur or professional mechanic on any 
» Foreign or American. 


Motor Manuals. Volume 1. Automobile Engines 


¥ Theory, Design, Construction, Operation and 


ting. By A. W. Judge. 474 pg., 323 fig. $5.00 
Motor Manuals. Volume 2. Carburetors & Fuel 
Beation Systems, The Theory, Practice, Testing, 
ning and Maintenance of Carburetors, Coal 
d@ Producer Gas Systems and Petrol-Injection 
ethods. By A. W. Judge. 496 pg., 315 fig. $5.00 
Motor Manuals. Volume 3. The Mechanism of 
Car, Its Principles, Design, Construction and 
peration. By A. W. Judge. 542 pg., 401 fig. $5.00 
Motor Manuals. Volume 4. Car Maintenance 
dRepair. By Arthur W. Judge. 432 Pages, 330 
EES oo whanacx diac tn es bs ede kts a $5.00 
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Automobile Year 1959 


for Christmas 
Automobile Year — 1959 (Number 6) The most 
butiful, complete and exciting automobile book in 
R world. This latest edition of one of the world’s 
dsomest books has everything to fascinate the 
omobile enthusiast. Its accurate, thorough, pro- 
ly-illustrated regular features include: All the new 
cial-body and dream cars; a complete, illus- 
ted catalog of all 1959 cars of the world with 
jor specifications; summary of the most impor- 
t technical changes in the cars and the world 
He economic developments in the automobile 
| ERE EIS AEP A Se a Pe Te $9.95 


y Automobile Year 1954, No. 1 .......... $9.95 
Avomobile Year 1956, No. 3 ........... $9.95 
Automobile Year 1957, No. 4 .......... $9.95 
Automobile Year 1958, No. 5 .......... $9.95 
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models from 1937 including TR-2/TR-3..... $4.50 

NEW MODERN SPORTS CAR SERIES 213 Case History by Norman Smith. Gives back- 

59 Guide to Buying a Used Sports Car by John goand facts of famous Marques: Alfa Romeo, 

play - OR ate RS ss SE 3 Bo, ercedes-Benz, Auto Union, Lago-Talbot, Cisita- 

Jaguar Guide by John Bentley 1.95 lia, Ferrari, Delage, H.W.M., Maserati and others. 

él Guide to Competition Driving by P. O’Shea $1.95 A fascinating volume of motoring history. . .$7.50 

= one we ee pret Reid ......... ty 95 207 - Manifold Pressures by Brockbank....... $2.25 

So SOB Sis 2 eee es 179 Stevens Rally Indicator Model 25 most accu- 

71 Sa ae Re co . Lg Tee rt a rate computer available, 9-inch diameter. ..$14.00 

188 Volkswagen Guide, by William Carroll $1.95 17 Sports Cars, Rallies, Trials, & Gymkhanas big 

Accessories for Your Sports Car, by Reid $1.95 812’"’ x 11’’ pages. For expert and novice... . $6.00 
191 Your Sports Car Engine, by Ludvigsen. ..$1.95 


193 Larry Reid’s Rally Tables ............... $1.95 These manuals are in all cases the OFFICIAL 
219 Grand Prix Cars by Denis Jenkinson... .$1.95 Manuals produced by the automobile manufac- 
220 Triumph Guide by D. Allen & D. Strom $1.95 turers themselves. 

221 Care & Repair of Your Sports Car by Bill 184 Official TR-2/TR-3 Factory Manual $15.00 
Oe er ee er Ty Pere ren 1.95 181 Official MGA Factory Manual $12.50 
232 Sports Cars of the Future, by S. MacMinn $1.95 57. Official Complete Jaguar Factory Serv- 


186 Women in Sports Car Competition, by Mull $1.95 je Manuel for MIME cad XK 126 
Ll Psa Clothes for your Sports Car, by Mt ge 


Wei 31. Models. For XK 140 owners also $15.00 
RE LE EE PE PE Ee 48° Official Austin Heal 100-4 Fact 

192. Races that Shook the World, by Waikerley $1. 93 Serclin: Bhanodk tus “Es wo ase 

20 Pursuit of Victory by Karl Kling.......... $4.00 3 Official Austin Healey 100-6 Factory 

5 Tuning for Speed and Economy............ $4.00 Manual $12.50 


229 Official Austin Healey Sprite Manval. $12.50 





138 Design and Tuning of Competition Engi by 
P. Smith. Greatly expanded & revised new edition. 
Easy to understand, covers the whole field. $8.50 


r CLIP THIS COUPON—CIRCLE THE BOOKS YOU WISH 1 
To ROBERT BENTLEY, INC., 993 Massachusetts Ave., Cambridge 38, Mass. 





230 Official MGA Twin Cam Manual $12.50 
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60 CORVETTE... nore than ever 


the pure definition of .a sports car! 
Here is the latest edition of America’s only sports car. Because, like its forerunners, it is 
unique in concept and performance, its designers are required to solve only one problem: 
How much pure driving pleasure can be engineered into a road machine? What does this 
single-mindedness produce? @ You’ll have to drive a Corvette to find out. Small, inky words 
just can’t tell you the exultant feel of a Corvette in javelin-swift motion. The deep assurance 
of its road-holding. The meaning of dead-true steering. The solid, soft, absolutely flat way 
a Corvette slices around a curve. @ As you may have sensed, we are almighty proud of the 
‘Corvette. Because it is a car built to uncompromising standards of road behavior—and 
because it has been polished, honed and perfected year by year with this one end in view. 
Down below we outline some of 1960’s technical accomplishments. But you don’t have to 


study these to know what Corvette stands for. All you have to do for that is slide behind 





There are some really remarkable 
| meulte hidden under modest- 
sounding specification changes in the 
1960 Corvette. For example .. . 
Suspension: A stabilizer bar has 
been added at the rear . . . and rear 
spring rebound travel has been in- 
creased one inch. Result: every 
Corvette now has a more supple 
“boulevard” ride . . . but every 
' Corvette will corner flatter, stick 
i better and definitely outhandle any 
Corvette offered before, even those 


with the 1959 heavy-duty suspen- 


radford 


abash 
econ 


allow 


e and 

cop) 
ntest- 
terial 


sion option. Engines: The two Fuel 
Injection versions* now come with 
aluminum alloy cylinder heads—and 
they don’t use inserted valve seats 
¥0r guides. This is a major break- 
through in design and metallurgy: 


durability of the valve seats is better 
than cast iron, heat transfer is far 
faster. Cylinder head and breathing 
refinements add 25 more horsepower; 
compression ratio is now 11 to 1. 


For ’60 there’s a _ weight-paring 
aluminum bell housing for all manual 
shift models; on the F.I. competition 
engine this, plus a new all-aluminum 
cross-flow radiator and the alumi- 
num heads, shaves 80 pounds of 
weight. Brakes: Advances in the 
optional sintered-metallic brakes 
enable them to cope with the most 
severe heavy-duty service while giv- 
ing a perfectly docile brake for 
street use. Summary: The 1960 
achievement in suspension puts 
Corvette in a class occupied by 
virtually no other sports car, com- 


the wheel, flip the switch—and wait for that first wonderful moment of astonishment! 





bining the softness of “touring” 
springs with the absolute stability 
of full competition suspension. The 
range of five engines, from the 
230-h.p. standard V8 to the 315-h.p. 
edition, the three transmissions, 
from standard 3-speed to extra-cost 
Powerglide or 4-speed manual shift, 
give drivers an opportunity to suit 
their desires perfectly. In all, 
Corvette today stands as the 
supreme road car, America’s out- 
standing triumph in the interna- 
tional field of sports car design. 
. . . Chevrolet Division of General 
Motors, Detroit 2, Michigan. 


*Optional at extra cost. 
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MORE 
HORSEPOWER 


WHEN YOU NEED IT WITH A 
JUDSON 
SUPERCHARGER 








Complete supercharger kits 
available for the 
190 SL, 


TR-3, MG-A, VW, 
VW-Ghia, Dauphine 





A Judson Supercharger provides real 
sports car performance for the TR-3, 190 
SL, MG-A and VW-Ghia. It provides big car 
performance with small car economy for 
the Volkswagen and the Dauphine. You are 
getting only half the performance and 
driving pleasure that you should if you own 
one of these cars and it is not super- 
charged by Judson. It provides lightning 
fast acceleration, reserve power for any 
emergency, better control for safer driv- 
ing, immediate throttle response in any 
gear and a new thrill in driving. The dif- 
ference in performance between the 
supercharged and unsupercharged car is 
truly amazing and immediately apparent. 


Only Judson furnishes a complete super- 
charger installation in the form of a bolt 
on kit designed for a specific engine. Here 
is a supercharger that automatically re- 
places the vacuum in the manifold with a 
pressure in proportion to the load placed 
on the engine. The Judson Supercharger 
is bringing improved performance and 
complete satisfaction to over 60,000 
owners throughout the world. Unsolicited 
letters from hundreds of enthusiastic 
owners and road tests made by all leading 
auto magazines prove conclusively the 
efficiency and reliability of our product. 


WRITE TODAY FOR LITERATURE 
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CONSHOHOCKEN. PA. 
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b& Last month’s SCI was a bona fide bonus issue, packing in an extra dollop of 
all the things we think are important in our magazine. This month there’s a more 
subtle bonus to be distributed: an SCI suffused with some of the most readable, 
thought-provoking and entertaining tales we have ever assembled between covers. 

First in line is yet another departure from the crash pad and safety belt school 
of traffic safety discussion. Penetrating without being pseudo-technical, our 
learned contributor has gone to the very source of the accident—stopping it _ 
literally before it is born in the driver’s mind. Fundamental though the subject | 
is, you'll find the conclusions entirely novel. 

By superhuman effort Mickey Thompson has elevated the prestige of the hot- 
rodding fraternity and of American automotive design in general by his near- 
successful attempts to bring the World Land Speed Record to this country. In 
a rare story that will stand as the record of this epic attempt, Griff Borgeson brings 
you the first-hand technical details of Challenger I plus the heart-stopping drama 
that accompanied her runs. 

It’s glamorous to be listed in the record books but the task of racking up long- 
distance figures in a highly-stressed small-displacement machine is nerve-wracking 
to those both inside and outside the cramped cockpit. Eternity began at dawn for 
the crew of BMC’s Austin-Healey Sprite record-breaker, which is when John 
Christy arose to tell us how and why they succeeded and, sometimes, failed. 

January, the month of the Monte Carlo Rally, is perfect timing for Dennis 
May’s always informative and usually hilarious tales of Rallies gone by. Unlike 
many writers of automotive history Dennis was there, to bring back the elusive 
fact or the priceless anecdote. Where else might you encounter the entry of a 
25-posto bus or the machinations of a superleggera-brained grade crossing guard? 


This country has reason to be deeply proud of the attitudes and abilities of a 
few young men representing us abroad. By this time Carroll Shelby and Masten 
Gregory are old hands at European road racing, but their first-string positions on 
the Aston Martin and Cooper teams are signal honors that show that their talents 
are real and recognized. Phil Hill had been booted around the Scuderia Ferrari 
for years until he was “discovered” in the Italian G.P. at the end of ’58, and has 
since acted as the backbone of the Ferrari Grand Prix attack. But during 1959 
all these achievements were overshadowed by the meteoric rise and enthusiastic 
continental reception of Dan Gurney. Youthful, modest and personable, Dan 
couldn’t be more American if he tried—which he wouldn't, anyway. Countless 
times last year, in the heat of wheel-to-wheel racing with the best Grand Prix 
drivers, it has been obvious to all onlookers that Dan drives for the sheer fun of 
driving. We can’t delve into his motivations here, but if ever anyone got a kick 
out of going brutally fast in a fine automobile it is D. Gurney. Like other great 
or near-great drivers, he makes the car go fast in spite of mechanical difficulties, 
real or imagined, and brings ’em to the finish too. And when he crosses the line, 
goggles up, his lantern-jawed visage is riven by a broad grin. Here is a man who 
enjoys his work. 

When Dan returned to the States for Riverside he could have had any Ferrari 
in the country, or any car for that matter, but from sincere gratitude for past 
kindnesses he chose Frank Arciero’s battle-weary 4.9. (Since he set second-fastest 
time in practice he must have remembered that the old warrior was quick around 
Riverside, though!) It was thus all the more ironic that Dan was involved in a 
starting-grid smashup in the stalled 4.9. I know I’m not alone in wishing him im- 
peccable luck for the future. 


Speaking of pride, SCI isn’t going to be bashful about its part in the return of 
two front-drive Miller 91’s to their birthplace and, we hope, to eventual running 
condition. In relation to its time and purpose no better racing car has ever been 
built in this country. Few cars of any type have ever looked so beautifully suited 
to moving fast. This month “Project Time Machine” outlines the history of the 
cars and how they came home. Next in line will be a comprehensive technical 
analysis, which will be followed by a study of the task of restoration. We think 
you'll be as excited about the whole thing as we are. 

Karl E. Ludvigsen 




















al 


ee 
Vey - ty boty SEN _ 


pees Me, Fis eR eis wo ig 5 





















_ ee at ¥ rr ae 






o -~ 
: § “ he 
~ seh ‘ ~ oir Ae 


* 


WHO “SPOTTED” 
THE LARK WITH RUBBER? 


The Studebaker engineering, design and sales departments did it. The latter believes 
it easier to sell a quiet, squeak-free car. And that’s just what they have. —® The Lark is 
literally spotted with over 300 live rubber cushions, grommets, bushings and seals strate- 
gically positioned throughout the body and chassis to reduce noise, damp vibration and 
eliminate the troublesome wear of metal-to-metal contacts. This is illustrative of the 
very high premium Studebaker places on detail, quality and sound engineering prac- 
tice. “9 These are not idle words because after about one billion cumulative road 
miles of owner use, Studebaker-Packard corporate figures clearly show that Lark repair 
and maintenance costs are well below the automobile industry average. <> Not only 
does ‘The Lark save for you, but it performs for you . . . day after day, year after year. See 


your Studebaker Dealer and enjoy a Lark demonstration. And you don’t have to count the 





cushions, grommets and bushings. 9 When you drive the car, you’ll know they’re there! 


LOVE THA TVARK: Y STUDEBAKER 


obile Year 


Autom VOLUME 7 


1960 Edition 


Speck 


at 
$ 7.95 








The publishers of the world-famous Automobile Year are 
happy to announce to all their readers that a very special bar- 
gain is offered to them FOR A LIMITED TIME ONLY this 
year. Indeed, in ordering direct from Switzerland you cut the 
distribution cost and can get the beautiful deluxe 1960 edition, 
Volume 7, for the NEW LOW PRICE OF $7.95 postage paid, 
direct to you, instead of $9.95 which is the regular price at 
your book store. AND THAT IS NOT ALL! As an added 
special offer you may, for the first time, subscribe for 3 years 
at the amazingly low price of $19.95 and actually receive 
ONE VOLUME FREE. 


Volume 7 is better than ever, and continues its tradition of complete, high quality 
coverage of the year’s events in the automobile world. In it you will find photo- 
graphs and technical specifications of the new cars of the year, technical features, 
vintage cars, coverage of the latest ‘“‘one-off"’ and special bodied show cars plus 
reviews of all the World Championship Grand Prix, Sports Car races, Hill Climb 
and Rally events. All are lavishly illustrated, many in full color. This book with 
its 230 pages merits a place in your collection of treasured sports editions and 
is the perfect gift for the automobile enthusiast. 


Simply fill in the following order blank, enclose your personal check or International 
Money Order and mail. 


To Automobile Year, Case Ville 1109, LAUSANNE, Switzerland. Please enter my order for one the following: 
[] véiume 7 only at $ 7.95 
Cc] 3 year subscription to include volumes 7, 8 and 9 at $19.95 
Enclosed find $ 
(Personal check or International Money Order ! Please do not send American or foreign currency) 





Name 





Address 





City Zone State 








Publication date December 22nd 1959 - Allow a minimum of six weeks for delivery - This offer 


expires on January 15th 1960 
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EUROPEAN NEWSLETTER! | 


> It has already been written that this js 
a vintage year for the British Industry, 
This is made true not only by the advent 
of such radically fresh models as the Tri- 
umph Herald and the British Motors Cor- 
poration ADO 15 (Mini-Minor or Austin § 
7), which have broken away so sensa- 
tionally from British orthodoxy, but also 
by reason of the falling-into-line with 
the better Continental makes which is tak- 
ing place. A case in point is the Sunbeam 
Rapier. With remarkably little acclaim 


from the British Press, Rootes have Ho 
cleared up all those points which made an 
this model less interesting to the enthusi- 
ast than it might have been. Those of re 
who have witnessed the incredible tough- ¥ \j¢ 


ness of this car in the classic rallies have 
never doubted the solidity of the Rapier, § Tb 
but its attraction as a high speed touring 
saloon for the ordinary enthusiast has Gl 
been marred by the lack of a good third CE 
gear and deficient power in the higher 
revolution ranges. CA 
Now, all of this has been put right. A 
new cylinder head, blood brother to that } this 
which graces the Alpine, featuring in- foe 
clined valves and cast in aluminum, pro- fons 
duces 78 bhp at 5400 rpm, sufficient to od 
propel this 2250 lb. coupe at near 100 § tho: 
mph speeds. The makers discreetly dis- 
claim the magic figure. In the gear de- 
partment the Alpine’s four speed box has 
also been inherited, meaning that 70 mph 
will be possible in third, an important 
feature on the traffic-bound roads of 
Europe. With the optional overdrive on 
third and top even more performance pos- 
sibilities are offered in the intermediates. 
With all of this extra performance avail- a2 
able, the factory has wisely looked ahead oh 
and added disc brakes to the specification, | f¥% 
the popular disc and drum combination 
by Lockheed this time. I would personally 
forecast that the Rapier will now become 
a strong rival to the Volvo Amazon on ss 
many markets. In this country the price 
is, of course, more than $1000 less. Else- 
where it should be about the same. Te 
With the simplification of their P4 | MIN 
range, involving the replacement of the pes 
65, 75, 90 and 105 models by the 80 and fag; 
100 series, the Rover Company of Solihull } ., 
would appear to be sitting back on their | 
heels. In fact the development section has — 
never been busier, for it is patent that the 
aforementioned P4 model could not con- 
tinue for ever, good as it is. Conjectures — 
as to the form of the new model vary 
between a forward engined V6 and a rear- 
engined 114 litre. Something between the 
two would be more likely. What is plain 
for all to see is the progress of the turbine 
car. Only fuel consumption is the out- 
standing problem and that is probably the § gp, 
best being obtained today. The car itself § tla 
has reached the stage where casual use § % 
for weekend transport by the project en- 
gineer is not unheard of. SP 
By the time these words appear in print 94 
Britain will have its first motorway oper: § 9, 
ative. Starting from St. Alban’s, just north ME 
of London and finishing a few miles from 
Coventry, it will give to the native motor- § t¢, 
ist who has not travelled abroad his first § Als 
taste of continued-speed motoring. 


(Continued on page 72) 
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LIKE DONT JUST S/T THERE STARING, ORDER SOMETHING..,, 
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How can | make the scene at your pad with good car things if you don’t cooperate . . 


and Marion will take care of all. 


USE 
THIS 
GIFT 
CERTIFI- 
CATE. 





This is the easiest way out... lay a good Gift Certifi- 
cate (in any amount from $1.50 up) on your friends. 
Marion will send them out air mail, along with cata- 
logs, from which they can select the gift most appeal- 
ing to their senses. No muss, no fuss. Everybody is 
happy. Just send money plus names and addresses of 
those you want to remember. 


WW 77 





lf you know, for instance, that he or she can use 
gloves, | don’t think you can go wrong by ordering 
either GRAND PRIX (all capeskin) at $7.95 pr. (sizes 
642-10, natural or black) or LES LESTON (cape palm, 
knit back) at $6.50 pr. (sizes 7-10, tan only). 





To avoid snow blindness or sun glare, | recommend 
MINISHADES with their metal rims, ground lenses and 
flip-up extra shades, they are top quality and offer 
double protection. Carrying case is about the size of 
a cigar. Reasonable at $2.95 


Just so you will be sure to remember 
what kind of a car you drive, why not 
dazzie yourself with a real leather KEY 
FOB? Topped by a colorful replica of 
the emblem on your car’s grille, these 
expensive-feeling fobs are quite reason- 
able. Only $1.50...and we have one 
for nearly every current auto. Try us. 


ou know, however, that he (or she) drives a 
re AULT, PORSCHE, VOLKSWAGEN, JAGUAR 2.4, 3.4 
or MORRIS, spring for a GEAR SHIFT EXTENSION. 4” 
long 40° bend $1.35 


SPEEDBALL SHIFT KNOB (for any car) 142” or hy 
dia, Bright silicone finish $2.2 








| CHROMED ALUMINUM KNOB, light but bright........ 13:38 


MG SHIFT KNOB polished aluminum with MG Ins as 


SPECIAL RENAULT EXT. & KNOB of polished aluminum 
& Plastic, makes gear changing possible for human 
species. $2.25 
Or, how about a tire gage? 

MESSKO is highly accurate, holds pressure reas 
until released and is inexpensive isiccsvcssessesanins $2.95 


DRAGER is specifically designed for racer types and 
reads in atmospheres as well as psi for the fanatic. 
Also has adjustable zero for great accuracy (case 
included), $6.50 





? 





? 


@ yy 
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Here’s a new thing, 
just in time for Xmas 

. real COPPER ASH 
TRAY with insignia em- 
blazoned thereon: MG, 
Healey, Mercedes, VW, 
Triumph, Jag. Gener- 
ous 6” dia. $5.95. 





Almost anyone you know 
can use a WINDPROOF 


LIGHTER. Inexpensive 

yet handsome, available 

for most marques at 
$1.95 


INSIGNIA CUFF LINKS 
$4.95 pr. 

INSIGNIA TIE TACK 
$2.95 


KOMFORT MUFF for MG, 
Healey, Jag, TR aids in 
warm up ‘of engine, 
gives quick heat from 
heater. $3.95 


GRILLE GUARDS make a practical gift to the small 
auto. Ours are pt ahd designed, well made and 
chrome plated. Easily installed, even by the tyro. 














TRIUMPH GRILLE GUARD $14.95 
SPRITE GRILLE GUARD 19.95 
DORIAN GUT iiss stsccsssciasicentacestcinconhasicisse’ $19.95 





aor 





LUGGAGE RACKS, on the other hand, are a sneaky 
present. (Enables YOU to take more ween. Special 


Xmas prices prevail on I aa high quality racks: Regu- 
larly $21.95 and $24.9 


ALL METAL RACK, aie fits MGA, re TR-. 3. 





PERMANENT RACK (metal) fits any sports - with 
deck lid and Sprite $19.95 
HARDWOOD RACK, removable, chromed frame, " hard- 
wood slats, for MGA, TR-3 Heal Se ’$1 19.95 








For a TOP or TONNEAU COVER tailored for your 
make, year, and model sports car at the lowest 
prices anywhere, write for our FREE catalog. 











Here is a really 
unique gift you'll be 
safe in sending be- 
cause it is brand 
new from Old Mex- 
ico. Hand loomed in 
remote villages, the 
CHALECO is a warm 
sleeveless jacket. 
Each is a riot of Az- 
tec colors, No two 
patterns are alike. 
Great for open car 
wear or for casual 
dress. 

Sizes S, M, L..$6.95 
Extra Large......$7.95 











n€ SUM SOT 
. mail in the coupon at once 





THRESHOLD PLATES made of Rigidized aluminum are 
an attractive and practical accessory. Do away with 
frayed and hard to keep clean rugs in this ‘‘in 
area. For Porsche, Triumph, Alfa, Sprite, MGA......$3.95 
AND NEVER DARKEN MY DOOR AGAIN (after you install 
these aluminum Kick Plates). Very attractive, protect 
door panels from unsightly marks and tears inflicted 
by high heels, or rubber soles and heels. For MGA, 
FR, Healey, Porsche, Sprite $3.95 





PLASTIC BEADING to protect door binding 


goes with 
threshold plates nicely. Clear or red. Set 


” “sf 35 


Dancer, Prancer, Donder, Blitzen, the whole cotton- 

ickin’ crew would be in bad shape if it wasn’t for 
heir form-fitting Mittens. Whenever my reindeer 
stand outside more than 4 hours a day | keep ‘em 
covered . . . protects their hides from sun, dust, 
dirty birds and the attrition of weather. You "should 
do the same with your transportation. 


C MG Mitten 

Healey Hugger 
Alfa Apron 
Fiat Frock (1100TV) 


Lightweight DURICON 
un and Water 
ory 
$24.50 


Dust Cover 
$17.95 


Ooo 


C Morris Muff 

L] Renault Romper 
C] Ghia Gown 

(_] Porsche Parka 
{_] Peugeot Pegnoir 
CL) Minx Muff 

(] Fiat Frock (600) 
(] Saab Sack 


C Corvette Cap 
QO) en ao 


J 
U fon 150, 3-4) 
O ercedes Muff 


oO Volvo Vest 
C] Vest for Volkswagen 


r----- 


MG MITTEN 
PO. Box 4156 eis Station 
Pasadena, Calif. 


$22.95 $29.50 


$27.95 


Dept. S-1 


| enclose §............. Please send me items listed 


on attached sheet. Send Gift Certificate for 














] 

I 

l 

l 

Bicaaekiies in my name to person named on at- 

tached sheet. 

| NAME 

J ADDRESS......scocessceesnees 

| city ZONE........- STATE. .csccccesee | 

| CAR 

I (Make) (Year) (Model) l 
P 


MG I MITTEN showroom: 1127 E. Green St. Pasadena. 
Phone MUrray 1-5681. Local people should come in 
clutching their BANKAMERICARDS. Lots of free, off- 
street parking. 








Out of famous European ralliés-roars 
a-great new car that makes all other 
sports cars seem ten years Ol 


eT 


ies SUNBEAM 


Ce net 


PRE 








It has everything a sports car ought to have! The full sweep of clean, clear lines. Comfort. Roll-up windows. 
Full-size doors. Wrap-around windshield. Removable hardtop.* Room. Jump seat for kids or extra luggage. 
A rally-bred sports car engine. Powerful performance. Tremendous acceleration. Superb safety disc brakes. 
Road-hugging balance. See the newest and neatest look in sports cars — the all-weather design of the 
Sunbeam Alpine. Test-drive the Sunbeam Alpine at your Hillman /Sunbeam dealers, now! *Optional, extra. 


SUNBEAM are ONLY $2599 P.O. E. WESTERN STATES SLIGHTLY HIGHER AV RO OTES PRODUCT. 


Rootes Motors, Inc., 505 Park Avenue, New York, N. Y. 9830 West Pico Bivd., Los Angeles, Calif. Rootes Motors (Canada) Ltd., Toronto, Montreal, Vancouver t 




















































SPECIFICATIONS OF 
THE SUNBEAM ALPINE 


Maximum speed 
Compression 
Displacement 
Cylinders 


Wialersd Leys is= 

Overall length oo... 155.25 in. 

Overall width 

Overall height 

(Ci gelblale mes l=t-1¢-]ale=) 

Turning ‘circle 

Weight—dry 

Twin Zenith downdraft carburetors, 

inclined overhead valves, wedge- 

shaped combustion chambers, alu- 

minum cylinder head for higher 

thermal efficiency, special cross- 

flow radiator with separate expan- 

Selsmclal.e 

Transmission (Synchromesh on top 
3 speeds) 4 close-ratio forward 
speeds, center floor gear shift. 


Rear axle Hypoid 3.9:1 
Brakes, front Girling 9.5” disc 
Brakes, rear 9.0” drum 

Suspension, front..Independent coil 
springs, anti-roll bar 

Suspension, rear Semi-elliptic 
with telescopic hydraulic shock 
Fe) ohsi0) 4 8) -1 63) 

Chassis X-braced single 
unit construction. Torsion-bar sway 
eliminator 

Electric 12-volt. Battery housed 
under rear seat to balance between 
axle mass and reduce evaporation 

Ul elaler-haleys Full pressure, full- 
flow filter 





























Fully instrumented dashboard — in- 
cluding tachometer, pressed steel 
disc wheels (wire wheels extra), cen- 
ter armrest conceals large lockable 
glove box, concealed retractable top 
(or hardtop—available as extra), 
wrap-around. bumpers with over- 
WS. riders, large luggage compartment. 
ge. 
kes. 
the 


tra. 


CT 


ouver 





LETTERS 


CORVAIR 

I was mighty disappointed about your 
analysis of the Corvair. How can you ac- 
cept low torque at the steering wheel — 
at the expense of slow steering — as good 
steering? This is both awkward and un- 
safe. With such a light front end why did 
Ed Cole use Detroit steering? It’s dis- 
honest for it is only required by big cars 
with heavy eight-cylinder motors. As to 
learning new techniques, about 200,000 
foreign cars have been imported in the 
last few years, all of them operated by 
drivers who also graduated from Detroit 
cars without trouble. 

My DKW takes a city street turn on the 
inside with a half-turn of the wheel. In 
my test ride in the Corvair I was horrified 
to see the driver spin the wheel “x” 
revolutions to turn a corner on the out- 
side lane.’ Gad! 

Although I have always disliked gas- 
oline fired heaters in water-cooled cars, 
when all this waste heat was available, I 
particularly like the gas fired heater in 
the Corvair, because it keeps both the 
noise and fumes out of the cab. 

If Ed Cole will put out a real sports 
model Corvair, at not more than around 
$500 over the standard models, you can 
place my order with him right now. This 
car would resemble the Porsche in func- 
tion: a two-door coupe, with bucket seats 
for two, and a drop—or mother-in-law 
seat in the back. Snappy steering, and a 
four-speed transmission with a short stick 
are also essential. 

Henry Eckhardt 
Fair Oaks, Cal. 


We must first emphasize that the driving 
impressions of the Corvair included in the 
November analysis were just that, and were 
not intended to be SCI’s last word on the 
road behavior of the car. With about 41% 
turns to cover a not-exceptional steering lock, 
the Corvair’s overall ratio is on the slow side. 
When you're behind the wheel, though, the 
car's wonderful response to its motions leaves 
little to be desired. G.M. may have been suf- 
ficiently apprehensive about the car’s over- 
steer to avoid faster ratios for the time being. 
We agree, though, that the Corvair could 
bear quicker steering and that the sports ver- 
sion, definitely due early in 1960, must have 
it. That’s one we're really looking forward to 
driving. 


FORMULA CAR SALE 


At the present time I have a list of nine 
Formula III cars which are for sale east of 
the Mississippi. They are priced from 
$1000 to a tad over $3000. All sales must 
be negotiated with the owners — this list 
is strictly a non-profit effort. Should any 
of your readers desire a copy of this list 
(and all subsequent ones) have them 
drop me a line. 

William H. McMichael 
4106 Waxford Drive 
Kensington, Maryland 


ASARDO 


In our October issue we printed a technical 
report on the Asardo in which we gave a de- 
scription of the Reinforced Plastic body used 
on this car. We received a letter soon after, the 
pertinent paragraphs of which are printed be- 
low. The writer’s name has been withheld by 
request. 

Being closely associated with the Fiber- 
glass and Resin business, and R/P manu- 
facturers for several years, I visualized the 
possibility of several fiberglas people, (per- 
haps some of our customers) becoming 
confused, with expensive consequence, as a 
result of taking parts of the referenced ar- 
ticle as gospel. 

Refer Pg. 55, para. #6“... after the part- 
ing agent is applied . . . etc.” 

Actually this method of applying a clear 
polyester instead of a Gel-Kote is almost 
passé. Presently nearly every manufacturer 
of large, low pressure R/P lay-ups sprays 
a translucent or colored Gel-Kote over the 
parting agent(s), applies dry glass cloth 
or mat over the slightly tacky, cured sur- 
face, wets it out, continues the lay-up, and 
is able to remove the cured part from the 
Female mold with NO SANDING. (Pro- 
vided the mold surface is reasonably good.) 
We realize K.L. was only reporting one 
company’s procedure, but; 

Para. #7 continues; “. . . to ease removal 
of bubbles . . . etc.” 

We must assume the viscosity of the 
resin used was too heavy, or the catalyst 
ratio was too high to enable the removal 
of the entrapped air before the resin cured, 
thus the addition of styrene as a thinner. 
Resin viscosity range popularly falls be- 

tween 300 and 500 centipoises at 25 deg. C. 
(for molding). Ordinarily NO styrene 
should be added to a resin! Excess styrene 
causes: slower cure, more exothermic heat, 
more shrink, and resultant warpage, more 
resin run-off, and subtracts from the po- 
tential strength of the resin. Manufac- 
turers of resins add approx. 20 to 30 per- 
cent by weight during processing. This is 
very adequate for a workable viscosity 
resin. Acetone is a SOLVENT for poly- 
esters, and NEVER should be used as a 
thinner when molding! 
Then Para. #12; “. 
mounting of the body .. . etc. 

Undoubtedly Mr. Schlosser has devel- 
oped an extremely rigid space frame, 
otherwise it would only put added tor- 
sional stresses on an R/P body to have it 
rigidly mounted. In the original Corvette, 
they found it advisable to mount firmly 
around the cockpit area only, with mini- 
mal mounting front and rear. Here again, 
1 am visualizing some of your many sub- 
scribers who may attempt a mounting 
without benefit of Mr. Schlosser’s space 
frame, but perhaps with some of our 
plastic materials. 


. . through rigid 


Finally; caption, picture pg. 59; “. . . wood 
frame is necessary to keep ‘drying’ plastic 
wr. e 


The purpose of the framing should be 
to keep the female mold rigid and to pre- 
vent its warpage during continued use. 
Many such molds are used in continual 
operation for 6 to 9 months. It is currently 
becoming more popular to use a higher 
heat resistant polyester resin for the heavy 
lay-up of female molds to prevent heat 
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={Uli CoM Lole| meh sa 
IGNITION ANALYZER 


for just $5HQO25 





HEATHKIT New Model IA-1A 


® A Fraction of the Price of Comparable Instruments 
New, improved Design Shows Primary or Secondary Patterns 
® Provides In-Action Check of All Ignition Parts 


Finds Systems Weaknesses Without Removing Individual Components 


The Heathkit IA-1A offers the hobbyist, small garage owner, or service station 
operator an ignition analyzer with the features of scopes costing several times 
more. 

To check the complete ignition system of an automobile in operation, just 
plug in and clip on test cable leads: the IA-1A will show condition of coil, con- 
denser, points, plugs and ignition wiring. A switch selects either primary or 
secondary circuit patterns; or alternately, provides choice of parade or super- 
imposed secondary patterns. Also detects breaker point bounce and facilitates 
checking of point dwell-time setting. Can be used with the car in motion and 
under load when powered by an appropriate DC-AC Inverter. 

Simple to use, minimum of controls, completely flexible for all types of in- 
ternal combustion engines with coil ignition and accessible breaker points. 
Displays complete engine cycle, or just one cylinder at a time. Test leads and 
comprehensive instruction manual supplied with kit. Shpg. Wt. 20 Ibs. 


MODIFICATION KIT FOR MODEL IA-1 IGNITION ANALYZER: Gives you switch selection 
of.either primary or secondary circuit patterns; or alternately, provides choice 
of parade or superimposed secondary patterns. Kit includes test lead modifica- 
tion parts and comprehensive instructions for modification and use. Shpg. Wt. 
2 Ibs. Heathkit MK-6. $4.95 








Order Now! 


HEATH COMPANY Benton Harbor 26, Mich. 


(i a subsidiary of Daystrom, Inc. 




















Justfillinthecoupon, NAME 
mail with your check ADDRESS 
or money order. CiTY ZONE____STATE 

“FREE CATALOG Please send the following: : 
available, check the {_] Heathkit 1A-1A Ignition Analyzer Kit $59.95 
coupon and mail {_] Heathkit MK-6 Modification Kit (for 1A-1) $ 4.95 
today. POSTAGE TOTAL 


(_] SEND FREE CATALOG 
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warpage. (The exothermic heat of the cur- 
ing part within the mold, depending on 
the resin/glass ratio, can approach 185 
deg. F.) Mr. Schlossers’ fiberglas man 
would find it more convenient to design a 
cradle for his large molds, so they could be 
tilted for easier lay-up and less run off of 
resin, 

Please do not consider my lengthy com- 
ments in any way derogatory. The field of 
Reinforced Plastics is perhaps one of the 
most misunderstood there is. 


Our correspondent’s informed comments are 
much appreciated. Mr. Schlosser would be the 
first to admit that his prototype was not laid 
up in accord with methods that would be better 
suited to quantity production. With regard to 
the caption on p. 59, its text was in error. The 
wooden framing was clearly intended to impart 
rigidity to the female mold. For an example of 
a cradle to support such a mold, see the Bocar 
story in this issue. 


SOUND OFF 


I debated with myself for sometime be- 
fore deciding to extend my subscription 
for three years as per the enclosed “renewal 
reservation” and check for $10.00. 

My hesitation was not based on a lack 
of appreciation for your publication be- 
cause I am 100 percent enthusiastic about 
it. Nevertheless I did hesitate since a three- 
year renewal will deprive me of a yearly 
opportunity to write you and concurrently 
exercise my “Joe Blow’s Right” to praise, 
squawk, berate, or exhort you annually. 
Therefore, since I’ve taken the three-year 
route I'll get all out now and: 

1. Praise the overall make-up and con- 

tents of each of your issues; 

2. Squawk only when I’m absolutely cer- 
tain I’m right and your editors have 
definitely missed the boat (and never 
just because said editors don’t agree 
with my thinking) ; 

3. Berate those who go off half-cocked 
and violate the premise set forth above 
under “2”, and 

4. Exhort your feature writers and race 
editors for greater detail and more 
specific coverage of the activities of 
the drivers and cars who are not gen- 
erally in the “name” class. In other 
words: 

(a) Lew Spencer and Morgans and 
AC’s rather than Hyphenated 
Smith Smythe 

(b) Ken Miles and Porsches rather 
than Gesundheit Hansenfeller 

(c) Bob Bondurant and Corvettes 
rather than Ferrari Volanto For- 
tissimo 


John F. Holton 
Los Angeles, Calif. 
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PUT YOUR FOOT DOWN—AND LIVE! The new Austin Healey ‘3000’ is for those who 


love the feel of the sun and the wind. This car is alive. It responds in a flash. Accelerates with 
surging power. Corners like a polo pony. Disc brakes for sure, straight-line stops. It’s the fab- 
ulous successor to the famous Austin Healey 100-Six which has dominated competition in its 
class. Top speed, a breathtaking 115 m.p.h. It’s built for the track, yet takes to pleasure driving 
beautifully. For as low as $3051°°* (2- or 4-seater). 

FACTS FOR THE SPORTS CAR CONNOISSEUR: 1. A 2912 cc engine with twin carburetors. 130 


b.h.p. at 4750 r.p.m. 2. DISC BRAKES on front wheels for smooth, straight-line 
stops even at racing speeds. 3. GEARBOX. 4-speeds (6 with overdrive). Synchro- 





ott, mesh on 2nd, 3rd, and top speeds. 4. INDEPENDENT FRONT SUSPENSION, 

LA P : ae a eat P 

* Se, with hydraulic shock absorbers and stabilizing bar; semi-elliptic leaf spring rear 

amc: suspension, with hydraulic shock absorbers and panhard rod. 5. BODY. Steel/ 
Oma aluminum, adjustable bucket seats trimmed in leather. 6 AVAILABLE in either 2- 


zl 
Sey m or 4-seater, standard or deluxe models; detachable hardtop optional. 


Vv 





A product of THE BRITISH MOTOR CORPORATION LTD., makers of Austin Healey, Austin, MG, Magnette, Morris and Riley cars. Represented in the United 
States by Hambro Automotive Corp., Dept. 8, 27 W. 57th St., New York 19, N.Y. Sold and serviced in North America by over 1000 distributors and dealers. 
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& Usually alert Detroit found itself 
caught off base by the announcement that 
for “the spring selling season” Mercury 
dealers would offer another Ford “econ- 
omy” car, named Comet. 

When the feathers and stardust settled, 
it turned out the Comet and the “Edsel 
B” the grapevine has been gossiping about 
all along are one and the same. (Ford 
engineers employed Edsel B as a smoke- 
screen just as XK Thunderbird was the 
Falcon.) Further, the Comet—which will 
bow in late February—is an elongated 
Falcon rather than the completely new 
model anticipated from Ford’s M-E-L 
(Mercury-Edsel-Lincoln) Division. 

At this writing, here are the known 
facts about Comet: 

e Wheelbase, 114 inches (four and a 
half more than Falcon) . 

e Width, 70 inches (same as Falcon) . 

e Body styles—two door, four door and 
wagon. 

Engine of the Comet appears to be the 
same as in the Falcon, but probably has 
a longer stroke. It would also be possible 
to offer the large 145 hp Ford six. Grille 
is similar to the Falcon in outline but has 
dual headlights and vertical strips like the 
1960 Mercury. Rear end treatment is more 
like the Valiant than the Falcon and the 
greenhouse, T-bird-like. 

The Comet has been described as “aristo- 
crat of the economy cars,” but this does 
not mean it will be comparable to a 
Thunderbird. More likely, it will be priced 
between the Falcon and the regular Ford. 
The 1961 Continental is M-E-L’s next com- 
pact car in the offing, believe it or not. 
Prototypes have been described as shorter 
than the Mercury, with thin fenders and 
sloping snout like the 1960 Ford, a Thun- 
derbird roofline. One model being con- 
sidered is a four-door convertible. 

Comet will have more exterior trim, 
more luxurious interiors and more lug- 
gage space than the Falcon. Overall length 
will be about one foot longer. With longer 
wheelbase and more weight, the ride 
should be better. Handling, which is so 
good on the Falcon, could be impaired. 

Latest report, as yet unconfirmed, is that 
Chrysler will have a second domestic small 
car available some time next year, to be 
offered by the Dodge dealers. Presumably 
it would be a beefed up Valiant. The Plym- 
outh-sized Dodge Dart is being sold by 
many dealers—at a good pace, too—as a 
small car. 


THE BUICK-OLDSMOBILE-PONTIAC 
SMALL CAR 

Ford’s plans to bring out the Comet in 
mid-winter have caused a flurry at Gen- 
eral Motors. Original plans for introduc- 
tion of the B-O-P car in mid or late sum- 
mer as a 1961 model are being advanced, 
tooling and debugging permitting. 

Buick has ordered re-tooling of V8 ma- 
chinery for an aluminum engine, presum- 
ably for the big car. But conceivably this 
could go for “Bop” also. One rumor, for 
what it is worth, is that Pontiac’s version 
will use a hopped-up Corvair engine. 





DETROIT NEWSLETTER 


by Mike Davis 


Anti-freeze corrosion problems and cylin- 
der wall wear are yet to be satisfactorily 
solved in Detroit’s water-cooled aluminum 
engines. 


DRIVING THE VALIANT 

Our first spin in the Valiant was shared 
by six-foot-four, 250-pound Tom Kleene, 
of the Detroit Times; six-foot-one, 195- 
pound Ted Douglas, of the Windsor (On- 
tario) Star; and six-foot-two, 180-pound 
Frank Fraser, head of product volume 
planning on the Plymouth-DeSoto-Valiant 
engineering staff. 

Needless to say, two more passengers of 
such bulk would have left things a bit 
crowded. But let’s face it, how often do 
you have a cargo like that? 

js eee 

The point is, with that load, the 
straight transmission-equipped V-100 
(stripped) model went like the proverbial 
scared rabbit. We managed 0 to 60 in 
just over 16 seconds . . . according to 
Chrysler the car is rated at 18.2, allowing 
half a second for each gear change (we 
were faster on the shift) . 

Slightly tailwinded, we got an indicated 
99 on the speedometer . . . the Valiant is 


rated at 97 mph top. We went up and 
down hills, around twisting turns and 
over scalloped roads in a “torture course” 
on the Chrysler Proving Ground designed 
to resembie the old black tops you find 
in some parts of Kentucky. 





SCI‘s Detroit correspondent prior 
to a test run on the Valiant. 


Valiant runs smoothly, tightly and 
quietly, corners flat, pitches not at all. 
Steering is simply a delight . . . the steer- 
ing wheel has a relatively short diameter 

. . wide open on the speed course or over 
the bumps and grinds, one light but firm 
hand is all that is needed. Only in the 
most severe sliding turn is slight correc- 
tion required. 

We put an automatic (three-speed) 
transmission, power steering-equipped V- 
200 (top of the line) through the same 
paces, but with less ballast. Surprisingly, 
the 0-60 is rated faster (16.9 seconds) in 
the automatic than in the neat, short- 
throw, floor-mounted stick shift job. With 
one turn less lock to lock than manual, 
the power steering is quicker. 

We thought the automatic Valiant was 
noisier at high speed than the stick job, 
but the engineer riding co-pilot said it 
shouldn't be. By the same token, on hills 
it was definitely mushier than the stick, 
reminiscent of the automatic Falcon—but 
of course we're a straight transmission fan. 
The power steering is definitely handy in 
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parking—though not as much of an aid, 
relatively speaking, as on the larger cars. 

Penny-pincher .. . 

Economy of the Valiant quite evidently 
will run around 30 miles per gallon in 
careful highway driving. Driven by auto 
writers, stick Valiants delivered up to 44 
miles per gallon at attempted steady 30 
mph. This, according to Chrysler engi- 
neers, puts it on par with Corvair and 
slightly below Falcon—with substantially 
better performance available. Another 
saving: tire life should be 10 to 25 percent 
better than on larger cars. 

Shipping weight of the V-100 sedan is 
placed at 2,635 pounds, the V-200 20 
pounds more. Chrysler also put a number 
on horsepower—101 at 4400 rpm, but we 
were told honest dynamometer is 115 to 
118. Apprised of Chevy’s plans for a Gran 
Turismo Corvair, Valiant engineers 
looked wise and suggested: ‘Watch Speed 
Week at Daytona. We've got a few tricks, 
too.” And that’s with the same block, too. 

Speaking of such, it is probable Valiant 
will have an aluminum block, weighing 
100 pounds less than the cast-iron version, 
ready for the 1961's. 

One other point: Valiant has generous 
consideration for safety—clean, projec- 
tionless instrument panel, deep-dish steer- 
ing wheel, padding and belts as common 
options. 


OF PRICES, PLOYS AND PITCHES 

Dollars and sense .. . 

To those who expected Ford Falcon 
prices to duplicate nearly Chevrolet's Cor- 
vair—as has been the case with the big 
cars for many years—the markedly lower 
Falcon prices came as a surprise. 

Advertised delivered price of the two- 
door Falcon, only model made initially, 
came out to $1,912, significantly . . . $126 
. .. lower than the cheapest Corvair avail- 
able. When the two-door Corvair is un- 
veiled in late January, Falcon will still 
have a price advantage of about $65. 

As expected, American Motors reduced 
prices on its 100-inch wheelbase American 
models. The cheapest two-door has an 
ADP of $1,795, very little more than the 
most popular imports in many parts of 
the U.S. The new four-door American 
has an ADP of $1,844. Prices on the 108- 
inch wheelbase Rambler Six models were 
unchanged. 

The Valiant, happily, is priced only $14 
more than the comparable Corvair four- 
door sedan. Delivered price is $2,050 for 
the V-100. Although this does not compete 
dollar-wise with the Falcon and Corvair 
two-door models, Chrysler is pinning its 
hopes on the Valiant wagon, about $275 
more than the four-door sedan. 

SO WHO CARES WHERE THE 
ENGINE IS? 

When the Corvair and Falcon appeared 
in dealer showrooms early in October, 
they were, of course, snapped up immedi- 
ately by eager, cash-in-hand buyers. What 
Detroit learned very quickly was that its 
ad campaigns will have to be reslanted. 
Few in the general public gave a hoot 
whether the engine was in the front or 
rear; contrary to much agitation. 
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In the Lead 


ABART 


FREE-EXHAUST SYSTEMS 


NOW DISCOVER the ful! potential of that 
terrific imported car of yours! Install a custom- 
designed ABARTH Free-Exhaust System, and 
start enjoying more power, more speed, plus pro- 
portionate fuel savings! In crowded city streets 
or on the open highway, you'll take the lead, with 
ABARTH—the System Grand Prix Winners use! 


Austin Healey 


SPRITE 










USE THIS CONVENIENT COUPON! 


Order From Your Dealer, or 


Please rush free FISHER-ABARTH catalogue 




















Alfa Giulietta Sprint Exhaust System....$69.50 
describing these, and other systems and acces- Alfa Giulietta Spider Exhaust System.... 79.50 
sories. | have checked the system made for my car. H Austin Healey Sprite.....................008 19.95 
Borgward Exhaust System, All Models.. 39.50 
Name, (_] Fiat 600 Exhaust System, All Models... 19.95 
. Fiat 600, with sports manifold.............. 44.50 
Car Year. Fiat 1100 Exhaust System... -- 49.50 
Fiat 1200 Sedan............... ... 69.50 
Address, Jaguar 140M, 150, 150S..... .. 79.50 
Jaguar 3.4 ind 79.50 

City, State, California Residents 
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FISHER PRODUCTS ° 21-25 44 Drive « Long Island City 1, N. Y. or 8836 National Blvd. + Culver City, Calif. 


SETA EET RM ON te 50 
ET Nene UNO sisicasksctsaicntensneiitneukdeceastuesen 49.50 

Peugeot 403 Exhaust System.................. 49.50 
‘| Porsche, all models. ....................ccccc0e 44.50 
{] Renault 4-CV Exhaust System................ 19.95 
[] Renault Dauphine Exhaust System....... 50 






{] Simca Aronde, All Models.... 
[_} Volkswagen, 1955 and earlie 
(J Volkswagen, 1956 and later. 


Add 4% Sales Tax 
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for a driver, fast or slow, 
the unmistakable sign of good judgment 


IRELLI 


No “magic tire’’ will take you around a curve 
if you don’t adjust to the road and the true 
capabilities of your car. 


A set of Pirellis, however, gives the driver a 
definite feeling of constant control. These tires 
are built to fit your car’s performance... not 
only its wheel size (a Pirelli dealer will help 
you determine which of five different construc- 
tions is most suitable). 


All the international recognition won by Pirelli 
is confirmed in a flash when you take a curve 
perfectly—when you squeeze out of an emer- 
gency situation on a wet road—and when your 
car delivers all the pickup that was built into it. 


Let us emphasize that you don’t have to be a 
famous race driver or a millionaire to own 
Pirelli tires. 





FRELLI 


italian tires of superb quality 





Drive in to your nearest Pirelli dealer or, for 
free Tire Equipment Chart, write: 


Dept. S-1 


PIRELLI REPRESENTATIVE OFFICE: 
11 West 42nd Street, New York 36, N.Y. 


FRELLI 
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SCI INDEX 1959 


JANUARY 
ROAD TESTS 
Fiat 1100 TV 
Auto Union 1000 
SPECIAL FEATURE 
Chevrolet 315 Griff Borgeson 

or, bow to go superfast and save $13,000 

FEATURES 








Singular Champion.................. Denise McCluggage 
he story of Mike Hawthorn 

Ah Well, the mrtg Sk be caccacaee Roger A. Proulx 
Frenchman meets MG-T 

Gas. i EELS LEO: Dennis May 

woe story 

TECHNI 

A-H Sprite Len Griffing 


Sequel to a track test 
Firebird III 
General Motors goes all out 
COMPETITION 
Frantic Finale 
The Morocco GP 
Midwest Monster.......................... Dic Van der Feen 
Meadowdale opening 
American Road Racing Comes of Age 
Riverside Tim Mourning 
The Word, Sir | (ne Jesse Alexander 
Monza: The italian ce and Karl Ludvigsen 


Stephen Wilder 





Jesse Alexander 





FEBRUARY 

ROAD TESTS . 

Abarths, Tagsee Coupe and Allemano Convertible 

TRACK REPORT J 

Formula III Cooper Stephen Wilder 

SPECIAL FEATURE 

Cars Are Here To Stay............ Jesse Alexander 
For fast transport you can ’t beat a 
Gran Turismo 

FEATURES 

I Go Pro Denise McCluggage 
A thin green line separates amateur from pro 

Tiny Tornadoes From Turin Ecscanete Karl Ludvigsen 

ow fast can a75 go? 

Der Englander Dennis May 
Dick Seaman won on the German’s home 
ground—and in their own car 

Steamers Weren’t So Hot........ Merwin Dembling 
eapeies | poop on cars that went pop 

TECHNICA 

O.S.C.A. Spells Maserati.............. Karl Ludvigsen 
The fag the name, but not the alent 

Win With Webers Eric Nielssen 
These carbs can give you all-out go 

Ignition Analyzefs..........-...---..-+--+-+-+ Stephen Wilder 
Screen your electrical bothers 














MARCH 
ROAD TESTS 
1959 Chevrolet Corvette 
DRIVER’S REPORT ’ 
Lister-Chevv. Bill Pollack 
FEATURES 
The Brothers Chevrolet Ken Purdy 
Hot drivers don’t earn cool cash 
Is This The Corvette In Your Future? 
Predictions ae to come Dean Parker 
Sebring: Past, wp oe And Future 
A pooett ais of age Steve McNamara 
TECHNIC 
canoes ie Performance 
. G. “‘Racer’’ Brown 
How to build a Chevy better than GM 
Sadler Mk 3 Stephen Wilder 
A special builder, and how he grew 
SPECIAL SECTION 
MG-Chevy Philip Peyton 
‘It’s only a@ TD” 
rid pS xd 4 Robert Lee Behme 
Don’t look under the hood Enzo 
Jag-Chevy 
aguar taxidermy 
C MPETI ITION 
Crise’s Dices 
Aquatic sport in Nassau 

















eorge Moore 





John Christy 





APRIL 
ROAD TESTS 
Moretti 
Peerless Coupe 
SPECIAL FEATURE 
SCI Report On Two Russian Cars..Griff Borgeson 
Rockets, ee nyet 
FEATUR 
Knock Down The Wall, S’il Vous Plai’t 
Ken Purdy 
Bughouse bits about the Bug builders 
Interview With Stirling Moss........ Stephen Wilder 
Expertese on high speed handling 
Newsletter From Europe.............. Jesse Alexander 
Pre-season forecast on Continental racing 


The Daring Young Men On 


The Flying Trapeze...................... Dennis May 
How to conduct a torrid tricycle 

TECHNICAL 

1959 Lister Jaguar...................... Donald G. Typond 


Anyone for a . litre Lotus? 
Lotus Formula I 





Karl Ludvigsen 
Chapman's latest single seater—piece by piece 

COMPETITION 

SODPING FORCCR 5 s<.-.-.-.-orosceoneeres Stephen Wilder 
Pre-race prognostications 


MAY 
ROAD TESTS 
Austin A-40 
TR 10 Wagon 
SCI COMPARISON TEST 7 
The Big Little 3—VW, Dauphine, Anglia 
HOP- TESTS 
Hot Foot Consul 
Minor With A Major’s Stride 
Ra Pane With A Sting In Its Tail 
Ship Triumph 
FEATORE S 
Buyers Guide 
Window shopping the small sedans 


TOGO EBORE TOBE occa css csccccsnsisrecsesiinecs Hal Hennesey 
A Minor travels to the frozen North 
Passionate Pignatelli.................... Robert G. Lurie 


Latins love two things—beautiful women 
and fast cars, in that order 





Seven-Fifty H-Bomb Dennis May 
A toy-like car for grown-up men 

sovring. The tl POITRRAY CID aoe cwsciaccesecsssed Huntington 

Formula rat Ee Karl Ludvigsen 


Grand Prix racing at a very wn-aran’ oe gree 
Scarabs For Formula One................ jorgeson 
Under construction—an hearee oD car 
COMPETITION 
First Mileage Rally.......................... Griff Borgeson 
Are economy cars economical? 


JUNE 

ROAD TESTS 
Two Studebaker Larks—V-8 Wagon and 

Six Sedan 
Lancia Appia Sedan 
Simca Vedette 
DRIVER’S REPORT 
Alfa Romeo — Spider 
Alfa Romeo 2 edan 
SPECIAL SEBRING SECTION 
The ~ on S At Seb 

e rt Sprites At Sebring 

ane Seb bring 


Specension At 3 At eepring 


Pomona Grent k Prix 
Jim Mourning & Bob Rolofson 
TECHNICAL 


Prescription For Performance 
. G. ‘Racer’ Brown 
Racer’ on the all-out Chevy engine 





Twin Cam For poy gaa Pescdeteen Soa John Christy 
The pe was there. 

Win By A Karl Ludvigsen 
A cool car can cop a checker 

FEATUR 

Red Gee Warren Weith 





Picture proof that the Reds are really 
road racing 
How To Drive The MG A Twin Cam 
David Ash & George Janes 
Some do’s and don'ts for dicing 





Brooklands 500 Dennis May 
Who said og ~ was the fastest race? 
Comments On Traffic Safety........ . D. Williams 


Deep thinking be ~ serious subj ect 
Aston-Martin Enters Grand Prix Racin 
A new British contender enters the lists 


JULY 
ROAD TESTS 
DAF 
Servet Bel Air Sedan 
RIVER’ = REPORT 
Fine Multi 
SCI VI AGE TEST 
Aston-Martin Ulster 
COMPETITION 
a Rules For Bonneville.................. George Hill 
4 For Four _—— pttccsiecemesep eset Griff Borgeson 
TECHNICA 
Triumph TR 3 For peed 
Donald G. Typond 
Racin oo enigeieaaiied triumphing over Jeails 
ee Gt A eR rear ia aan arl Ludvigsen 
The opposite of acceleration most often wins 
races. Part I 
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CHRISTMAS MAILING NOTE: WE SHIP IMMEDIA 


Le, 
RECEIPT 


YOUR ORDER. PLEASE ALLOW APPROXIMATELY 10 DAYS FOR DELIVER 
VY < rant 












IMPORTED ITALIAN 
Sala-Sport 
RACING & DRIVING SUITS 


IN: White, Grey, French Racing 
Blue, Red, or Black 


ONE PIECE SUIT 


$15.95 ppa. 


These distinctive garments are original 
Italian racing suits. Preferred through- 
out Europe for comfort and utility. 
Not only most practical for races, ral- 
lies, are also excellent for informal 
lounging. Made to be laundered. Fea- 
tures—elastic gathered wrists, waists 
and ankles. Mandarin collar. Roomy 
pockets with heavy duty zipper closures. 
Tailored poplin fabric. Available in 
above colors. Men’s sizes only: 36, 38, 
40, 42, 44. 







Fine Gift 
Jewelry 


Featuring authentic 
reproductions of 


FOREIGN CAR CRESTS 
Sculptured and hand finisned in solid 
Silver or 14K Gold 
FOR: Austin-Healey, TR, MG, Jaguar, 
Mercedes Benz, T-Bird 
Solid Gold & Sterling Silver heads. 
Double faced crests (emblems on both 
sides) finely sculptured and detailed 
with bold high relief. No stampings! Sterling Silver key 
packed in plastic gift box. 14K Solid Gold key packed 
in deluxe gift box. Send us serial number of your pres- 
ent key for proper key blank. 



































: ; 14K STERLING 
cape tiene ear tee A) 
TWO PIECE DOUBLE FACED ; ‘ 
RACING SUIT CHARM EMBLEM 
$1 6 95 P i a ae or bracelet, 00.00 ase 
q ppx. 3 \. 
. PP BRACELET with DOUBLE 
(Pants, $7.95 rACED, CHARM EMBLEM poe ‘ 
z . -50 
Jacket, $9.95) MONEY CLIP 70.00 7.50 
BRAIDED LEATHER BOLO TIE 
ee ai Sia it cll iy, cc tel. ol ae with CREST PULL 55. 7.50 
ST. CHRISTOPHER MEDALLION 
or dash mounting (1” dia.) 4.50 
Sala-Sport DRIVING GLOVES IGNITION KEYS* 65.00 7.50 





All items shipped in attractive gift box—Fed. Tx. Incl.— 
Insured and Airmail Postpaid 


*Blanks in NICKEL SILVER 


oF é _ ENAMEL & CHROME 
teens Cuff Links, 

Sas $4.95 pr. ppd. 

eg Tie Bars, 

~ $2.95 ea. ppd. 

Beautifully finished in rich vitreous enamel (jewellers’ 

quality). Links double-hinged for ease of insertion and 

perfect comfort in use. De-Luxe pack—of velvet padded 

black plastic case with transparent lid. Emblem Cuff 

Links & Tie Bars available for: MG, TR, Jaguar, A-H, 

Alfa, Corvette, and many others. 










Driving Gloves 
per pr. 


Racing Gloves $7.50 
per pr. ppd. 





7.9 
ppd. 


IMPORTED ITALIAN Sala-Sport gloves feature NON- 
SLIP GRIP. In skin-soft Italian leather, well venti- 
lated, double leather palms. Four distinctive styles 
(except Shorties) in ail sizes, including very small and 
very large: your choice of all black; tan and natural 
brown; white leather back and tan palm; knit back and 


OFFICIAL 


Crossed Flags 


of Distinction 
Exclusively designed for 
















Custom Chrome 


Gear Shift Knobs 
| by amco 


for driving comfort 


All ‘‘amco” wind 
wings and sun visors 
have highly polished 


<j 


© 
© 





edges — Fittings are 
‘ made of machined $2.95 ea. ppd. 
brass, triple chrome a ~ x ong! . 
« plated. Chrome plated Gear Shift Knobs of 
distinctive design with car crests, 
WIND WINGS ey crossed flags and St. Christopher 
MGA; MG-TC-TD-TF:; Triumph 2-3; Berkeley; Fiat medallions in raised metal outline. Formed for com- 


fortable, safe gear shifting. For: TR, Renault, A-H 
100/4 & 100/6, MG, Mercedes 190SL, Sprite, Jag, 
Corvette, Volks, Porsche, Volvo. 


600-1100; Sprite $16.95 per set ppd. 
Austin-Healey 100/4 & 100/6; Jaguar XK120-140 Road- 
ster; Alfa-Romeo; Porsche CPE; Mercedes 190SL 

$19.95 per set ppd. 

Karman-Ghia $24.95 per set ppd. 
SUN VISORS 
MGA; MGA CPE; MG-TC-TD-TF; Triumph 2 & 3; 
Austin-Healey 190/6; Berkeley; Sprite, $6.95 ea. ppd. 
Jaguar XK120-140-150; Austin-Healey 100/4 
$7.95 ea. ppd. 


| V4 Racks 


by 
ME amo 
$22.95 ppd. 


No longer is it necessary to leave the top down or risk 
damage to your expensive ski equipment. The amco Ski 
Rack is crafted from heavy guage steel tubing, triple 
chrome plated and comes equipped with threaded 
clamps for holding two (2) sets of skiis and poles. 

The Rack sits on four suction cups and is attached to 
the deck lid with two aircraft type turnbuckles for easy 
attaching and positive slip-proof placement. Fits all 
Sports cars with rear deck except Triumph and Sprite. 


FIA APPROVED 
BRITISH MADE 


Racing 


Mirrors 
by “Raydyot”’ 


di 
AY $5.95 ea. ppd. 


Shatterproof mirror in your choice of flat or convex glass 
mounted in streamlined spun aluminum cone housing. 
Wt. 53% oz. Adjustable base with positive locking device. 
Recommended for cowl mounting. 




















brown palm. SHORTIES in knit back and brown palm us. Executed in full 
only. Sizes: 614-10 inclusive for ladies and gentlemen. color. Jeweler’s Enamel 
and beautiful chrome 

jo ees cee eee ee ee ee ee ee es ee ee es finish. Complete with 
amco eee studs and 

nuts. Your choice of: 

USA/GT. BRITAIN; USA/FRANCE; USA/ITALY. 

a= WIND WINGS 3.95 ca. pa. 
7 r and SUN VISORS era adeeb tis 





10305-07 Santa Monica Blvd., West Los Angel 
Just three blocks west of the Beverly Hilton Hotel 










BELL 500 TX* RACING 


Crash Helmet 


New energy absorbing non-resil- 
ient liner as specified by the 
Snell Fund Study. This study a] 
conducted by Geo. G. Snively, 
M.D. is the first comprehensive 
racing crash helmet test ever 
made in this country. *Licensed 
by Topex. Sizes: 634” thru 714”. 


Helmet with visor, $38.50 ppd., less visor $37.00 ppd. 


BELL “SOOTX” 


Bubble Shields 


Made of non-inflammable plastic. 
Are streamlined and shatter re- 
sistant..Tested at over 200 mph 
and gives undistorted vision. 
SNAP FLIP id 
ON UP 
CLEAR BUBBLE SHIELD 
4.95 ppd. $7.95 ppd. 
CLEAR with SUNSHADE 
5.50 ppd. 
TINTED BUBBLE SHIELD 5.50 ppd. 
TINTED with SUNSHADE 5.95 ppd. 
*Flip UP medel comes in two sizes: SMALL, for sizes 
up to & incl. size 7; LARGE for sizes 74% and larger. 


¥ THE WELL KNOWN 
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DERRINGTON RACING 


Steering Wheel 
$50.00 ppd. 


State make, year, model j 
of car. : 
AH, Jag, MG-A, TC, TD, TF, 

TR 2 & 3, AC, Corvette, Por- 

sche, Aston-Martin, Alfa Romeo 

1300 only. 3 
Duralumin one-piece frame with | 
rim made in contrasting lamina- 

tions of light African Obechi wood and rich dark Ma- ¥ 
hogany. Hand French polished, finger serrations for a Fy 
much more firm grip. This wheel is slightly smaller in 3 
diameter (16”) and allows an ease of handling not ex- 3 
perienced with stock wheels. No driver who has tried | 
one has ever failed to express his enthusiasm for the 

distinctive Derrington wheel. The purchase price includes 

all necessary fittings. (Corvette, 17” dia.) 


HEAVY DUTY ALL RUBBER 
Floor mats 


$6.50 
per pr. ppd. 
3.25 


each ppd. 
With name of your car molded in rubber. You will wear 
heel marks completely through the carpeting of your car 
within three or four months if you do not protect it. 
High heels on passenger side are particularly destruc- 
tive. Choice of colors. Red, Black, Blue, Green. STATE 








MAKE OF CAR. For: Mercedes; MGA; MG; Fiat; 

Triumph; Renault; Corvette; T;Bird; Alfa; Porsche: 

Austin-Healey; Hillman; Jaguar; Aston; RR; Morris; 
Morgan. 

DRAEGER 

TIRE 

Pressure 


Gauge 
$6.50 


ea. ppd. 


Competition accuracy. Mechanism is a bourdon tube. 
Moveable dial can be zeroed for hairline accuracy, red 
pointer locks on the reading and zeroes with a release 
button. Unbreakable lens, crackle finish case. Scale 
reads 0 to 59 lbs. Accuracy to 4 lb. over the entire 
range of the scale. Includes black leather case. 


TO ORDER: Send check or money order. Enclose a min- 
imum of 14 deposit for C.O.D. Calif. residents add 4% 
state tax. We extend a 10-day money back guarantee on 
all merchandise. When applicable, state size, style, 
color, and 2nd choice if acceptable. 
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FOREIGN AND SPORTS CAR ACCESSORIES CENTER 
















Galif. 


es 25, 


BRadshaw 2-4455 or CRestview 1-3775 


DEALERS INQUIRE 





PLASTIC CAR KITS $2.25 ea. 


SRRSBREABRSEESE Peeeeeeeense 





























GRAND PRT MARTAATS ONE S Ses 





Model experts say these British kits are most de- 
1/24 scale finished car is 642” 
long. Everything is provided. NO TOOLS NECESSARY. 


tailed ever seen. 
Cars are from left to right as pictured: 


© GP CONNAUGHT e GP 
e GP MASERATI 


New kits not shown 


5 
© BRM e¢FORMULA 2 GORDINI @ 158 ALFA ROMEO 


© GP LAGO-TALBOT e@ GP MASERATI 4/cl 
Any 6 Kits $12.50 Any 9 $18.50 ‘Ss 


MODERN SPORTS CAR SERIES....$1.95 ea. 






TRIUMPH GUIDE; First book on this car. Good 

G. P. CARS; Jenkinson gives history & spex. — 
RACES THAT SHOOK THE WORLD; Dynamic events. 
LARRY REID’S RALLY TABLES; Ultimate figures. 
SPORTS CARS OF THE FUTURE; Vivid sketchbook. 
CORVETTE GUIDE; Long awaited. History, spex etc. 


YOUR SPORTS CAR ENGINE; Care, feeding & tuning. 


YOUR SPORTS CAR; D m 
ACCESSORIES FOR YOUR SPORTS CAR; What to add. 


SPORTS CLOTHES FOR 
VOLKSWAGEN GUIDE; Spex, History, Maintenance. 


PORSCHE GUIDE; Shows all, tells all on History, Spex, 


Tuning, Driving, Maintenance & Racing. 
MG GUIDE; ‘‘The works” on this car by ; Christy. 


GREAT RACING DRIVERS OF THE WORLD; 40 of ’ 
SPORTS CARS OF THE WORLD; Spex, Photos, Prlees. 


GUIDE TO RALLYING; From beginning to winnin 
JAGUAR GUIDE; Maint, Spex, History on all Sans. 
USED SPORTS CAR BUYERS GUIDE; Don’t get stuck. 
COMPETITION DRIVING GUIDE; Paul O’Shea advises. 
Any 3 titles......$5.50 


SERVICE MANUALS 


@ COOLING © ELECTRICAL @ FUEL SYSTEM 
@ BODY @ WHEELS & HUBS, etc. 
Each * denotes a separate manual as follows: 


AUSTIN * A 40 Devon '47-52 % Somerset '52-54 
* MORRIS MINOR Series MM & ohv Series 2 
* MG-TD * HILLMAN '36-55 * RENAULT 750/760 


FORD * Cons!-Zphyr to 56 * Anglia-Prefct 53-56 


* MORRIS 1000 * SIMCA Aronde & Elysee 
* FORD Consul-Zephyr Mk Il * VW Incl. 1957 


MERCEDES e LOTUS Mk 11 
e D JAGUAR e GP FERRARI e 
ASTON MARTIN DB-3S e COOPER Mk 9 @ GP VANWALL 


All 14 $27.50 


New serles of books for Enthusiasts. Packed with 
photos facts & figures each is written by an authority. 


SPECIAL Any 6......$10.50 
te $6.95 ea. 


Official factory manuals for Australia are accurate, 
authoritative & complete. Each has many illustrations, 
charts, diagrams & drawings covering the following: 
@ ENGINE @ CLUTCH © GEARBOX @ REAR AXLE 
@ BRAKES @ FRONT SUSPENSION © STEERING 








FIVE NEW Australian Service Manuals 
PEUGEOT 403 57.95 
VOLKSWAGEN Incl. 1959 oo... $7.95 
HILLMAN ohv '56 On... $7.95 
RENAULT DAUPHINE .....0.0....... $7.95 
TRIUMPH TR 2 & 3 58.95 

















-AUTOMOBILE DESIGN BOOKS 





SPORTS CAR DESIGN & PERFORMANCE............ $6.50 


AT LAST available in a completely revised & .up-to- 
date edition this text which treats with the require- 
ments of the Sports Car from engine to running 
gear is probably the only book of its kind that will 
ever be published. Written in a style that can be 
understood & applied by most home designers. 
Headings include: Engine Design; Road Holding; 
Suspension; Chassis; Body; Gearbox; Brakes; Tun- 
ing etc. Supplies are limited at the present price 
which is guaranteed for only 500 copies. Act fast. 
SEND YOUR ORDER TO-DAY. 











HIGH-SPEED INTERNAL COMBUSTION ENGINE......$12.50 
4th edition of the recognized Bible of engine design. 
By Sir Harry Ricardo father of modern design practice 
the book covers basic theory for all types including 
two strokes. Mechanical design of the engine itself is 
thoroly treated as is every phase of factors contrib- 
uting to or detracting from power output. If you work 
to this book you won’t need any additional ‘‘souping’’ 
information. 

ELEMENTS OF AUTOMOBILE ENGINEERING............ $3.50 
For basic design info this fine interim book covers 
latest engineering practices. The beginners choice for 
an easy understanding of design principles. 





PLEASE add 10¢ per item for postal increases & 
in California add 4% State Sales Tax. Thanks. 


AUTOBOOKS 2900 B Magnolia Boulevard 


Burbank 1, California 
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SCI INDEX 1959 


Erin Go Bomb : O. C. Ritch 
Run with the BIG boys at small cost 
FEATURES . 
DB3S/6, Alias 62EMU...................... Martin Denis 
A Comet Called Archie Donn Munson 
A study in determination 
Making A Little Package Go A Long Way 
Hal Hennesey 
Into your little wagon with hammer and saw 








What Did You Buy, Trouble?................ Stan Litz 
Has somebody been driving your new car? 
Italian: FROM .25..2225005 ss Henry Hanney 


Fast cars and strong sunshine make for a 
heady combo P 

Monte Carlo Modes.................---.--- Hugh McGrillen 
You have to make your luck to win the Monte 

The Return Of The SS Corvette...Duane Unkefer 
Proof positive that the SS is not dead 

WUGSS VS) POCEREL. anc. ccscsecesssenszeersses Steve McNamara 
Stirling bas a long memory F 

They Said It Couldn’t Be Done.......... Ocee Ritch 
Now we know where that little old lady from 
Pasadena got her car : 

Le Mans Melange........................---..s0-+- Dennis May 
Many things happen during 24 hours of racing 

Welty Fioer S50 Re0e...........0:0..656-a0... John Christy 
Don’t laugh until you try one, and you will 

Kourse For Karts 
Racing cars need circuits—don’t they? 

WT FEET Boosie eit Stan Mott 
Bug owners to the barricades! 





AUGUST 
ROAD TESTS 
Chrysler 300 E 
Renault Caravelle 
NSU Prinz 
BMW 600 
Singer Series II Convertible 
Austin-Healey 3000 
COMPETITION 
Grand Prix of Monaco 
TECHNICAL 
Racing Brakes Part II.................... Karl Ludvigsen 
Continuing study of the axiom ''What goes, 
must stop’’ 
SEEN CURODEED steep sedi cntuscpteen esse L. Alexander 
and Donald G. Typond 
The Czechs double check their future 
competition car : 
The Borgward RS.. Karl Ludvigsen 
Porsche pushers beware, there’s something 
brewing in Bremen ' 
Ping Via iO a 5 ee Dennis May 
A well prepared Ace Bristol stacks the deck 
in your favor 
Raising Spyders At Home................ George Moore 
Most home-bred vehicles look it, but this 
one doesn’t 
FEATURES | ’ 
Most Expensive Victory................ Frederico Kirbus 
Back in the ’30s, Mercedes-Benz couldn't 
wogt oa winning 
Built To Win—Just Once.............. Karl Ludvigsen 
The Grande way to go racing—build a car 
for each race 
Americans At Le Mans................ Hugh McGrillen 
We’ve been there before 
The Downfall Of Amalgamated Pizza 
Robert G. Lurie 
The Pignatelli runs full bore into 
cost accounting 
Aegpsios Grand Prix Racing....Vincente Alvarez 
ho said that GP cars have never run on this 
side of the big water? 
When Steam Was Beaten....Willard C. Poole, Jr. 
Back to sea went steam 





SEPTEMBER 
ROAD TESTS . 
Ferrari 250 California and 250 GT Berlinetta 
Fiat Abarth Bialbero 
Porsche 1600 Carrera Deluxe 
DRIVER’S REPORTS 
Targa Carrera 
Debonair Dauphine 
COMPETITION ‘ 
Three Races: Zandvoort, Nurburgring and 
Targa Florio Jess Alexander 
a OE OE PG SO einen aeeere: esse Alexander 
TECHNICAL : 
Twelve Years With Twelve Cylinders : 
Stephen F. Wilder 
A dozen little pistons and how they grew | 
The Last Real Ferraris...................- arl Ludvigsen 
The eaerognere was the end of a long line 
of pure-bred single seaters . 
Racing Brakes Part III.................. Karl Ludvigsen 





Discs bring this arresting tale up to date 
FEATURES 
eR i c ( ) COMee sresencereruepreneeres Steve McNamara 
The man, and bis cars 
Breakfast With Farina.................../ Griff Borgeson 


To build beautiful cars you must bave 
a beautiful soul 


The Best Car in the World? 


Race Weekend.................-.-...-.:+ Stephen F. Wilder 
How to compete in style 


Carrera In Competition......Emil ‘‘Pup’’ Pupilidy © 


Expertese on Porsche 


The 
M. Ballot couldn’t win for losing 


ushing 


ROAD TESTS 
MG A 1600 
Rambler American Station Wagon 
DRIVER’S REPORT 
Peugeot 403 Station Wagon 
COMPETITION 
European Grand Prix 
TECHNICAL 
The Asardo 1500 AR-S..................Karl Ludvigsen 
It goes as well as it looks 
Ee aera ee George Moore 
ld-fashioned car comeback ¥ 
Racing Brakes Conclusion............ Karl Ludvigse 
he last word on stopping power . 
FEATURES 
Tony Brooks—Gentleman Driver 
Steve McNamara 
Cool, calm and fast—that’s Tony Brooks 
SCI Club Of The Year— 


Midwest Sports Car Club......Sherrie Zuckert ~ 


Our annual pick of the best of the clubs 


Formula K is for the Kommon Man....Ocee Ritch © 


Don't shove, there’s plenty for everyone 
Bigveet TROGE >. icc.ccscicicrre rederico B. Kirbus 
A race is not won until the flag falls 
Soup Is Not The First Course......John Thornley 
Absolute power corrupts absolutely 
Taylor-Made Dennis May 
r. Taylor had an Alta ego 
Escort Around The World............C. N. Arvidson 
Is there AAA service in the Sudan? 
The Hard Way................ Henning B. Dieter 
Anybody can buy a beetle ready made! 
Wolfsburg Wildcat 
Hile Goodrich & Dick Burnell 
Don’t tell the boys back in the Fatherland 
what we've done : 
Argentina Grand Prix Racing—Part II 
Vincente Alvarez 
The fabulous ’50s in South American racing 
Riding On Air... Karl Ludvigsen 
Who needs wheels? 
The TR 3-S At Le Mans ’ . 
Richard & Harriet Alguin 
Triumph’s latest almost made the grade on 
the first try 








NOVEMBER 
ROAD TEST 
Ford Falcon 
TRACK TEST 


Lola 
COMPETITION. 
British Grand Prix 
German Grand Prix 
Little Le Mans LE 
Formula Libre at Lime Rock................-. Irv 
TECHNICAL ; : 
SCI Analyzes Ed Cole’s Corvair..Karl Ludvigsen 

The biggest of the big three builds a 

small car . 

First Impressions—1960 Corvette..Karl Ludvigsen 
If it’s good, don’t tinker ; 

Gears Can Make You Go.......... Roger Huntington 
How to choose the right cog for the job 

Mercedes-Benz Builds a New 220..Jesse Alexander 
Can one of the best get better? 

FEATURES , 

An Owner’s Eye View of the Herald..Dennis May 
Hark! the Herald owners sing of Triumph’s 
latest offering ; 

The Short Unhappy Life of the Monzetta 

arles Beaumont 
There’s a little bit of Walter Mitty in 
every man 





... Stephen Wilder 
Dolin 


David Scott-Moncreif 
Could there be any other answer, but yes? 


DECEMBER 
ROAD TESTS 
Disc-Braked BMW 507 
New Mercedes-Benz 220 SE 
MEN AND CARS 
Rich in Talent Too......................-s-c-0ss+- Paul Frere 
FEATURES ; d 
Valiant By Chrysler.................--.----------+: Mike Davis 
Wheels From Warsaw..........----:-------:-++ David Scott 
Enthusiast’s Holiday.................- Stephen F. Wilder 


i tal Divide Racewa 
ene “ile Goodrich and Dick Burnell 
Fertus? Lorari? Who Knows; It Goes! 


Russ Kelly 
TECHNICAL ' 
oe Ligier eer 5 ae Karl Ludvigsen 
G oes It—And It Works 
ee g Stephen F. Wilder 


Anglo-Italian Coopet..................-------+- Dennis May 
COMPETITION , ; 

Blowers Blitz Bonneville................ Griff Borgeson 
Grand Prix of Portugal................ Jesse Alexander 


Malt, Hops. and the Dancing Midget 
a3 . Die Van der Feen 
TOOEIEe SE ROD inchsscricttentsseeieers Jesse Alexander 
Continental Divide Opener ; 
Hile Goodrich and Dick Burnell 


aces He Never Won.............. W. F. Bradley © 


OCTOBER © 
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Homeward bound in Triumph! 


The deer belongs to the driver. 


The Triumph TR-3 already has its share of trophies. 
America’s largest selling sports car has bagged 1st in 
n {class at almost every major European rally in the past 
a ffive years. 


n {But you need no sports car “savvy” to enjoy the TR-3. 
» |Rugged outdoorsmen find it takes them anywhere they 
 )want to go—and back—nimble as a mountain goat, pow- 
‘erful as 100 horses. The hunters’ ladies like the TR-3, 








ly |S reasons why the TR-3 is U.S. A.’s #1 sports car buy: 


en §1. DISC BRAKES: Standard equipment on front wheels for 
maximum braking efficiency; will not fade, grab or lock. 






ay #2. 1991 cc. ENGINE: 100 horsepower; top speed: 110 miles per 
on hour; acceleration: 0-50 in 8 seconds. 

e 

a 38. GEARBOX: 4-speed; short throw for easy shifting; heavy duty 
ier |SYNchromesh in 2nd, 3rd and top offers rugged, smooth operation. 








At U.S. Ports of Entry, plus state and/or local taxes—slightly higher West Coast. Standard-Triumph Motor Company, Inc., Dept. F-10, 1745 Broadway, New York 19 





too. Easy handling, ready response and contour seats 
shorten long hauls, smooth out stop-and-go driving. 


TR-3 economy sets your sights on savings. It will cost 
you $500 less to buy than any comparable sports car... 
and it will deliver up to 35 miles per gallon. 


See your Triumph dealer. He’ll be happy to send you on 


your way... 
TR-3 


in Triumph, 
of course! ONLY $2675: 








4. FRAME: Rigid “X” type for stability; rust-proofed steel. 


5. HAND BRAKE: Racing type—centrally mounted; has quick 
release “throw-off” action. 


6. RACING CLUTCH: Heavy duty woven lining for longer life. 


OPTIONAL EXTRAS: Overdrive, hard top, rear seat, wire 
wheels, white walls and others (ask your dealer). 


SERVICE: Dealers in every state—over 700 of them in all. 








» This locking handle will prevent theft of items 
| from the trunk of the Renault Dauphine. Made 
of aluminum and designed for easy installation, 
© the unit has a tumbler lock and is provided with 
two keys. $5.49 from Kal-Kraft, 11030 Chandler, 
North Hollywood, California. 





A fashionable method of keeping the hair neat, or the bald head warm, during 
open-air driving is provided by Vilem B. Haan, Inc., 10305-07 Santa Monica Blvd., 
West Lost Angeles 25, California. The Tyrolian is made of Llama felt, 100% hard 
finish wool. Colors available are Olive, Brown, and Gray and the price is $5.00 
postpaid. 


Custom styled tonneau covers for foreign and 
domestic convertibles are available from Rob- 
bins Auto Top Co., 1453 Lincoln Bivd., Santa 
Monica, California. The covers may be ordered 
by mail or purchased at the shop. Price infor- 
mation and brochures are available on request 
from Robbins. 


NEW PRODUCTS 





Whether for use in a den or office or as a tro- 
phy, this wall plaque would be a fine gift for 
the enthusiast. Measuring 12 by 24 inches, the 

plaque is available with either a silver car on 
S walnut or a gold car on light birch. Triumph, 
& Corvette, MG, Porsche or Jaguar, $24.95 from 
= BEAP, Inc., 1939 W. 144th Street, Gardena, 
California. 










Since more rallyists are now interested in tim- 
ing in hundredths of a second, Feldmar Watch 
Co., 8971 W. Pico Blvd., Los Angeles 35, Cali- §@ 
fornia, offers this stopwatch. Known as the MS- 
117, it is available with or without case. Watch 
only, $27.65, with case, $31.85. 










ae 


BUCO challenges safety standards... . . 
With helmet features from medical science 


The most advanced safety helmet suspension system ever 

_ deyeloped is yours in the new BUCO safety helmet series. 
Science designed it... science tested it. .. BUCO 
made if... a head suspension system offering 5-way 
protection against brain and head injury. A unique design 
which restrains the force of impact and absorbs shock to 
prevent brain injury from concussion and skull fracture. 





The 
Resistal 38.50 





num 


Head th 
ical ee tinge cushion insert for 


a & @ NR = 







Pending 


yen Write te 7 free 
— St BU BUCO’s helmet line | d 
research crry 


BUCO helmets are available at your motorcycle, scooter and sports equipment dealer 
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WONDERFUL GIFTS THE YEAR ROUND 


SDP 33 
monaural only 


Either at $17.95. 


ER 





fa» 
833 (mono) 
1127 (stereo: 


RIVERSIDE RECORDS 


553 WEST 51 ST. 
NEW YORK 19, N. Y. 




















$29.95 SDP 44 (mono) 


SDP 55 (stereo) 


other gift ideas 


oe tScars 


10K F mR ne 10) THE RACKS 


NCREDIBLE SOUNDS 
en 


MERCEDES. BENZ 





1101 


SPORTS CARS #**s 
AT SEBRING IN HI-FI 





5014 (mono) 
1146 (stereo) 


$5.95 
$5.95 


5015 (mono) 
1144 (stereo) 


$5.95 
$5.95 


! Please ship the following records postpaid. | enclose $ 


5013 (mono) 
1115 (stereo) 


5003 (mono) 








$17.95 
$17.95 


Here are two superb gift packages for that racing fan of yours. The Golden Age of Sebring brings you in 
one beautifully designed gift package all of the classic races held at Sebring during the past 4 years when 
such greats as Fangio, Moss, Collins, Hill, Behra, Portago, Castelotti, Schell, Gregory, Brooks, Von Trips 
and many others raced and were recorded by us in interviews and driving. These five great Lps are the 
most exciting drama ever put on wax. All of course in superb HI-FI. In addition we are including only in 
this gift package a folio of 7 by 10 photographs (for framing of course) of most of the top drivers and cars. 
The other set The Wonderful World of Sports Cars brings you pure racing sounds at their most exhilarat- 
ing. The sounds of every car you can think of (almost) in superb HI-FI or Stereo. Bugatti, Ferrari, Mase- 
rati, MG, Porsche, Amilcar, Bentley, Cooper, Mercedes, Austin Healey, DB, Aston Martin and dozens 
others. Set SDP44 contains three LPs as follows: Sports Cars in HI-FI, Sports Cars at Sebring in HI-FI, 
and Vintage Sports Cars in HI-FI. The SDP55 contains similar recordings but in Superb Stereo sound. 


VINTAGE Seems 
SPORTS ¢ VRS 
IN TILFI 





$5.95 
$5.95 





$5.95 


. |understand no C.O.D. 


| O spe33 0 spp44 C spops55 OF 833 0 5002 O) 5003 O 5012 0) 5013 CJ 5014 


| O 5015 01101 01115 01127 01144 (2 1146 





| NAM 


| ADDRESS 
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P.O.E.* 
$ 1 0 4 O. EAST COAST 





*Slightly higher in the West 


VESPA 


Just as the Vespa Motor Scooter has been accepted in the three short years it’s been in the United 
States, so has the newly introduced Vespa ‘‘400” automobile. On the American market for just a few 
months, the response to this sleek rear engine beauty has been overwhelming. Americans have been 
quick to recognize the advanced engineering design, that goes into every Vespa product. 





Vespas economical air cooled engine squeezes 60 miles out of every gallon of gasoline—goes up to 
60 miles per hour. Its independent four wheel shock and spring suspension makes for smooth riding on 
any road surface. Heater, defroster, and electric windshield wipers all come as standard equipment. 


DEALER INQUIRIES INVITED! 


ESPA DISTRIBUTING CORPORATION 
OTOMAC OVERSEAS CORPORATION 
EAGT  BLEH STREET, WEW: Fees Seu Ms... Fo 


NZ< 
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» Driving a car is supposed to be a pleasure. In a recent poll, 88 per cent of the 
persons interviewed agreed to this without any hesitation. But—and this is the least 
you can say—it is a peculiar form of pleasure. 

In a great many respects, a car fulfills the same function as that strange drug which 
the upright Dr. Jekyll absorbed to transform himself into the diabolical Mr. Hyde. 

What is there about driving a car that turns a motorist into a Mr. Hyde? Why is 
his pleasure so easily shattered by this overwhelming exasperation? And, finally, how 
can you enjoy driving without paying such a heavy price? 

The answers to these questions hinge upon three key factors: 

1. the nature of the pleasure of driving; 

2. the psychological changes that take place in a driver; 

3. the results these changes make in the relationship between the driver and the 
rest of the world. 

Driving is pleasure because, first of all, it is a “‘game’”—that is, an activity in which 
a man can display a varying degree of ability but without having the impression that 
the result is vital to his life or to his career. Knowing how to weave through city 
traffic or to take a curve at high speed are tests which are pleasant to pass successfully 
—but in which there is nothing shameful if you decide not to try them. The same 
holds true for bridge, tennis or skiing—except in the case of professionals who, of 
course, no longer regard them as games. But, unlike bridge or tennis, driving a 
car does not require long apprenticeship nor strenuous physical or intellectual ef- 
fort. It is neither a difficult game nor a true sport. The exaltation it offers is thus 
completely out of proportion to what it represents as an exhilarating game. 


e. by T. de Quenetain 








a 


On the other hand, motoring offers something which only a very few sports 
—skiing, horseback riding, or outboard racing—can supply to those who practise them: 
the exhilaration of speed. 

The feeling of speed is more important than speed itself. It’s much stronger, for 
example, when you drive through a tunnel or when you are in a small, low-slung car 
with a noisy engine. But the most important factor of all is that a driver feels him- 
self to be the absolute master of his speed up to a relatively high limit. He can vary 
this speed at any time with a ridiculously small effort: a slight pressure of his foot 
upon the accelerator. This ease gives him an impression of power which satisfies one 
of man’s deepest instincts. 

The will to power that was exalted by Nietzsche, was recognized by Alfred Adler, 
one of the founders of modern psychoanalysis, as one of the roots of man’s conduct. 
Every time a man feels he is expressing his strength—for example the child who 
lights a firecracker, the village idiot who sets fire to a haystack—he is satisfying a will 
to power which surges up from his subconscious. In the case of a normal adult, self- 
control and the demands of living in society force him to repress this instinct or, at 
least, to channel it into an acceptable path—success in a career, for example. 

A car, however, breaks down all these barriers because of the facilities it offers for 
free expression of the will to power. The car is a very powerful but very docile ani- 
mal that allows man to identify himself with it completely. He reasons as follows: 
“Since a car obeys any command immediately, and since this obedience takes the 
form of a force which depends only upon myself, then I merge with it and my car’s 
power becomes my own power. Its bearings, brakes and wheels, even though they 
multiply my own power hundreds of times, are just a projection of my body and my 
will. I can go faster than any horseman trying to whip a gallop out of his reluctant 
mare. I don’t have to obey the law of gravity because I can accelerate going uphill, 
while a skier is a slave to an incline. I don’t go as fast as an aviator, true, but the 
only way he can prove it is to stay close to the ground—as I do. Besides, he can't 
land just anywhere, but I can stop wherever I please. The driver of a locomotive is 
riveted to the track, but I can choose my route. Not only am I free to choose my 
route, I am also the master of my average speed and of my time. Time here is nothing 
but space—miles which I can stretch or shrink.” 

Here, you see the process that leads to a motorist’s exaltation. Speed itself is 
exalting but speed in a car is also the expression of a tremendous force available to 
man with no effort on his part. The car appears to be a machine for producing 
supermen. 

This, unfortunately, is only a tragic illusion. The driver who allows himself to 
be trapped by it is childish. 





REALITES 
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ROLOFSON 


Although a lunatic cannot become an acceptable driver, the intellectual qualities 
that are required for driving a car are relatively limited. All the necessary move- 
ments quickly become automatic and only intuition—a quality halfway between in- 
telligence and sensitivity—is needed to judge the risk presented by a sharp curve, 
a crossroads or a village. 

On the other hand, a mdn’s sensory activities expand considerably as soon as he 
gets behind the wheel. Driving a car requires constant attention of a particular 
nature: it is diffused and not concentrated attention. Concentrated attention bears 
on only one object, but the diffused variety must take in several objects all at once: 
it must be visual, auditive and muscular simultaneously. These forms of atten- 
tion are absolutely incompatible. It is impossible, for instance, for the driver of a 
car to carry on an important business conversation while keeping an eye on traffic 
lights, pedestrians and other cars. Then, too, the faster you drive, the more your 
attention must be diffused. This means that your reflexes must become quicker and 
your senses play a greater role. 

Your nerves grow tense, especially because there is no muscular effort to help you 
strike a physical balance. This increase in sensory activity on the one hand and the 
decrease in mental activity on the other tend to shatter an individual’s normal 
psychological balance. The driver’s idle mind has much less control over his emo- 
tions, which tend to express themselves in irritation—all the more so because of the 
nervous tension involved in driving. 

Getting back to the will to power, once it passes a certain threshold it auto- 
matically causes egoistical and anti-social conduct. When the feeling of omnipotence 
and infallibility takes hold of a driver, it incites him to refuse the objects and the 
persons around him any freedom other than that which he grants by his own whims. 
The world seems designed to submit to his rule—it has a right to exist only as an 
extension of his own personality. 

This acute egoism, when coupled with the domination of emotional impulses, is 
absolutely typical of regression into childish conduct. The small child is characterized 
by a purely egoistical and emotional outlook on the world. Incapable of distinguish- 
ing between himself and other persons, he suffers and becomes irritated as soon as 
other persons express the least amount of freedom. 

The infant stays in a crib, but the driver goes out into the world with his fellow- 
men—and takes to the highway. If he really allows himself to lapse into purely emo- 
tional and egoistical conduct, then the causes of irritation can become infinite. 
Pedestrians are enemies because they refuse to adapt themselves to his pace and 
vanish at the right time. The samte holds true for slower cars which block his path 
and present an obstacle to the expression of his power instinct. As for faster cars 
which pass him, they can also cause frustration because, by expressing their superi- 
ority, they diminish his own feeling of power. Instinctively, he steps on the accelera- 
tor when someone tries to pass him. If a driver is to resist this temptation, his mind 
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pm The 1959 Grand Prix season will, in later years, be con- 
sidered an historic one in the annals of the sport. It saw 
the end of one era in road racing and the beginning of a 
new one. The GP races of the past season offered almost 
conclusive proof that the winner’s circle would be occupied 
in the future by lighter and smaller cars. Thus the combi- 
nation of Stirling Moss and the ultra-light—by comparison— 
Cooper-Climax has dramatically foreshadowed the coming 
trend in Grand Prix racing. 

A significant note as to how far into the new era the sport 
has gone is the report that the engineers at Ferrari are work- 
ing on a smaller, lighter, rear-engined car. The over-size, 
truck-like Maranello monsters have had a bad year, simply 
because they could not be driven as quickly as the smaller 
cars on slow circuits. Rivalry within the Ferrari team plus 
a lack of organization pulled the Scuderia off its pedestal in 
59. They had the cars; the V-6 Dino Formula I engine was 
easily the most powerful of all and it was even fitted with 
an experimental head half-way through the season. Time 
would have been better spent on the chassis. The Ferrari- 
Dunlop disc brakes were without a doubt the best anchors 
any Ferrari has ever had, but the car just could not be made 
to handle: it was a case of either too much understeer, or 
way too much oversteer at the wrong moment. 

It’s already been pointed out how difficult the Ferrari 
Formula I car was to drive, but to appreciate this fully one 
had to watch the Dinos in a corner, observing the driver's 
faces, the action of the front and rear wheels, and then 
watch how easily the Coopers and BRM’s and even the 
Aston Martin would skate through. At the finish of a race, 
particularly at Rheims when the Ferrari won, or at Portugal 
when Dan Gurney stepped out of the car with his hands 
practically raw from the red hot steering wheel, the story 
was told. 

The Cooper-Climax came of age in ’59. Only this year 
did we really begin to accept the fact that it was here to 
stay; with chassis development increasing its size, it now 
equals the dimensions of the BRM, though appearances 
deny this. Gearbox lubrication was a problem at the begin- 
ning of the year but this was solved by a “Rube Goldberg- 
ish” rig operating a drip-feed recirculating system from a 
tank above the transmission housing. It was operated by the 
driver pulling a chain in the cockpit on signal from John 
Cooper in the pits, the signal being given by one hand hold- 
ing the nose, the other raised as if to pull a chain on an 
old-fashioned toilet. Actually considerable engineering has 
gone into the Cooper-Climax though on the surface it ap- 
pears to be un-scientific. 

Coventry Climax contributed greatly to the Cooper suc- 
cesses in 1959. With the 2.5 liter engine now fitted with a 
new cylinder head it is putting out between 240 and 250 
horsepower, honest horses as they are quick to point out. 

By mid-season, 1959, the need to call certain circuits 
“Cooper circuits” vanished, for the Surbiton cars proved 
themselves to be just as fast as the competition on ANY 
road course. They did not win at Rheims, nor at Avus, but 
the resounding victory at Monza made motor racing history. 
At Berlin the Ferraris could not shake off the Coopers on 
the straightway nor on the banking with Brabham and 
Gregory insisting that they were not over-revving to accom- 
plish this. Jack Brabham retired Avus with a broken 


. clutch while Gregory blew his engine. At Monza, Bruce 


McLaren blew his engine up while Stirling Moss was jinxed 
with gearbox malfunction right up until Portugal. His brief 
foray with the British Racing Partnership BRM came to 
naught, and the car was finally crashed at Avus in the hands 
of Hans Hermann. Brabham won Monaco and Aintree, was 
only a minute behind Tony Brooks’ victorious Ferrari at 
Rheims, and third at Monza. 

The Cooper-Climax is an adjustable automobile. Front 
and rear suspension settings can be completely altered in a 


JESSE ALEXANDER’S 
1959 ROAD RACING 


ROUNDUP 


In its first 1959 appearance at Monaco the Ferrari featured a snub snout 
to evade collisions. Affected with spin-itis there, Phil Hill is here using 
up all the road in a furious slide out of the Gasometre hairpin. On the 
facing page, Jesse Alexander gets the straight story from Nello Ugo- 
lini, Racing Director for Maserati. The sign of the trident was seldom 
seen in 1959, private owners being the sole G.P. contestants. 
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Three seconds after flagfall at Rheims the field is surging away, smoke 
curling from the spinning Dunlops. Jack Brabham’s Cooper crouches 
between the Ferraris of Brooks and Hill, ahead of Moss’ pale green 
BRM. As below at Avus, Ferrari technicians groped for the right com- 
bination all season. The revised, disc-braked Dinos worked on this fast 
course but wouldn‘t handle elsewhere. Header tank, bodywork are both 
“1959”. 
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matter of minutes. The practical approach by John Cooper 
sorts out problems seemingly as they arise, while the compe- 
tition spend hours pondering a carburetion problem, get- 
ting nowhere. The Colotti gearbox on Rob Walker’s cars 
created problems at the beginning of the season, but once 
these were overcome and Stirling decided to stay with the 
stable things began looking up. Faulty manufacture was the 
primary cause on those outside parts which a small organiza- 
tion like Walker’s assumes to be properly made, since they 
cannot go to the expense and trouble of setting up their 
own inspection department. 

The Lotus Formula I team gave only one outstanding 
performance in 1959; this was at Zandvoort when both 
Graham Hill and Innes Ireland finished, Hill coming within 
seven-tenths of a second in training of the best time set by 
Bonnier’s BRM. In order to put a Lotus on the starting line 
it has very often been necessary to cannibalize from other 
cars and more time than would seem to be logically neces- 
sary is spent at every race meeting getting the carburetion 
properly set. Small breakages continue to plague the Lotus, 
even in the gearbox, but the performance of the Elite GT 
coupe has been Colin Chapman’s saving grace this year. 

The BRM tasted sweet victory at Zandvoort. At long last 
the car won a Grand Epreuve, the Dutch GP won by Jo 
Bonnier. Since then, however, the Bourne cars have been 
little better than also-rans. A gasket blew on Bonnier’s car 
at Rheims while Flockhart finished sixth and Schell, seventh. 
At Aintree, Schell finished a creditable fourth, Bonnier’s car 
retiring with a broken throttle linkage. Then at Avus, Ber- 
lin, it was obvious that the BRM’s were just not fast enough. 
In the final overall results Bonnier placed fifth, and Schell, 
seventh, ten laps behind with clutch trouble. Portugal saw 
three cars entered, Bonnier retiring on his eleventh lap with 
fuel feed trouble, Schell and Flockhart finishing fifth and 
seventh, respectively. 








For the Italian Grand Prix, the new rear-engined BRM 
was ready, though it did not start the actual race, only doing 
considerable test miles with both Bonnier and Schell driv- 

', Ore Se OEE ing. BRM’s finished seventh and eighth at Monza. And so 
epeinece «A NR MNT it went. It’s hoped that with their new car, the Owen Rac- 
= Faalinsg sey Ne Rina ing Organization will be more competitive in 1960; if they 
. at ee Pg are able to attract at least one top-ranking driver to the team 
Sienna: they will be a lot better off. 
The Cooper-BRM never got farther than the Monaco 
training session though Moss did drive the car once in 
England. Its handling was never properly sorted out with 
the result that the engine went back to BRM and the chassis 
to Rob Walker for use as a Formula II car. 
Another ill-fated racing car in 1959 was the “Tec-Mec,” 
a Formula I machine built around a Colotti-designed space 
frame. Lack of finances, lack of a driver, plus the fact that 
the 2.5 liter Maserati engine was out of date kept the car 
from actually seeing a start line. 
The Guild of Motoring Writers, an international group 
of automotive journalists, voted Jack Brabham their annual 
“Driver of the Year”. He indeed has been the sensation of 
the year, with the works Cooper-Climax. Usually wearing a 
golden helmet, Brabham crouches low in the cockpit, 
hunched over in what would seem to be an uncomfortable 
slouch. His cornering technique has also been cause for 
comment, so unusual is it. Jack always seems to have the 
“tail hung out” with opposite lock on. He has built the 
Cooper that he drives to handle in this manner, for that’s 
the way he likes to go around corners. Considerable initial 
understeer allows the car to be “dumped” into the corner, 
then oversteer comes on in the middle of the corner to 
power out on opposite lock. This technique can be harder 
on the tires, for after the Italian Grand Prix the difference 
between the condition of Moss’ tires and Brabham’s was 


(Continued on page 76) 
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What Phil Hill wants, at upper left, is not what Phil Hill gets unless 
Ferrari Chief Engineer Carlo Chiti concurs. Driver-designer clashes 
have been frequent in Ferrari team ranks during the past G.P. sea- 
son. Tony Brooks, above, was at the wheel the only two times the 
Italian team won, also put up the best of a bad show in sports car 
racing. At left, white-garbed Hans Herrmann is briefed by Stirling 
Moss on operation of British Racing Partnership’s BRM at fateful 
Avus race. 














by B. C. George 


bm We recently drove a car that, when it reaches production, 
could take the second-car market by storm. The most un- 
usual automobile of conventional configuration to be en- 
gineered in this country in many years, it will be manufac- 
tured by the Nic-L-Silver Battery Company of Santa Ana, 
California. There will be no gasoline or air pollution prob- 
lems with the “Pioneer”, as it is called, for this is the most 
promising to date of the several electric cars being engi- 
neered in various cities. Tests thus far indicate operating 
costs will be under 14 cent per mile. 

The two-seater body is of laminated fiberglass by Alken 
with a removable hardtop that attaches by four thumb screws. 
Behind the individual bucket seats, which move far enough 
back to allow a six-footer reasonable comfort, are twelve 
4-volt series-wired batteries of special design made by Nic-L- 
Silver. Concealed beneath rugged flooring which serves as 
luggage space, these lead-acid batteries have two cells each 
with 31 plates per cell and a capacity of eight hours at 235 
ampere hours. 

A box section steel frame of simple but rugged construc- 
tion carries the full torsion bar suspension which closely 
resembles the Volkswagen layout. Two electric motors, each 
delivering eight shaft horsepower are used; there is one to 
each rear wheel, the latter being driven by a rugged sprocket 
and chain system that is geared down to conserve power. 
Top speed is 50 miles an hour but acceleration to this max- 
imum is amazingly brisk, quicker than that of the average 
small imported car. 




















Driving is simple and most enjoyable. The seats are as 
comfortable as those in most small sports cars. In fact one 
sits very low with the legs outstretched. There are two pedals, 
one being the usual brake pedal which operates a conven- 
tional hydraulic system with expanding shoe brakes with 
one slave cylinder in each wheel. The other pedal is a wide 
one for acceleration with an operation best described as 
two-stage. For normal driving at city traffic speeds, 25 to 35 
miles an hour, the accelerator is depressed less than half 
way and the drain on the batteries is 24 volts at the most. 
For full acceleration and speeds approaching the maximum, 
the pedal is depressed past the half way mark, whereupon 
the voltage used approaches or attains the maximum of 
48 volts. 

The steering system is also conventional recirculating ball 
type with very easy movement of the wheel even at rest 
requiring three turns from lock to lock. As the wheelbase is 
just 95 inches, the Pioneer will turn on a dime; parking will 
be a breeze with space to spare due to the overall length of 
157 inches. The overall width is about 60 inches which 
should qualify this little runabout for reduced parking 
rates in many public parking lots. 

George Lippincott, the founder and president of Nic-L- 
Silver, hopes to have ten cars a day rolling off the assembly 
line now being tooled. Power companies, postal authorities, 
and dealers throughout the West Coast states are interested 
in obtaining the first models. As quickly as possible, ac- 
cording to Lippincott, the Pioneer will be produced at a 


Ammeter 
Speedometer and Odometer 
Voltage meter 


Accelerator 


Hand Brake 


A far cry from the Baker Electric, the Nic-L-Silver electric car has 
a very sporting appearance. “Gas” pedal controls current flow. 
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a 
rate of one hundred a day, national distribution being the 
eventual intention. The Pioneer has been tested in San 
Francisco where it devoured the city’s famed steep hills in 
front of utility officials and interested dealers. 

The weight of the Pioneer, with the hardtop in place, is 
1800 pounds of which over 600 are accounted for by the 
batteries. The fiberglass body weighs less than 300 pounds. 

During our demonstration drive around the outskirts of 
Santa Ana we experienced the curious glances of motorists 
in assorted large vehicles. While waiting for traffic lights to 
change, the complete lack of motor noise is, at first, some- 
what ghostly. The two electric motors do not run when the 
foot is taken off the accelerator. The latter is, in effect, a 
switch; only when the pedal is pushed do the motors op- 
erate. Forward and reverse are controlled by a panel of 
solenoids and switches actuated by a small toggle switch 
on the dashboard. The latter contains a conventional speed- 
ometer and one other instrument showing the voltage being 
drawn. 

The range of operation varies from 100 to 150 miles ac- 
cording to Lippincott, depending on whether one pushes 
the performance toward the maximum or is content to stay 
with the majority of traffic. Not intended to be a touring 
car with continental range, the Pioneer is aimed at families 
requiring the utility of a second car but also demanding 
economy. A battery charger will be standard equipment in 
each Pioneer. Recharging will take a maximum of eight 
hours and, despite rumors to the contrary, is from a regular 





. 


Batteries are located underneath the luggage compartment in 
the rear. Small cylinders are solenoids linked to accelerator. 





110 volt current outlet. Utility companies have indicated an 
interest in providing such outlets in selected public parking 
lots. In most areas a full charge is not likely to cost more 
than the fourth part of a dollar and where electricity is 
relatively low in cost, less than 20 cents. If in the process 
of going to and from work on parkways the driver stepped 
on it and obtained only 80 or 90 miles total range, he would 
still have extremely low cost transportation. 

The ride is good, telescopic shock absorbers being used. 
The parking brake will appeal to those who like sports 
cars: a lever between the seats. The inside panels of the 
doors are of interesting design with the armrest built in. 

In addition to the space above the batteries and behind 
the seats, other luggage can be stored beneath the front 
hood. The space behind the electric motors will be occupied 
by the battery charger. Maintenance will take little time. 
Checking the level of the batteries and taking a specific 
gravity reading occasionally (1.265 is normal) and greasing 
the chassis is all that is necessary. The latter has a total of 
three greasing points. 

Next to the low cost of operation in importance is the 
price of the car which, in convertible form, will be $1995 
F.O.B. Santa Ana according to Mr. Lippincott. The bat- 
teries will have a useful life of three years and, at that time, 
will cost less than $300 to replace. Other than the batteries, 
there is little to worry about outside of occasional motor 
brushes. The Pioneer will not be the only electric car but it 
will probably be the first. —bcg 








Prototype car was tried with removable plastic hard top. Here, 
car is tail high after 12 four-volt batteries have been removed 
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Mickey Thompson Against The Land Speed Record 

® Returning from the Bonneville Salt in 1958 Mickey is forced to recognize a pattern in the makeup of men who 
Thompson lay curled in his sedan’s back seat as engine- seriously strive for the fantastic ultimate. Malcolm Camp- 
builder Fritz Voigt drove the straight, unending miles back bell and John Cobb also had difficult, driving, driven per- 
home across the Nevada desert. Behind them on a trailer sonalities; but they had money and therefore were not 
was the fastest car ever built in America, the blunt, brutal, compelled to develop the blind, ruthless intensity of purpose 
twin Chrysler-engined streamliner in which Mick had just without which the Lockhart and Thompson achievements 
achieved a staggering 286 mph. Mick was exhausted but could not have been made. Campbell and Cobb compulsively 
couldn’t sleep; muscle rested but ambition worked. Lying scaled their personal Everests in well-upholstered comfort. 
there, Mick was roughing out a plan for the first American Lockhart and Thompson frenziedly obeyed their destiny 
Land Speed Record challenger in over 30 years—since the pursued by the apocalyptic horse named Famine. 
days when Malcolm Campbell, Ray Keech and Frank Lock- Every penny Mick had in the world went into Challenger 
hart fought to the death on the Daytona sands. I...and a whole lot more, the sources of which he alone 

Though four-engined Challenger I was conceived in a back knows. He’s the son of a L.A. cop, is married, has two off- 
seat on the return from Bonneville in ’58, the dream al- spring. He works on weekdays as a pressman for a L.A. 
ready was old. Mick, then 29, had been working on fast cars newspaper. On weekends he manages the Lions’ Drag Strip 
since he was 11, had always dreamed of being the fastest in Long Beach, which he’s helped to make one of the best 
man on earth. in the country. On the side he runs a trophy business which 

In school he did well in things mechanical and mathe- supplies a large percentage of the more than 280 drag strips 
matical; other subjects were beneath his serious attention. throughout the U.S. In his spare time he builds and races 
His best medium for expression was speed on wheels. On sports cars, dragsters and streamliners. No one can under- 
the streets, then on the dry lakes, then at Bonneville, then stand his energy. Says one close friend, “He hardly ever 
in the Mexican Road Race, then in drag racing he was rests. He’s keyed up like a hop-head day and night and can 
furiously fast. In whatever class he ran, Mick always ran at build in an hour what would take most men a week. He has 
the top. He always worked and drove like a man possessed. no bad habits, just a crazy metabolism. He doesn’t smoke, 
He does today and, of course, he is possessed... by the rarely uses a mild cuss-word and if he accepts an offered beer 
compulsion to excel beyond all others. it’s just because it’s wet.” Like Lockhart, Mick has no time 

The similarity of Mick’s personality structure to that of for non-essentials. 
Frank Lockhart (SCI, December, 58) is sO striking that one Like anyone who is driven by consuming ambition, Mick 
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has been understood by few people and his impatient, ur- 
gent, commanding manner has won him few friends, lost 
him many. In the sport he has always been not just another 
member of a congenial fraternity but, instead, a self-con- 
tained, peripheral fellow-traveller who wages his own soli- 
tary struggles against time. Like any egocentric person (we'd 
be the last to knock egocentricity) who is out to prove him- 
self to the world, Mick is jealous of credit and has been 
accused of hoarding much more than his share. Like anyone 
whose mental processes and energy are far, far above the 
norm, Mick is a born leader of men and his tolerance of 
insubordination has a short fuse. Being a born leader, he 
has his pick of followers. 

In “4 For 400” in SCI for July, 59 we presented a report 
on the construction of Challenger I and its background. 
After that we continued to follow closely the progress of the 
machine. No drawings existed for the arrangement of its 
baffling complexity of components; Mick had made the ori- 
ginal layout with a piece of chalk on his garage floor. Many 
knowledgeablé observers registered nothing but skepticism 
about the machine. ‘Without suspension it will be in the 
air as much as it’s on the ground.” “The Pontiac engines 
will never produce the horsepower—it’s just a self-propelled 
slag heap.” “He can’t conceivably complete it in time... 
and where’s the money going to come from?” These were a 
few of the rumbles heard last summer. 

But it’s been proved numberless times that the sorriest 
fools in this business of speed are the dogmatists, They Who 





Possess The Answers. We knew Mick, his brilliance and his 
inexorable drive, and granted that the odds were on his 
side. Backing him up again in the engine department was 
Fritz Voigt, one of the most subtly skilled men in his field. 

Of course the project’s timetable was impossible. Good- 
year agreed to design and build 450-mph tires in November 
of ’58. Ted Halibrand designed the wheels in January of ’59, 
had machined castings ready in May. Goodyear’s new high- 
speed testing machine was rushed to completion in June. 
The Press was invited to preview the car at the Beverly 
Hilton hotel on July 27. Those who had access to the grape- 
vine knew on the 25th that the engines weren’t even in 
Challenger’s frame. 

It was a typical Thompson photo finish. Mick, Fritz and 
their helpers worked for 48 hours continuously and had the 
car in show condition. As they pulled up in front of the 
hotel the tow car’s engine caught fire and Mick saved it 
with the fire extinguisher yanked from the bare-aluminum- 
bodied streamliner. 

That session at the Beverly Hilton was attended by all of 
Akron’s brass (from one side of the river, at least) and by 
representatives of every important publication with offices 
in Southern California. Expert after-dinner speakers cast 
their spells and then Mickey was given the floor. No one 
knew how he would handle the situation. This was his first 
experience in the slick, big-time limelight and those who 
had a commercial stake in the venture braced themselves 
for the worst. 

















- But Mickey was terrific. He hadn’ t ate For two days and 
nights but he came on graciously and addressed the group 
of 200 or so with composure, fluency, candor and charm. 
From being just another specials-builder Mickey 7 


stepped in an instant into command of the realm that he, 


alone, always had known was his. In that instant Mick 


proved that he had all that it takes to be a popular King 


of Speed. 

The next landmark was the streamliner’s first shakedown, 
held at Edwards Air Force Base in the Mojave Desert on 
August 9. Again those of little faith swore he’d never make 
it, but of course he did. Strapped down in obstetric posture 
he stood on the big pedal that somehow accurately con- 
trolled the throttle plates in 32 Hilborn injectors and the 
small car shot forward over the dry lakebed. The accelera- 
tion was tremendous and Mick was grinning with unantici- 
pated delight when, at 173 mph, he hit a three inch bump. 


The car leaped three feet into the air (it looked like 30 to 


the driver) , sailed for 66 feet, landed and went into a great, 
looping spin at around 200 mph. 

To avoid digging in and flipping Mick kept the throttles 
open, the wheels spinning. He wrestled the car into a straight 
trajectory again, stopped it, climbed out and collapsed, bat- 
tered from head to toe. The skinny Goodyears were ground 
through several plies, there were no other tires on tap and 
the maiden voyage was finished. Mick was not hurt. Instead, 
he was overjoyed by his car’s acceleration and handling, by 
the ruggedness of the tires and the ability of the wheels and 
chassis to take such violent side-loading. 


(Continued on page 87) 
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ing technique of his and get himself some decent equipment, 
a few people would have to watch out”. The fortune teller 
was Peter Collins, the date 1956, the place Aintree, the 
village blacksmith Jack Brabham, horny-handed son of a 
Sydney greengrocer. 

Collins, killed in August of 1958, lived to see Brabham 
turn over a new stylistic leaf, earn a place on the Cooper 
works team and shape course for his subsequent win in 
the Autocar’s seasonal Formula 2 championship. In ’59, fol- 
lowing outright wins in the grands prix of Monaco and 
Great Britain, second place at Zandvoort, thirds at Rheims 
and. Monza, he topped the table for the World Champion- 
ship with only the U.S. Grand Prix to go. The Sebring 
finale, slated for December 12, hadn’t come off when this was 
written. On Sebring eve, Brabham led Moss.by 5% points, 
Brooks by 8, Phil Hill by 11. 

Having led the scoring uninterruptedly throughout the 
European season, Jack had had ample time, pre-Sebring, 
to marshal his philosophy relative to the Championship. 
Naturally he’d be pleased if he won but, like Tony Brooks, 
he had never lost a wink of sleep as his chances alternately 
soared, and steadied. Whoever else was troubled with in- 
somnia on the night of December 11, it wouldn’t be this 
graduate from the New:South Wales dirt tracks. Commer- 
cially, nobody could be indifferent to success in such a 
league; Jack, having recently set himself up in a Triumph 
and Rootes Group dealership on the outskirts of Surbiton, 
Cooper’s hometown in Surrey, England, is well situated to 
translate kudos into pounds sterling. But the limelight that 
goes with the title, and even with champion-presumptive 
rating, is a bore, a bane and an embarrassment to him, 

Such is the man’s artless honesty that nobody who knows 
him doubts his sincerity in avowing this. Invitations to make 
speeches at motor club dinners, write magazine articles, 
hold still for newspaper interviews, endorse products rang- 
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bm “If Jack could just unlearn that village-blacksmith corner: 
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talk on radio: “It's getting to be terrible already, really . me E 


terrible”) hé“told ws back in October. “I dread what it'll . 
be like if we win the Championship”. é 

These sentiments, you may think, vill be hard to recon-. 
cile with the publication a few months hence of a Jack 
Brabham autobiography that’s in course of preparation. 
The explanation is this: if authorship committed him to 
sitting down at a typewriter, or wielding a pen, the book 
would never have gotten as far as the title page. It doesn’t, 
though. Monosyllabic in public, and in company he doesn’t 
know well, Jack has a surprising muzzle velocity when the 
mood is on him and he’s among close friends, most of whom 
are Australians. Such a one is Dev Dvoretsky of the London 
bureau of Australian Consolidated Press. Literary collab- 
orator as well ag bosom companion, Dev haunts Brabham’s 
slipstream from Aintree to Avus, finger on the trigger of 
his tape recorder in readiness for signs that the driver is 
about to turn on the verbal faucet, 

Although by no means ill disposed towards Pommies 
(Australian for the English) as a race, Brabham has a tend- 
ency, which he feels he ought to resist in his own interest, 
to surround himself in exile with Australasians, His personal 
mechanic, Tim Wall, formerly with Rob Walker on the 
Pippbrook stable, is an Aussie. (The F-2 Cooper-Climax 
that Jack ran during 1959 is his own property, which is why 
he needs a racing mechanic of his own). His manager at 
the Triumph Rootes agency, Phil Kerr, is from New Zea- 
land. Jack’s wife, Betty, is Australian, and their eight 
year old son, Geoff, was born in Australia. Try and reach 
Jack on the ’phone and the voice that answers you, nine 
times out of ten, will identify the speaker with Brabham’s 
household brigade of Antipodeans. 

Since Mike Hawthorn was killed, I’d say Jack’s personal 
popularity was unsurpassed among British and Common- 
(Continued on page 94) 



































40/SPORTS CARS ILLUSTRATED/JANUARY 1960 





















Teer | D.B. SPORTS COUPE 


pe The DB abounds with the unusual. It has a fiberglass 
body, front-wheel drive, an air-cooled engine (with only 
two cylinders) and a frame consisting mainly of a single 
six-inch tube. About its only conventional feature is that 
the passengers sit side by side. When, on top of all this, a 
new importer takes over and the price is dropped, well, 
will wonders never cease? 

The answer to the initial question, “What does D.B. 
stand for?” is Deutsch Bonnet. To guess from this that it’s 
German is like thinking that MGs are still made at Morris 
Garages or that DKWs are steam-powered. The Messrs. D. 
and B. and the car they produce are as French as champagne. 
Charles Deutsch is a well-known engineer; after he had 
done the D.B.’s frame, the Trans-Sahara pipeline was a 
natural assignment. Rene Bonnet (pronounced beau-nay) 
is an enthusiast; in 1952 he was the first driver to make 
Sebring international in fact as well as name, winning the 
Index on, of course, a D.B. ' 

Together, Deutsch and Bonnet produce the only rea- 
sonably priced sports car in the country which created 
sports car racing. Theirs is the only French firm which 
still races with any success. Their specialty is not the over- 
all win, which costs so much, but the index of perform- 
ance or handicap victory. Success tastes just as sweet and 
the budget required is so much smaller. American D.B. 
owners, who have only BMC “A”-engined cars to contend 
with in the under-1000 cc H production class, proclaim 
the D.B. “the dual purpose sports car —it can win, yet it 
never shows up on a trailer.” 

Like so many sports cars, the basis of the D.B. is a 
prosaic family car, in this case the Panhard. One is in- 
tended to transport six people economically down long 
straight roads at mile a minute speeds, while the other 
carries one-third the number a third faster. 

Quite a switch. How is it done? First of all, it’s 640 
pounds lighter, and the weight is placed low. Secondly, 
there’s 12% more power and a much reduced frontal area. 
Thirdly, a big help for racing successes, there’s a wide 
selection of gear ratios available. 

Proving his D.B.’s dual-purpose character, Ray Heppen- 
stall managed 54 miles per gallon in a recent trip from 
Philadelphia to Denver and Los Angeles and return on a 


Front wheels turned inward and throttle on the floor, the D.B. 
corners in a fast and stable stance showing strong understeer. 


successful SCCA point and trophy gathering spree. This is a 
mighty impressive figure for a car that’s all ready to win 
races. How was it achieved? Small engine and low weight 
are part of it, but much credit is due that sloping nose 
and the well-swept, curved windshield that slice the D.B. 
efficiently through the air. In keeping with good aerody- 
namics, the headlights and door handles are set flush with 
the contour. The transparent covers over the sealed beam 
lights are not legal in some states, but since racing ‘is on 
private roads, they can always be re-installed at the track. 
Until recently, D.B.’s shared more than just front-wheel 
drive with the coffin-nose Cords; they had retracting head- 
lights that folded flush when not in use. 

When a firm builds in such quantities as D.B. (about 
80-100 cars per year) fiberglass is the most economical ma- 
terial. With a coupe it is easy to get the required rigidity 
without trouble, but it is difficult to avoid drumming 
noises and vibration. The D.B., being air-cooled and hav- 
ing only two cylinders, suffers badly in these respects, the 
rear-view mirror becoming useless at speed. Spots we would 
criticize are the mountings of the doors and the stay-open 
props for the trunk lid and hood. 

The dashboard itself never shakes or shudders on rough 
roads, a complaint too often made about cars built in 
vastly greater numbers. Instruments, by Jaeger, include 
tach, speedo (accurate within one mph), oil temperature 
gauge, ammeter and fuel gauge. 

Except for its body and frame, the D.B. is basically Pan- 
hard. The operative word is basically, as most everything 
has been altered just a bit to make it more effective for 
fast driving. 

Compression ratio is raised by machining the bottom of 
the cylinder barrels. Apparently more than enough is 
taken off and the CR is then adjusted with shims. The 
SCCA Contest Board must have thrown up their hands in 
despair, because they list four different ratios as stock, 7.2, 
7.8, 8.0 and 8.5 to one. The brochure quotes 8.2, but when 
he lent us the car, Paul Rossi, the enthusiastic Import 
Sales Manager at Sholz Buick in White Plains, told us it 
was 8 to one on this car. 

Carburetion is by Zenith twin-choke 38 NDIX and a 
second one is available and allowable. Other racing options 
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In view of its lack of a rear axle, trunk space in the D.B. is 
limited, but the cord-retained spare tire is easily extracted. 
The interior is an unusual combination of sports/racing panel 
and Grande Luxe steering wheel, trim and separate bucket seats. 
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include a noisier exhaust system, many choices of gear 
ratios and even a dual ignition system on which the SCCA 
frowns severely. Well, you have to draw the line some- 
where. 

The engine was both noisy and rather full of vibrations. 
At the same time it was smooth in the sense that it re- 
sponded cleanly to the throttle. The idle speed seemed 
quite reasonable, but the tach insisted on indicating it as 
1300 rpm. At 5700 rpm, a sharp noise set in which we 
presumed to be valve bounce, despite the power being 
rated at this same speed. We were later assured by a keen 
owner, John Hearst, that this was an engine vibration and 
not valve bounce, On his ex-Howard Hanna coupe with its 
balanced and X-rayed crank (and dual carbs), the same 
vibration was experienced. But at 6000 rpm, it was over and 
done with and there were 700 more rpm in hand. This was 
discovered after the test car had been returned, but John fore- 
stalled any idea of retesting for top speed with the remark 
that with the standard, unbalanced crank, it was not ad- 
visable to try the same trick. Our conclusions about top speed 
for the normal D.B. are this: 83 mph is easily achieved and 
usable, while 95 should be possible but not recommended. 
The balanced crank would be first on our list of options. 
Incidentally, non-engineers should appreciate that reciprocat- 
ing engines are not amenable to perfect balancing jobs. With 
certain arrangements and numbers of cylinders, it is possible 
to get much closer to perfection than with others. The op- 
posed twin falls into the latter category. 

With valve crash occurring at the same speed as rated 
power (5700 rpm), we had sought refuge in the thought 
that the tach might be inaccurate. Maybe so at idle, but 
certainly not at 5700 rpm, for the indicated speeds on the 
within-one-mph speedo jibed exactly with calculations for 
each shift point based on the standard gear ratios. Being 
unwilling to make prolonged high-speed runs, we were pre- 
pared to accept a quoted top speed of about 100 mph until 
we realized that 5700 in top was equivalent to merely 
83 mph. 

Access to the engine is generally good. The hood, awk- 
wardly braced when open, is easily lifted straight off and the 
entire workings are laid out before you. The valves, closed 
by tiny torsion bars and inclined to make a hemispherical 
chamber, are adjusted through large access doors in the wheel 
wells. The dipstick is easy to spot but tended to catch on the 
cooling shroud while being withdrawn. 

A centrifugal fan at the nose drives cooling air through the 
shroud. Air from the right cylinder keeps the windshield clear 
in all but the most humid weather (we’re thinking of 99% 
humidity) while that fromthe left can be blasted onto the 
driver’s feet. 

Immediately behind the engine is the four-speed transmis- 
sion. It is well hidden by the upper transverse leaf spring, 
the rack and pinion steering housing and the four prongs of 
the frame extension. The latter reach forward from the six- 
inch central tube like grasping fingers to hold the entire 
power unit in its grip. Several things about the transmission 
are extraordinary. Only the middle two gears are synchro- 
nized, third is direct and the shift pattern is sideways. Not 
backwards, sideways. Neutral runs fore and aft, with first and 
second near you and third and fourth closer to the firewall. 
The odd-numbered ones are on the left, even to the right. 
Reverse involves lifting up and back, then pushing to the 
right. Frankly, we didn’tlike it, but we’re told it grows on you. 

Even shifting at only 5700 rpm, the test D.B. easily out 
accelerated a stock Sprite despite nearly identical weights. 


(Continued on page 75) 
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ae POWER UNIT: 


Importer....vVendome Motors Corp. = _—'F YP?®....-- 
120 East 56th St. j§= j= —- Vaive Operation .............. ; 








New York 22, N. Y. inclined ohv 

Bore and Stroke.......... 3.45x2.96 in 

DP SPEED: est. 83 mph 85x75 mm 

Stroke/Bore Ratio ............ 0.88 to 1 

CELERATION: Displacement ....51.9 cu in—851 cc 

From zero to seconds Compression Ratio ............ 8.2 tol 

IF OUI iv sniceviddsiccemnssaidless 6.1 Carburetion by......Zenith 38 NDIX 

BF INE ao ses eettapscadcdisctenee 8.7 Power (SAE) ....56 bhp @ 5700 rpm 

Br sae vce sstcdposdsesesceustins 12.9 (net)......50 bhp @ 5700 rpm 

We RI iis ctcstsciccs caphicuees 17.4 Torque (net) 47 Ibs-ft @ 3500 rpm 

5 SERS Bier ete Lone 25.3 Useful range ........ 1200-5700 rpm 

Standing %4-mile ................ 215 

Speed at end of ¥ ........ 65 mph GEAR RATIOS: 

Gear Ratio Overall mph/1000 





rpm 
I i ds scicecat Cobchassveien sues chbeannsd 0-24 1 2.63 16.17 4.3 
Ide be anc sncibics ca tebs dea bards lentiaats 9-42 it 1.50 9.20 Fe 
BE cs cSbsaddcdes oseqicsgurtcstava te 15-64 Hil 1.00 6.14 11.2 
Pee; Sssaincadiccaaiisitns an soosscunianals 20-top iV 0.77 471 14.7 
DO CORRECTION: CHASSIS: 
Indicated Timed Fiberglass bodyonsingletube frame 
BA socies eayadaivoaicansisivcesaenaen 29 WORT Seo siic setisssccinsss sci 85 in 
Oo siscstsistitieressacce aes 39 Tread, front and rear ............ 49 in 
DO ..-i:(cse) eh phlnsdieapsccuesiaae 49 Front wheel drive, two transverse 
De vic ccstaecasicbieesecettuwiee 60 leaf springs, and lower contro! arm 
PO iipiiacssvcicihiiec acveniees 70 Rear suspension independent by 
trailing arm and torsion bars 
L CONSUMPTION: 25-35 mpg Shock absorbers ............ telescopic 
Steering ................ rack and pinion 
FOG VOCE FG TOE oa csnssti-issesneeesiae 2 
Brakes .. .... drums, 91 ¥2 sq in area 
Tine. SEO igi... 145x380 Michelin 
3 GENERAL: 
2 ES EE 160 in 
o WE ei ssusieivecitscnmies 63 in 
a PI i vecancindsscvitriengienvucs 50 in . : 
” : A clever hinge arrangement allows speedy removal of the entire 
* bed hot wat oebatasue eo - hood. Access to shrouded flat-twin engine is quick and complete. 
, wai oo : ibuti hae 5 att fant Based generally on earlier Le Mans contenders, aerodynamics of 
— _ nhion, 0406/6938 D.B. are good. Tail is truncated according to Dr. Kamm’s ideas. 
am Fuel capacity.......... 16 U.S. gallons 
mata) apg RATING FACTORS: 
Power Output (SAE) 
1.08bhp/cvu in 
Weight/Power test 31.2 Ibs/hp 
Piston Speed at 60 2015 ft/min 
Braking Areca ............ 105 sq in/ton 








by Griff Borgeson 


The mists of time recede as one of 
the Millers is uncrated in Los Angeles. 
Millerphile Borgeson pats hood while 
ex-Miller mechanic Marcenac contem- 
plates work needed. 





























pm As a child in the 1930’s I was privileged to deposit my 

knuckles’ hide on the metal of blown Mercedes-Benz’, petite 

Bugattis, noble Hispanos and Winfield-equipped Ford 

roadsters. I worked on and drove Duesenbergs, du Ponts, 

HCS’s and Crane-Simplexes. But the ultimate machine I 

could only glimpse from afar. It was the Miller 91. 

The supercharged, 1500 cc Miller was exceedingly rare. 
About 35 were made, of which about a dozen used front- 
wheel drive. The conventionally-driven 91’s carried a cata- 
log price of $10,000 in the late Twenties and the FWD’s 
cost exactly $5,000 more. They dominated thoroughbred 
racing in the U.S. and drew voluntary expressions of 
humility from Europe’s best designers. Strictly because of 
their superlative excellence they destroyed the golden age 
of racing in America. Their incredible performance shamed 
that of the cast-iron merchants, who withdrew from racing 
precipitately because it had “become too specialized.” Ma- 
chinery had become too perfect, too costly. 

The honors of the Miller 91 are legion. Let’s name just 
a few. 

1. Nearly all records on every big-time track in the U.S. 

2. One-way of 171 mph on gasoline, turned by Frank 
Lockhart in a straightaway run in 1927. His two-way 
record through the AAA clocks was 164.85 mph. One 
car in the world was faster—a Daytona record ma- 
chine with 30 times the 91’s displacement. 

3. In ’27 the world record for 250 miles was 116.37, set 
by Lockhart in a 91. That year Leon Duray averaged 
124.7 mph for 250 miles on the 14%-mile Culver City 
board track. 

4. In 1928 Duray set the Indianapolis lap record at 

124.018 mph. This was not exceeded until 1937—the 

longest the record has ever remained unbroken. 

. That same year Duray set the absolute world record 
for speed on a closed course, using the then-unfinished 
2% mile Packard Proving Ground track. His record of 
148.17 mph stood for 26 years. 

Duray’s remarkable speeds were, admittedly, helped by his 
exceptional skill and courage as a driver and by his unusual 
ability as a practical engineer. He, personally, pioneered the 
use of methanol fuel, and the trademarks of Le Diable Noir 
were his black racing costume and the unique supercharger 
intercooler which he had designed. In ’29 he changed his 
racing colors from black to violet and campaigned a team 
of three 91’s under the name of Packard Cable Specials 
and the sponsorship of the Packard Electric Division of 
GM. The Indianapolis race that year marked the end of the 
91 cubic inch formula in the U.S. and the adoption of the 
366 cubic inch so-called Junk Formula. Dural sold his rear- 
drive car and took his two remaining front-drives to Europe, 
where he hoped they could be disposed of at a better price 
than in the U.S. One of the greatest mechanic-engineers 
in American racing worked with Duray on these cars 
throughout 1929: Jean Marcenac. 

Duray’s first essay on this European campaign was to 
attack the absolute closed-course record on the Montlhéry 
track. Although its circumference was only half that of the 
Packard track, in early August he was clocked officially at 
143.169 mph. 

Wrote G. Fraichard in PARIS MATCH, “With a 1500 cc 
car or, to be more precise, with a car of 10 CV taxable 
horsepower, to achieve such speed proves clearly that the 
Americans are far in advance of us. We have no French 
cars of similar displacement capable of rivalling the speed 
of these Millers.” Or of any displacement, he could have 
added. 

To Ettore Bugatti these were bitter words. 

A month later Duray and his spidery, violet cars com- 
peted in the Monza Grand Prix. After he had set a new 
| lap record at just under 120 mph, Duray’s luck soured and 
' both of his cars were eliminated from the race by minor 
' mechanical failures. 
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At this point Duray found a taker for his cars, Ettore 
Bugatti wanted them and got them in exchange for a sum 
of cash and three brand-new Bugatti 2.3 liter, supercharged 
Targa Florio models which Duray brought to Hollywood 
and sold. Bugatti immediately tore down and analyzed the 
Miller engines and adapted the Miller top-end design to his 
own purposes. All Bugatti engines from the Type 51 on- 
ward breathed more freely thanks to Miller-derived design. 
And the Packard Cable Specials passed into limbo. 

In 1951 I made the acquaintance of Leon Duray, who had 
retired to the pleasant high-desert community of Twenty 
Nine Palms, Calif. I asked him what had become of the 
old cars. He had no idea. Of those days Duray retained 
only a few photos, a French medal and a fine gold pocket 
chronograph on the back of which were engraved the date 
and speeds of his Packard test track records. 

In 1954 the story of a visit to Molsheim appeared in 
Bugantics, the publication of the Bugatti Owners Club of 
England; included in the illustrations was a photo of the 
two ex-Duray machines, covered with dust in the Bugatti 
factory. I lost no time in writing the author of the article 
and the factory, asking the former for general information 
and the latter (a) if the cars still were at the factory, (b) 
their condition and (c) if they could be purchased. 

Author J. D. Scheel of the Royal Danish Embassy in 
London sent photos of the cars which he had taken in ’53. 
He had been informed that the cars were the Cooper Spe- 
cials which Earl Cooper and Pete Kreis had driven in the 
Grand Prix of Europe at Monza in ’27, in which Cooper 
finished third. Evidently the cars had been covered with a 
protective coating of grease or cosmoline and their Packard 
Cable identification was not visible. 

M. Arnaud, secretary-general of Automobiles Bugatti, 
replied that the cars still were on the premises, that they 
might eventually consider selling them to me and that I 
should be fully aware of the missing-parts situation: the 
superchargers, mags and carbs were gone 

I wrote back saying, “Fine. Kindly quote me the price of 
les deux voitures de course Miller.” 

Here communications bogged down. Bugatti were reluc- 
tant to quote and I hesitated to bid. After a couple of 
years of indecisive correspondence I asked American 
Bugattiste Bob Estes to look the cars over for me on his 
next trip to Europe. On his return he reported, “They look 
very rough. One car’s engine is on the floor with its blocks 
off and with the rods and pistons sticking out of the case. 
But there should be enough parts to build one completely 
restored car.” 

“Good,” I said. “I'd like to go ahead with the purchase. 
Please try to work out a price with them on your next trip 
to Molsheim.” Estes, a far-gone collector himself, may have 
suffered the frustrated passion of Cyrano de Bergerac but 
he continued to negotiate on my behalf and, after a session 
with director-general Pierre Marco at the factory in Oct. 
’58, he came back with a firm price for the two cars. It 
was a fair price to both sides. 

Then began the arrangement of final details, with liberal 
use of cablegrams and the transatlantic telephone. Jean 
Marcenac, who had served in the French Air Force in the 
first World War, had known Ernest Henri, had been Jean 
Chassagne’s riding mechanic and had come to the U.S. with 
the Ballot team immediately after the war, handled the 
conversations in well-remembered French punctuated with 
frequent OK’s. The details took time, particularly the 
financial arrangements. 

This is where SCI and the Ziff-Davis Publishing Co. en- 
tered the scene. To my amazement they offered substantial 
financial help for a project that they immediately recog- 
nized as being significant to the history of the American 
automobile. It is because of this invaluable sponsorship, 
this very tangible respect for the glories of the past, that 
the ex-Duray, ex-Bugatti Millers have been re-named 
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- Miller 91 engines were 
among the first to 

use an intercooler 
(right in photo) 

to bring down 
temperature of 
mixture enroute 
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Front wheel brakes 
are inboard on the 
Miller 91, while 
the de dion-type 
front axle perches 
on sets of upper 
and lower quarter 
elliptic springs. 











Sports Cars Illustrated Specials. 


_ Because the cars were disassembled when Estes had ex- 
amined them it seemed highly desirable that we have a 
knowledgeable representative supervise their packing in 
Molsheim; Bugatti recommended this independently. What 
they did not say was that they had put skilled mechanics 
to work on the cars, cleaning them and assembling all dis- 
mantled parts. 

On a flying trip to Europe John Christy went through 
Molsheim to examine the cars. “You won’t believe it when 
you see them,” he reported. They’re in unbelievably good 
shape except for tires that naturally have decayed. You can 
still smell the fuel in the tanks!” 

Wrote Karl Ludvigsen from Europe in March, “The cars 
are ready to go as they stand. Considering the time and the 
trials these two cars have been through, their condition is 
literally staggering. The purple paint, the Packard Cable 
Special lettering, all is tatty but intact. It was a blinding 
glimpse into the past.” 

So we gave Bugatti the go-ahead, asked them to have the 
crating done by the most competent people possible which, 
we found, in France translates as American Express. Weeks 
passed and I had visions of the cars sitting, exposed, on a 
dock at Le Havre but the worry was unnecessary. 

Marcenac was keyed up like a young bride. “I’ll give you 
any reasonable help, my son,” he said. “If you can get the 
engines running, bring them here and I'll tune them for 
you on the Novi dyno. Don’t expect that 280 hp that some 
people used to claim. But I can get you an easy 230.” 

Leo Goossen (he did the original engineering on the 91, 
chassis and all) of Meyer & Drake (says Lou Meyer, “Best 
engine we ever built was the 91.) was excited too. “Bring 
your technical problems to me,” he said. “And if you get 
the cars running then let’s get together. I’ve got some ideas 
for improving the 91.” 

As the word spread that the cars were coming, help and 
offers of help began coming in. Bunny Phillips, who used 
to drive Millers and Bugattis on the Championship Trail, 
had preserved practically all of the original Miller 91 pat- 
terns and engineering drawings and made them available 
to the project. Gordon Schroeder, who had owned the 
Lockhart streamliner 91-based engine, contributed tools, in- 
cluding a tooling jig for milling all the surfaces on the 91 
block. Ernie Olson contributed special Miller spanner 
wrenches that he’d had wrapped up for 30 years. From 

‘ enthusiast John Cannon came replacements for the missing 

superchargers. Bill Kenz of Bonneville fame scoured Den- 

ver and came up with more blower parts. 

Companies helped. Brown & Sharpe, whose micrometers 
are the world’s best, offered to help with precision measur- 
ing instruments. Proto Tool Company, anticipating unusual 
tool problems, offered to help with these. Firestone Tire & 
Rubber Co. managed to find eight of the last 20-inch Indy 
tires (800x20’s built for the Novis) in existence and made 
them available at a sporting price. Goodyear Tire and Rub- 
ber Co. had an old 500 x 20 mold shipped from their 
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Australian plant in which new tires of vintage dimensions 
can be made. 


These are just a few of the firms and individuals whose 
imagination has been fired by Project Time Machine. The 
project is far too complex to be executed successfully by 
one person. It’s a labor of love that needs many helpers. 


On July 30 the French Line’s MS Wyoming docked in 
Los Angeles Harbor. The local office of American Express 
relished its participation in an off-beat, historic situation: 
the return to their birthplace of what appear to be the last 
front-wheel drive Miller 91’s in existence. The French Line 
people enjoyed it too and, when American Express pro- 
posed a press reception for the unloading of the Millers, 
the French Line offered the hospitality of its ship. 

Marcenac and Olson were there to catch the first glimpse 
of ancient machines with which they had helped to, create 
racing history. So was driver Pete de Paolo, who had won 
the National Championship in ’29 in a FWD 91. Bunny 
Phillips arrived in a pristine Type 57 Bugatti convertible, 
along with other racing personalities. The press was there 
in force, TV cameras ground and NBC’s Monitor taped 
the occasion. Seeing the crates opened, catching the first 
sight of the cars on American soil in three decades, was 
unforgettable and very moving. 

Following this ceremony we all retired to the festively- 
bedecked ship where we enjoyed hors d’oeuvres, fine wines 
and vintage, bi-lingual bench racing. Big Collector and 
SCCA-USAC functionary Lindley Bothwell had one of his 
trailaway trucks standing by. After the last cork was popped 
we said good-bye to our French hosts and took the 91’s 
to my mountain retreat which, by the sheerest coincidence, 
happens to be a stone’s throw from Harry Miller’s famous 
old Malibu ranch. 

What happens now? Well, in spite of a crowded schedule 
the restoration project moves ahead. One car is being left 
untouched for the present and the other is being torn 
down to its frame. In time there should be a before-and- 
after exhibit that will tell a remarkable story. 

Restoring the cars to like-new appearance for public 
exhibition will be relatively easy and, barring unforeseen 
acts of God, will be accomplished with spectacular results. 
That is the formal, stated goal of Project Time Machine. 

But many of us, of course, want these cars to spring to 
life once more. We want to hear the unique scream of 
almost dollar-sized pistons pumping at 8,000 rpm, trains of 
spur-cut gears howling and blower impellers winding out 
to 40,000 rpm. The problems that may be encountered here 
are unpredictable and it would be extravagant to promise 
that the cars will run again. However, all stressed parts 
are being Magnafluxed or Zygloed and the project proceeds 
on the assumption that they will run again. Time will tell. 

Meanwhile, we have a matchless opportunity to study and 
analyze the design and construction of vehicles that are 
widely recognized as the high point of American automotive 
achievement. Our next report on the SCI Specials will con- 
tain the factual and photographic results of this study. 
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& How do you apologize to a car? 

That's what we wondered after 16 hours on a double cross- 
ing of the Appalachian Mountains during the early stages of 
the American International Rally. The car was a Corvair. 
The apology was due because of us and the way we reacted 
to the idea of driving the new Corvair on its first competition 
test. 

We were not professional road testers, we certainly were 
not Detroit apologists, and we positively had no connection 

_with General Motors. We were three ordinary sports car 
enthusiasts, ordinary in our scorn of Detroit, in our suspicion 
of road tests, and in our resistance to being “had” by the offer 
of a dealer-sponsored car for the big event. 

The three of us in the crew of car #19 represented the 
ownership of two Alfa Veloces, an Aston, a Jaguar, and a TF. 
We all held competition licenses, each claimed a minimum of 
five years in the sport, and were nearly one hundred percent 
do-it-yourselfers in car maintenance and repair. As a side- 
light, we were all members of SCI’s Club of the Year, Mid- 
west Sports Car Club. Professionally, we were also 
typical sports car owners—an engineer, a social worker, and 
an editor—the usual kind of broad cross-section of jobs 
found among sports car drivers. 

In short, we were typically biased sports car buffs. And 
we were very leery of the Corvair. 

Oh, it had undoubted technical innovations of interest. 
But, emotionally, we almost resented Detroit coming up 
with something really good. And we were far too wise not 
to know that there would be compromises—dreadful pan- 
dering to the mistaken tastes of American drivers. It would 
wallow in the corners, it would oscillate in the straights, it 
was dishonestly engineered to disguise inherent oversteer, 
it would be gutless on the hills, and with only three forward 
gears it was useless for anything but grocery pickups, Fun 
to drive? It would be a bore to drive. 

Sure enough. We were right. All the way from our Chicago 
residences to the Detroit starting point of the rally and onto 
the Ohio Turnpike and south in Ohio after the start—we 
were right. “She needs stiffer shocks.” “This steering ratio 
is ridiculous.” “Eighty horsepower in a 2500 pound car is 
pitiful.” ““There’s a gear missing between second and third.” 

We even got off the U.S. highway “suggested” rally route 
from Detroit to North Carolina in order to play on some 
twisty hill roads. The driver tried a few things. The reaction 
of his two co-drivers was to letter carefully a piece of mask- 
ing tape with the statement, “I am not an Alfa” and to 
stick it to the center of the dashboard. In certain subsequent 
maneuvers, an admonishing finger gravely tapped the mask- 
ing tape and the driver soberly decelerated. 





Then a funny thing happened. It began to rain. I hap- 
pened to be driving. It was mid-day and our three a.m. start 
had tucked to sleep my two cohorts, Roger Dick and Ken 
Recu. We were in some exceedingly hilly country, rain-slick 
and filmed with West Virginia red mud from road con- 
struction. I got in way over my head on a mountain turn. 
It was “way over my head” according to our agreed-upon 
standards as to what the Corvair would do without coming 
all apart at the rear end—and what she would not do. And 
she didn’t come apart at the rear end. She washed out her 
front end, tucked her tail out, asked for some throttle before 
the apex and very small wheel movements, please. She 
went around the corner controllably, quickly and, to me, 
astoundingly. 

I couldn’t do anything but grunt and try again. Trying 
again meant going into a blind corner far faster than we had 
thought any Corvair should ever go. The same thing. She 
thrived on it. We were twenty-five per cent faster through 
the bends with security and enormously more enjoyment. 

Twenty miles of wet corners later I will still blinking with 
astonishment but grinning with pleasure. Of course, it’s 
an oversteering car. It’s a tendency, not a violent charac- 
teristic. Of course, it doesn’t have the Porsche power/weight 
ratio to bust it through the corner on the throttle. After 
raising the tire pressures to smooth out the cornering switch 
from over- to understeer, you corner the Corvair fast by 
resisting the impulse to overcontrol. You let this remark- 
ably stable lady push herself around the corner. In sequence, 
the technique is to dive in faster than you think you should, 
brake late, and keep your cotton-picking fingers away from 
violent wheel movements. The limited steering necessary 
to start you into the corner is enough to set the rear end 
out. The four-and-a-half turns lock-to-lock are of incon- 
sequential concern as you use so little wheel, letting the 
sliding rear end steer you around the corner. All of this, 
of course, means you can “get on it” again much sooner than 
early experimentation would indicate—and this helps enor- 
mously because there are only 80 horsepower to push you. 

My driving stint done and Ken awake for his, I turned 
the wheel over without much description of what had hap- 
pened, simply saying, “You can go much, much faster than 
you think you can.” It would be fun to see him find out for 
himself. As it got dark, still pouring rain, he cut through the 
mountains at Bluefield—and found out. Then, we map-read 
a brief eight-mile mountain road, utterly off the “suggested” 
route, around Wytheville, Virginia. It was patched, wet 
blacktop, a lane-and-a-half wide. Ken hammered the Corvair 
into one blind corner after another, second to third to sec- 
ond stuff, foot on or near the floor much of the time, visi- 


(Continued on page 72) 





A Corvair on the American International Rally. 


by Dic Van der Feen 


A LADY FINDS THREE LOVERS 
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Twisting the Corvair’s tail through 
a fast bend in Tennessee. Crew on 
car #19 tried old racing trick 

of filling tires with nitrogen 

to reduce heat expansion that 
affected odometer readings. 
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Rally-ready Corvair had gear shift 
lever extension, and tach mounted 
on steering column. Dual electric 
odometer—reading in hundreds— 
was neatly installed in sponge 
rubber. Other equipment 
included short wave 

radio for time checks. 




















THis “WSPORTS CAR. 


Designed with Sroduchion in mind, new XP-6 
Bocar has lengthened. frame, solid: front axle. 
Use of supercharger provides racing perform- 
ance coupled with tractability for street use. 
_ Components are chosen to fatilitate service 
away from peaver ene, by K. Ludvigsen 


et 


& “The Bocar—for the man who would like to say, ‘I own 
the fastest, safest sports car in the world’.” Ebullient Bob 
Carnes is working toward a sports car design that will live 
up to this exciting slogan. More significantly, Carnes’ goal 
is to produce and sell such cars at a price well below that 
of any other vehicle that might conceivably make such a 
claim, This, in high-labor-cost America, is an accomplish- 
ment. 

To SCI “safe” implies a vehicle with sturdy construction 
and impeccable road manners; one which would be running 
well within its limits in active competition on a road course. 
Bob Carnes is approaching this brand of “‘primary safety” by 
aiming at a sports car that fulfills the purist, textbook defin- 
ition of same: suited equally to highway or racing use. The 
Bocar XP-6 is intended to be the kind of machine you can 
drive to and from the course, pausing there only to check 
tire pressures before winning the main event—against any 
competition extant in America today. This is the goal. The 
XP-6 has not yet proved that she can reach it, but she shows 
salient signs of being eager to try. The fifteenth car built in 
as many months by the Bocar Manufacturing Company, the 
XP-6 we show here is a sweet-running machine. It got that 
way through lengthy planning and experience, and is itself 
a prototype of a new breed of Bocars. 

Blessed apparently from birth with a charging, nigh 
lurid driving style that admits no equals, 38-year-old Bob 
Carnes is Bocar (BOb CARnes). Bob’s experience with 
sports cars excompasses a miscellany of machines from one 
of the rare early Gloéckler Porsches through an innocuous- 
looking Jag coupe powered by a Cadillac engine. Four SU 
carbs gave this Jagillac the wide useful rpm range it needed 
to excel in hillclimbs in the Denver area. It must be said that 
Bob’s pull-no-punches expression of his strong views on 
racing hasn’t endeared him to local SCCA moguls, a fact 
which he would cheerfully admit and which doesn’t concern 
him in the slightest (except when the cars he regards as 
competition show a tendency to race SCCA only!). Time 
and again it has been clear that a car-building project like 
Bocar cannot even get under way, let alone succeed, in the 
U.S. unless an individual of unusual initiative is behind it. 
Money is necessary but it is not the whole requirement. Bob 
Carnes’ example proves this. 


THE EARLY X’S 


Bob first set up shop in April, 1958 in his garage, where 
the X-1 Bocar was designed and built. At this point I should 
mention that the designations used have real meaning. “X” 
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alone signifies that the car is an experimental prototype, 
while “XP” indicates that the design is in or destined for 
production. The sole X-1 wasn’t a satisfactory all-round car 
but has since proved a potent drag machine in the hands 
of Charles Cobb of Marshall, Texas. A handful of X-2’s 
and X-3’s were built and sold before Carnes came upon a 
combination good enough to be marketed as the XP-4. About 
five of these were fabricated in the new Bocar plant on 
Denver’s west side, all of them Chevy-powered except for 
one Pontiac. 

This first production run used Jaguar wire wheels and 
Girling drum brakes, which were up to the job but obviously 
not ideal for a car to be built in this country. Dunlop/ 
Jaguar disc brakes were also tried, but on the relatively 
light Bocar they tended to “pull” to one side or the other 
more than Carnes cared for, especially in the wet. This 
same difficulty was even more evident when Chevy’s Cera- 
metallic brakes were tried. Both phenomena might partly 
be attributable to the shortness of the early Bocar’s wheel- 
base’ (90 inches) in relation to its tread width (about 52 
inches) . 

In mid-’59 Bocar Inc. was under way on a second batch 
of five of the current “bread and butter” models: the XP-5 
which has already been discussed in other journals. Its 90- 
inch wheelbase is 14 inches shorter than that of the XP-6, 
which it closely resembles from the cowl back. Even though 
it supports less weight on the XP-5 Bocar than it did ori- 
ginally, the VW suspension assembly used at the front of 
the “5” is beefed up by.welding a chrome-moly rod into the 
center of one spindle and adding stiffening webs to the 
steering arms. It’s been reliable to a fault. 


AFTER BIGGER GAME 


Based on road and racing experience with all these cars, 
Bob Carnes has laid out the XP-6 with the express goal of 
challenging the current best in U.S. sports car racing—the 
Scarabs—on their own terms. Within his own special field, 
hillclimbs, Bob would like to win overall at the premier 
Pike’s Peak event. In short, Bob recognizes no “unassailable” 
superiors in his realm of racing. As will also’ be obvious 
from the XP-6’s specification, he has only contempt for most 
“class” racing. All-out ultimate performance—linked with 
utility—is the objective. 

For two reasons—greater stability and more powerplant 
space—the wheelbase of the XP-6 was stretched 14 inches to 
104 inches. There’s room under the hood for just about any 
engine. A hot Pontiac was originally slated for the proto- 














type car, but a Chevy was finally installed when quick 
preparation for the 1959 Pike’s Peak event was called for. 
Like all Bocar frames, that of the XP-6 is a deep, satisfyingly 
rigid structure. Its neatly trussed tubes wind above, below 
and around the passengers and components in a way that 
confers an of-a-piece feel on the Bocar that inspires im- 
mense confidence. Three sizes of 4130 tubing are used, the 
biggest being 114-inch diameter with .072-inch wall. Others 
are 74 x .035 inch and 34 x .035 inch. With paint the XP-5 
frame weighed 154 pounds, increasing only 10 pounds on 
the “6” thanks to astute simplification. 
SENSIBLE SHAPE 

Frame rigidity is sufficient to relieve the fiberglass body 
of any important stresses. A major component of the Bocar 
project, this body was developed by Carnes with care pro- 
portional to the speeds at which his cars must be dead 
stable. Conforming to aerodynamic principles which dictate 
that the maximum cross-section of the shape should be well 
to the fore, Bob’s Bocar tapers from 66-inch width at the 
front fenders to 603% inches at the tail. Internal airflow 
was given special attention, and models of the resulting 
shape were tunnel-tested on the West Coast. When driving 
and riding in the XP-6 I was impressed with the way air 
passed cleanly and smoothly over the low windshield and 
cockpit, the most difficult area to solve in an open sports 
car. When the XP-5 body was judiciously stretched through 
the cowl section to fit on the XP-6, Carnes feared that the 
stability would not be enhanced, but at over-100 speeds it 
certainly felt fine to me. 

Bocar body-building facilities are excellent. Supported 
by a network of tubing, the female mold is mounted in a 
huge arch on gimbals that allow it to be swung to any posi- 
tion to facilitate layup. Basic body paneling is two layers 
of fiberglass cloth backed up by one layer of mat. Separate 
molds are used for the body and for the cockpit which, 
for the XP-6, would weigh 95 and 35 pounds respectively. 
Epoxy resins are used only for strengthening of edges, etc., 
not for attachment of the body to the frame. The latter is 
neatly done by wrapping fiberglass strips around frame 
tubes wherever (by plan) they’re adjacent to the body. It’s 
not necessary for the strips to adhere to the tubes; they hold 
merely by encircling them. 

For the newest car Bob created some delightful seats of 
fiberglass, deeply bucketed to confer rigidity and to brace 
the driver laterally. This they do superbly, thanks to adroit 
foam rubber padding and neat upholstery. They’re excep- 
tionally light too. Also in the offing is a hardtop for all 


(Continued on page 54) 


Bob Carnes designs, builds and drives the Bocar. His strong initiative 
saw the project through and keeps it on the move on the race tracks. 
At upper left he checks out performance with mechanic Lee Marshall at 
Continental Divide Raceways. Headlight covers can be removed if state 
law requires. Carnes ponders knotty clutch linkage problem above. 





Blower installation uses blowoff valve, chain-type coupling from Potvin 
kit. Unusual mounting of water pump and generator solved difficult 
accessory drive problem. Still in formative stage is fibergiass hardtop 
for all Bocars, with recessed rear windgw to clear headrest/roll bar. 
Entry poses a real problem. Price will be in vicinity of $450 complete. 



















BOCAR XP-6 f‘‘hurls itself forward with an effortless violence at any speed and in any gear." 
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TECHNICAL REPORT 
BOCAR XP-6 


PNR Se ods Cae ee eas $11,700 
Manufacturer. . Bocar Mfg. Co. 
1240 Harlan St. 
Denver 14, Colorado 


SPEED RANGES IN GEARS: 


6000 7500 

rpm max rpm max 
| Ber ae 0- 61 0- 76 
Se ae 13- 81 13-101 
III . 4....17-102 17-128 


3: Seer 22-134 22-167 


POWER UNIT: 


CHASSIS: 
Wheelbase .......... ig te 1 
Trem FF 6 As i eee 54, Ms : 


Suspension, front and rear 
rigid axles, paired trailing arms, 


Steering turns L to L 

















bie tate % 
ACCELERATION: Chevrolet V8 with GMC 4-71 Brakes ........ 12 in Buick drums 
(using only 6000 rpm) supercharger Thee mae. .33 6.00 x 16 front 
From zero to second Bore & Stroke...... 3.875 x 3.00 in 6.50 x 16 rear 
SO ME Bs ee se ee es ee 3.3 98.4 x 76.2 mm 
OO WN Ss Feiss hives 4.1 Displacement .. .283 cu in—4640 cc GENERAL: 
SO GH eae rhe ake 5.0 Compression Ratio ....... 9.5 to 1 Length 170i 
CRO oy So ion ee 6.0 Carburetion by....Rochester fuel Width (66 @ rear) 2 sp 
10 mph 22. cee cso ec eees 7.6 injection Height (with top)... |||. 43% in 
ERROR i ere rc Sel 8.8 Power... .... 400 bhp @ 6200 rpm Curb Weight (full tank) 3290 ibs 
SE. hore aeons s ey 10.7 Usable rev range. . .1000-7500 rpm Test Weight .. ) 570 Ibs. 
SOD I aca. Gay Gags ae 12.1 Weight distribution ........ 50/50 
pp — SVEN ine:s otbae @'sre oo 7 GEAR RATIOS: Capacity 17 to 31 U.S. gall 
: gueting Mme. cAAM Ss oo we oe RO 
Speed at end of quarter. ..112 mp ear tio Overs oe per FACTORS: £ 
» J 239 a = = Specifie Power Output 
} i ° be i 1.4 
TOP SvemD mM 6 61st oe Test Weight/Power es rn ‘be /hp 
(Assuming 7500 rpm) ....167 mph IV 100 370 22.38 134 Piston Speed @ 60 .. 1345 ft/min 
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Under-the-hood view in XP-6 Bocar is spectacular. Extreme length of . 


engine-blower package is accommodated by 14-inch increase in wheel- 
base length. Wiring and piping are handled with commendable precision 
here. 1959 Buick brakes are mounted on drilled ‘54 backing plates. Tubu- 
lar beam axle is controlled by parallel trailing arms, the lower arm-plus- 
torsion bar being adapted from that used in Volkswagen rear suspension. 





Bocar models. Its rear window will be recessed to clear the 
headrest and roll bar which Bob builds into all his cars, 
but some clever thinking will be needed to allow even agile 
individuals to get in and out of a hardtopped Bocar. A 
massive interior advantage is leg room that would be ade- 
quate for a seven-footer. The pedal positions can be changed 
to suit you. . 

Carnes faces a hydra-headed situation in the building 
and sale of separate Bocar bodies. These well-shaped shells 
find a ready market among special builders and are a con- 
venient source of capital for Bocar Inc., but there is the 
ever-present danger of a proud purchaser of an $8700 XP-5 
encountering a low-budget special sporting an ill-finished 
body identifiable by the casual observer as a Bocar. It can 
be deadly to the reputation, and is not at present being done. 


MORE BITE IN FRONT 

Particularly in America, where courses are smooth, racing 
today tends to indicate that solid, beam-type axle arrange- 
ments are fully as good as independent suspensions for 
competition use. Independent layouts are invaluable for 
racing over bumpy surfaces (ask Ak Miiler about the Mille 
Miglia) or for providing a good ride in a touring car, but 
lately the old solid axle has been making a strong come- 
back among those designers who use what works, not what 
looks good. Bob Carnes, being practical above all, chose a 
solid front axle located Kurtis-fashion when it became evi- 
dent that the VW arrangement didn’t give the sheer “bite” 
needed for successful short-track competition. On smooth 
roads and tracks it can’t be faulted. 

A straight tubular front axle takes 54 Buick steering 
knuckles and spindles arranged to give one degree of camber 
and no kingpin inclination. Bob wanted very light steering 
without the car-lifting effect that inclination gives, and, 
since he was racing largely on smooth tracks, was willing 
and able to accept the kick-back in the steering wheel that 
would accrue. 

The axle-locating parallel trailing arms are splayed out- 
ward slightly to provide adequate steering lock. Lower arms 
are VW rear-wheel blades, complete with torsion bars which 
are turned down to reduce their rate or stiffness. Lighter 
upper arms are screw-adjustable in length to control caster, 
which is now set at 2 degrees. Two inches of bounce and 
rebound are allowed at each wheel of the car, controlled by 
adjustable (road plus race ideal again) Gabriel shocks. 
Lateral location of the front axle is now by a long Panhard 
rod, which Carnes may replace with a Watt’s linkage in 
later XP-6’s. 

A VW box is the nucleus of the steering system, which 
features a variable lock to facilitate the rounding of tight 
Pikes Peak hairpins when necessary. Bob’s XP-6 was set to 
give 30 degrees of lock on each side, a very deep wheel move- 
ment which could be encompassed by 214-turns of the steer- 
ing wheel. With the vertical kingpins and only modest 
weight on the front end, the XP-6 steers like the proverbial 
baby carriage. The steering wheel can be used to aim and 
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direct this car without conscious effort being required to 
wrench it around. Excellent road “feel”, on the level re- 
quired by the racing driver (accurate indication of the 
amount of traction available at the front tires) is provided 
by the modest caster and large tire contact patch offset. Off 
the track and over bumps there is a fair amount of wheel 
kickback of an order that could be controlled by a judi- 
ciously placed damper, if the owner were unduly sensitive. 


REAR TRAILING ARMS 


A Chevrolet rear axle is now fitted in place of the Spicer 
unit used in earlier Bocars, to allow quick ratio changes 
without removal of the whole axle—a complication that 
necessitated removable frame sections in the Spicer-equipped 
cars. As a rule Bob fits the 3.70 ratio, though others could 
naturally be had. Limited-slip differentials were tried on the 
XP-5 but found to be harmful to handling and little aid to 
traction, so were not standardized. With more power, the 
stable-chassis XP-6 needs and uses Positraction. 

Again parallel trailing arms locate the axle, the lower 
arms again being VW blades-cum-torsion bars. Lateral place- 
ment is by a broad tubular A-arm on the same high plane 
as the upper trailing arms, giving a very high rear roll 
center. If anything the rear axle is over-located, with five 
separate members controlling its movement, but this is a 
real boon to Bocar’s handling precision. It goes just where 
you point it, with no second-guessing from the back wheels. 
I personally have no experience of the XP-5 Bocar, but this 
XP-6 is astoundingly agile and easy to thread through tough 
cornering situations like those that cropped up at Continen- 
tal Divide Raceway, where we wrung out the new car. With 
little driver effort the XP-6 devoured the serpentines of 
what has become known as a real Porsche course 

IT STOPS TOO 

The lengthy XP-6 engine aggregate is placed as far back 
in the chassis as is practical, meaning that the Chevy block 
nestles close by the passengers’ kneecaps. Once the engine’s 
warm the cockpit walls tend to heat up too, a problem that’s 
assuaged only slightly by reflecting aluminum sheets that 
have been placed along the engine’s flanks. A distinctive 
Carnes Technique is the offsetting of the engine 114 inches 
to the right to provide perfect lateral balance with only 
the driver aboard—for racing. Whether or not this was re- 
sponsible I don’t know, but the XP-6 was one of the few 
cars I’ve driven whose handling seemed to improve im- 
mensely when the passenger stepped out. 

In this prototype Bob was using a '53 Ford gas tank, 
chosen because it’s fitted with baffles in two planes, He plans 
a much larger 3l-gallon tank of aluminum which, when 
laden, will bring the rear end loading much nearer the 58 
percent he first estimated. With the driver aboard and a 
full tank the first XP-6 has about 52 percent on the back 
wheels. Invaluable to traction, this tail-heaviness also makes 
worthwhile the use of 12-inch Al-Fin Buick brake drums at 
all four wheels, the only concession to the preponderance of 

(Continued on page 78) 
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Clean it once a month, 
Color it twice a year, 
It can remain new for years. 


| by Robert Lee Behme 
| OW 10. 


LEATHER 
an 


Modern leather cleaners are 
three way in action. They clean, 
soften, and protect all in one 
swipe. New leather care 
products usually contain saddle 
soap, neatsfoot oil and 
beeswax. After cleaning 

(right) leather can be shined 
with a neutral shoe polish— 

or stained with a colored polish. 
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® According to the guy behind the butcher’s counter, no 
matter how you slice a cow it comes out steak. But the men 
who are most concerned with the wrapping which neatly 
covers the steaks say it’s not the steaks but the cowhide 
which is most important. If you’ve ever owned a sports car 
you probably believe them. 

It is the cowhide which becomes leather. Once you've 
settled down into leather you know there is nothing better. 
It has long been the symbol of luxury and elegance. It is 
soft, supple and sensible. With care it can outwear chassis, 
engine and owner. 

Back in the days of the classics—the mighty Duesenberg, 
Mercer, Bentley and Bugatti—leather became a popular 
luxury for the auto. According to the Tanner’s Council of 
America, leather has been getting better over the years: 
more sensible, supple and serviceable. Today’s leather, ex- 
perts say, can last twenty to forty years if it is given proper 
care. 

“I'd love to take care of my leather seats,” one sports car 
owner said, “but it’s more difficult than pulling plugs.” 

Like so much of automotive maintenance, the truth is 
hidden behind a billowing cloud of hocus-pocus. The truth 
is this: leather care is the simplest you can give your car. 
There are several ways you can take good care of your car's 
leather appurtenances. Any one of them is good. We'll out- 
line them all, but no one treatment will work unless you do 














it with regularity. Leather demands scheduled maintenance. 

There are only four treatments recommended for leather: 
saddle or castile soap, neatsfoot oil, beeswax and lanolin. 
Just as leather has improved over the years, the maintenance 
procedures have also improved. In the glory days of the 
cavalry it was a laborious combination of saddlesoap, neats- 
foot oil and beeswax which made the leather trappings of 
the corps so famous, A soldier, at the end of a day’s ride, 
would drag his saddle to a nearby rock, work up a frothy 
lather with saddlesoap, wipe it on—with plenty of elbow 
grease—then wipe it off the same way, apply a coating of 
gummy neatsfoot oil and wipe it off, then apply beeswax 
and polish until the leather glistened like the bald head 
of the colonel. 

If today’s sports cars demanded this ritual to maintain 
leather there would understandably be few concours win- 
ners. But this procedure is as dated as the cavalry. There 
are prepared solutions which contain these three ingredients 
in one compound, They clean, soften and protect leather in 
one quick operation. One such product, Leather Kleen, pro- 
duced by Tanner Products Corporation of Los Angeles, re- 
moves grime, restores the natural oil and polishes to a shine 
in a few minutes. 

These solutions are best when applied with a brush. A 
nail brush will do the job. Apply a small amount of the 
solution to the bristles and brush the leather until a lather 





forms. With a sponge or rag wipe away the lather. The 
lather lifts the dirt from the leather and holds it in suspen- 
sion. When the surface is wiped the dirt is removed. 

Only the saddle soap in these solutions foams, After 
wiping, the oils and waxes remain. The neatsfoot oil is 
absorbed into the leather fibers. When the surface is pol- 
ished, the beeswax in the mixture glosses and gives the 
leather new life while it forms a coating which helps keep 
dirt and moisture from working in. 

Leather can be cleaned with saddlesoap or a gentle castile 
soap. Lux will also work. The soap should never be applied 
in a heavy water solution. Water is an enemy of leather: 
it will weaken the fibers causing the leather to stretch and 
lose tensile strength. Water can shorten the life of leather 
by 50 percent. 

When leather is to be cleaned with soap, moisten ‘a rag 
or sponge and work a small quantity of soap into it. Work 
the soap on the leather ’til it forms a lather. Wipe the sur- 
face clean with a moistened sponge; the dirt will wipe off. 

Excessively dry leather can be softened by the use of oil. 
The natural oils are evaporated by sun, heat or moisture 
and to preserve leather this oil must be replaced at regular 
intervals, Perhaps the best method is the regular use of a 
prepared leather cleaner which contains neatsfoot oil as a 
part of its formula. Lanolin can be used but it is commer- 
cially available only in combination with leather dyes. 






Pull thread through needle 
hole, then double back on 
stitch. Sew twice, once in each 
direction, smoothing leather 
as you go. When seam has 
been made tie thread under 
edging with square knot. 
Broken edging can be stained 
after sewing. 
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Never use a preparation which contains a solvent except 
when removing pigment. This can be more injurious than 
water. Leather, during processing, is colored by a pigmented 
dye which is absorbed into only a portion of the leather. 
The thin pigment layer is protected by a coating of either 
proxylin or Vinyl plastic. The coating is normally soft and 
pliable, but a solvent will dissolve the coating or, at best, 
render it a sticky substance which attracts dirt to form a 
muddy coating, leaving a dull glaze over what was once 
rich glistening leather. 

The use of neatsfoot oil alone as a leather softener has 
been discouraged by every home leather restorer who ever 
tried it. Neatsfoot oil is tough to use. It is a sticky substance 
the consistency of maple syrup. Spread over upholstery a 
portion of it is absorbed; a larger portion sticks to the sur- 
face. It must be rubbed off before the seats become useable. 
Wiping off neatsfoot oil is a project best relegated to slave 
labor. Nothing but leather cleaner and elbow grease will 
take it off. 

Beeswax is good for leather. It covers the surface with a 
protective coating which adds life and lustre to the proxylin 
or Vinyl coating, but most leather experts feel the applica- 
tion of a 100 percent beeswax solution is little more than a 
waste of time. The prepared solutions containing beeswax 
as one element in their compound can do the job with less 
effort—and they clean at the same time. 





Me ig 
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Restoring leather is a tougher job. There is nothing 
known to the leather industry which can bring seats back 
to factory condition once they have cracked, but there are 
two methods which can approach this goal. The oldest 
method is nearly identical to a shoe shine. With luck a 
sports car owner can find a wax shoe polish which matches 
the color of his upholstery. Wax polish is the only thing 
which will work—liquids are out—because only the wax 
polishes contain a stain coloring which will work into the 
pores of the leather. 

Polish is applied to the upholstery, as it would be to the 
leather of a pair of shoes, then wiped off. Wiping, however, 
does not remove all of the pigment and wax which has 
been applied. To preevnt clothing from becoming stained, 
it is necessary to wipe the upholstery with a leather cleaner. 
The cleaner will remove that portion of the stain which re- 
mains on the surface of the leather, but will not remove the 
stain which has been absorbed into the fibers. The seats 
can then be polished. 

With the advent of the new plastics and aerosol mixtures 
a faster and perhaps more efficient method is possible. Prod- 
ucts are now available which contain pigmented dyes, lano- 
lin and wax neatly suspended in a spray. New color is 
sprayed into leather just as a car is sprayed with paint. The 
seats of a sedan can be restored in a matter of minutes. 

During the exhibition of one such product, D’Elegance, 


Broken seams can be 
restitched with a 
curved needle. 
Nylon thread 
(doubled, about 16 
inches in length) 

is run through 

lump of beeswax. 
Wax protects, 
lubricates thread 
for easier sewing. 
To do seams use 
curved needle to get 
close to edging 

to hide hand 
stitching 
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an MG was treated—dash, seats and kick panels—in less 
than 45 minutes. The results were amazing. 

There are other products, similar in compound to the 
spray, which are designed to be applied with a brush. Most 
of these, too, are good. Leather products which contain 
pigments designed to be absorbed into the leather are good. 
They will restore a high percentage of the original lustre 
and coloring. 

But there are products also on the market which are little 
more than a paint. The coloring and shine, built into a 
minute layer, are merely deposited on the surface of the 
upholstery. It forms a coating over the leather and as the 
leather flexes under norma! wear these surfaces tend to 
chip and crack. 

The restoration and maintenance methods outlined will 
do the job as well as anything, but nothing short of new 
material can restore the factory lustre once leather cracks. 
The cracks will absorb pigments at a different rate than the 
uncracked areas. The only way to avoid trouble is to take 
care of leather before it shows signs of wear. Cleaned once 
a month, re-colored twice a year, leather will retain its 
appeal for many years. Throughout its life it will remain 
soft and luxurious. Ten years from now it will be as good 
as the day you bought it. 

—rlb 








MG dash leather is sprayed with coloring material 
after chrome and instruments have been masked. 
One of the few times a solvent should be used 

is just prior to color spraying. Solvent removes 
proxylin or vinyl coating helping dye to penetrate 
pores of leather. Spray can (lower left) should be held 
about one foot from the surface. Before spraying 
leather-covered dash anything that is not to be 
colored should be removed or masked with paper. 
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b& It is now obvious that the Grand Prix car in its normal 
concept of front engine, rear drive, is on the way out. This 
change is coming about slowly, and for Ferarri, painfully. 
John Cooper, however unknowingly or unintentionally, 
started the trend—BRM have now joined and there is no 
doubt but that Ferrari will have a rear-engined car in 1960. 
The trend became doubly clear this year at Monza when 
during training the rear-engined BRM made its debut, and 
although there was no intention of starting the car in the 
race, the days spent in testing at Monza proved invaluable. 

Four months from drawing board to track would seem 
to be a major tour de force for BRM; the new car looks 
more like the Porsche Formula II single seater than the 
Cooper. A regular four cylinder BRM engine has been 
mounted behind the driver’s seat in an entirely new chassis 
that appears to be slightly lighter than the present one. The 
front suspension of the old car has been put into the new 
one, while Lotus-like independent single wishbone rear sus- 
pension is fitted at the rear. A BRM gearbox has been 
mounted behind the engine, the shift mechanism running 
forward to a lever at the driver’s left. Fuel tanks are fitted 





Above: The start of the Italian G. P. Brooks, who started in 
the first row, has already been passed by seven cars. 
Below: Dan Gurney in the Ferrari tried for almost half the 
race to pass Moss for second position behind Phil Hill. 
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Jesse Alexander 


in both sides of the cockpit. When it was first seen, the new 
car’s engine was breathing via a front mounted air scoop 
from which two flexible hoses ran back to the carburetors. 
The normal BRM braking system, including the single rear 
disc, has been carried over to the new car. 

Bonnier and Schell drove it in training and had good things 
to say about the handling. One of the several troubles at 
Monza was getting enough air into the carbs. The mechan- 
ics took off the flexible tubes for the second session of 
practice allowing the Webers to breathe as on the Cooper- 
Climax, but it was clear that the new car was still in a 
preliminary state of preparedness and that the BRM team 
had rushed the project in order to get it to Monza for test- 
ing. Naturally it could be a real threat in 1960 with a top 
driver although it was designed for the 1.5 liter Formula 
that comes into effect in 1961. 

Only two days were set aside for official training at the 
1959 Italian Grand Prix although Aston Martin, BRM and 
Ferrari had been out earlier in the week endeavoring to 
sort out gear ratios and handling questions. Carroll Shelby 
did over one hundred laps in the Formula I Aston on 


is shown here. during practice in the Ferrari. 
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Wednesday, never getting below 1'47”, not a very com- 
petitive time considering that the previous year’s training 
record set by Brooks in a Vanwall was 1'40.5”. Friday it 
became even more obvious how the wind was blowing when 
both Moss and Brabham got below 1’41”. Finally at the end 
of the day Stirling Moss broke the magic 1'40” figure, setting 
a new record of 1'39.7”—an average speed of 128.8 mph. 
Moss, driving the Cooper-Climax of Rob Walker, and Brab- 
ham, behind the wheel of the “works” Cooper, looked ex- 
tremely at ease in the cars and even Bruce Maclaren, at 
Monza for the first time, took the new circuit in his stride 
after Jack had showed him the proper line. Maclaren was 
soon setting competitive times looking fully at ease. 

By Friday afternoon and first practice all of the Ferrari 
team were assembled. Olivier Gendebien and Cliff Allison 
had been recruited at the last minute to back up the front 
line of Brooks, Hill and Gurney. Ferrari always makes a 
maximum effort for the Italian GP, with Enzo himself in 
the pits for practice. Prior to official training, one Ferrari 
had its front suspension altered raising the roll center. Phil 
Hill drove this car, did not like its behavior, and the project 
was given up. Ferrari was also playing about with the rear 
roll centers by altering the position of the locating block 
on the de Dion tube. All of the engines were of the “246” 
type while the chassis were identical except for the car 
driven by Gendebien, which was the short-wheelbase one 
Behra drove at Zandvoort. By the time first practice period 
had ended, all the Ferrari drivers had done fast laps. Cliff 
Allison in particular being the first to get a really quick time. 
But Gurney, Hill and then Brooks were soon in the groove. 

We watched part of the practice session at Lesmo; also on 
hand at that corner was former Lancia designer Jano, pre- 
sumably observing the cornering behavior of the Ferraris, 
for he has been working with the Scuderia in an advisory 
capacity for some time. The Ferrari problem was again too 
much understeer and not once in the two days before the 
practice session were they able to arrive at a suitable chassis 
setting to make the car agreeable to the drivers. Brooks finally 
broke 1°40 in training but naturally with a light load of 
fuel on board. As training finished it was obvious that the 
Coopers were far from being a toy to be scorned, even at 
Monza, and when the cars from Surbiton actually won the 
race on Sunday, it came as no surprise to any one, the Italians 
included. This race made history. 

In the front row of the starting grid were the three con- 
tenders for the 1959 Driver’s Championship: Moss and 
Brabham with Brooks between them in the red Ferrari. As 
the flag fell, the two Coopers surged forward while the 
Ferrari remained stationary momentarily, a huge cloud of 
bluish smoke coming from behind. Brooks had cooked his 
clutch on the grid, managing to get under way, but red hot 
bits fell off before he reached the end of the straightaway. 
Coming out of Lesmo corner, Phil Hill passed Moss to go 
into the lead while Gurney lay third. So the order remained 
for the better part of the first half of the 72-lap race. Gurney 
drove terribly hard trying to pass Moss coming out of the 
south turn several times but the Ferrari just could not get by 
the Cooper, obviously lacking steam. Hill stayed in front 
until the 30th lap when he was given the flag and brought 
into the pits for a tire stop. On subsequent laps each Ferrari 
called at the pits for new tires while neither of the fast 
Coopers were forced to change, though they did slow Brab- 
ham down because of rapid tire wear. Gurney lost third 
slot to Brabham because of the tire stop but, try as hard 
as he could, was unable to overtake Jack. After McLaren’s 
car threw a rod he was able to come to rest at the end of the 
back straight, going right on up a bank. 

It’s difficult to say whether the Ferraris could have gone 
the whole distance without a tire stop. Most probably they 
might have but only at a reduced speed, and it was suspected 
that had Brooks gotten off to a good start, he was to try and 











Top: Olivier Gendebien, who started sixth and finished sixth, gets tires. 
Above: As further indication of the trend toward rear engine location, BRM 
brought their new car out for practice. Sufficient carburetor air was a prob- 
lem, solved somewhat by external tubes running from the front scoop. 


go the whole way on the same set of Dunlops. Our only 
other comment would be that there’s certainly a lack of 
imagination in Ferrari team tactics—for as soon as the red 
cars called at the pits the raee was to all intents and purposes 
—over. They should perhaps have let Hill go longer before 
flagging him in. His performance was certainly welcome at 
the end of what has been a not-too-hot season for the Cali- 
fornian. He managed to hold fastest lap, turning a 140.4” 
on his 32nd lap, averaging 206.1 khp or 127.7 mph, repeating 
his previous year’s success in that respect. 

If Jack Brabham wins Sebring he will be assured of the 
title of World Champion, but if Moss wins, Jack must finish 
at least second. Brooks is still in the picture, of course, but 
after witnessing these two successive victories by Moss in 
Rob Walker’s Cooper-Climax it is hard to see how he can 
keep from being victorious at Sebring as well. The Cooper 
with the five speed Colotti gearbox is now as reliable as a 
train, and almost as easy to drive. The Ferrari drivers work 
extremely hard while the Coopers seem to tour around and 
one’s impression of Monza was that Moss was simply playing 
with the two Ferraris, knowing full well that they would 
have to have new rubber. He could easily afford to lie second 


for the opening half of the race. —jla 
Official Results: 1959 Italian Grand Prix, September 13th at 
Monza. 


1. Stirling Moss (Cooper-Climax) 2 hr, 04’05.4”", ae 
of 200.177 kph, or 124 mph. 

2. Phil Hill (Ferrari) 2 hr, 04'52.1”. 

. Jack Brabham (Cooper-Climax) 2 hr, 05'17.9". 

. Daniel Gurney (Ferrari) 2 hr, 05’25”. 

. Cliff Allison (Ferrari) 2 hr, 04’18”, 1 lap behind. 

. Olivier Gendebien (Ferrari) 2 hr, 05’37.9”, 1 lap behind. 
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& Twelve hours can go by like a flash. Twelve hours can 
also be an eternity. It all depends on your point of view. 
If your name is Alec Hounslow and you're watching a 
stubby little bronze-painted car, heavy for its 57 cubic 
inches of displacement, buzz full bore around a ten mile 
circle, those 12 hours can seem like forever. 

If your name is Alec Hounslow you have spent months 
putting horses, 70-odd of them, into the 949 cc’s where 
only 35 had lived before. If your name is Sidney Enever 
you have spent months, along with your regular work, of 
dynamometer time and slide rule time figuring out just 
how much Alec had to get out of that engine to push 1700 
pounds of car at 135 miles an hour or better for those 
12 hours. And if your name is George Eyston you have 
spent untold hours sorting out a myriad of small and large 
details, arranging transportation, making lists and seeing 
that those lists were filled out with material goods, ar- 
ranging living accommodations and getting a month’s 
worth of use out of a sea of salt desert halfway around 
the world. You’ve done this in order that 22 crates and 
upwards of 30 people would all arrive at this desolate, 
sun-drenched spot at the proper time so that Alec’s engine 
could push Sidney’s car faster officially than it, or any- 
body else’s similar car had ever gone before over that 
period of time. 


PHOTOGRAPHY: CHRISTY 
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A thousand things can go wrong 
— in an agony of suspense 

you wait while the minutes turn 
into hours, the hours into days 
and twelve hours is forever. 


Now that stubby little bronze car is out on the huge ex- 
panse of salt and one man, or rather one of three you've 
selected, is doing his level best to make the car do what 
you have planned it should do. Dazzled by a brilliant sun | 
glistening on white salt, deafened by a thousand different | 
mechanical noises and bereft of all sense of speed because 
of the total lack of anything to judge by, one man is try- 
ing to maintain the exact average speed you've told him to 
set. His job isn’t easy either. That ten mile circle is as 
accurate and even as men could make it but it varies. 
Here it is as hard and smooth as new concrete but else- 
where along that ten miles of sheer white nothing it is 
bumpy or windy or wet and slippery. It isn’t just a mat- 
ter of poking a throttle until the tachometer reads 6000 
rpm and holding it there. Nor is it just a matter of 
cranking a few degrees right lock on the steering wheel and 
holding. Those bumps and slippery spots, those gusts of 
wind all must be taken into account. Engine speed and 
steering lock must be varied time and again during each 
of those ten mile circuits and yet, if the car is going to do 
what it is supposed to the average speed must remain the 
same. Each lap must be made at some fraction between 
four minutes, 16 seconds and four minutes, 17 seconds—no 
faster, no slower. And it has to be done hour after hour 
for a full half day, mile after mile or a distance equiv- 


Eternity 
Begins 


at Dawn 
By John Christy 











Left: Tommy Wisdom brings the EX 219 across the line at the end of the 
twelve hours with a new record of 138.75 mph. Teetotaler Tommy was 
greeted by Coke instead of the traditional champagne. Signboard indi- 
cates speed of last lap. Top: Mildly blown Sprite engine has only standard 
BMC special tuning equipment: flat-top pistons, hard faced valves, cam 
and special-material crank. This was the engine used for the shorter runs 
and developed 99 bhp on fuel. Above: Ehrman brings the EX 219 into the 
shed after discovering clutch slip. Right: Enever, partially hidden at left, 
Hounslow with back to camera, Ehrman and Captain Eyston decide to re- 
Place the entire clutch assembly with the one from the 12-hour engine. 
Mechanic at right knows he’ll be up all night . . . again. 


alent to half the breadth of the United States. 

If your name is Hounslow, Enever or Eyston you know 
all this because you’ve seen it all before. You know that a 
couple of ounces of inadvertent pressure on the throttle 
can blow that little engine sky high or that a sudden slick 
spot can allow wheelspin with the same effect. Those 
bumps can cause a tire tread to separate. A gust of wind 
could send the car into a quick series of spins which at 
the very least would drop the average or negate the 
chance of a record or at worst wreck the car. You. know 
that any piece of metal has its fatigue point. You know 
a thousand things that could happen and everyone of 
them trudges or flashes through your mind. You know all 
this and so you sit and sweat. 

For Eyston, Enever and Hounslow, eternity began at 
dawn September 9, 1959. It began when Tommy Wisdom, 
a British motoring writer and driver punched the starter 
button on EX 219, setting a mildly supercharged Austin 
Healey Sprite engine into stuttering life, dropped the car 
into gear and buzzed off on the first lap of the 160 trips 
around the big circle. 

The first worry was wind. Cold and thin, it came in 
gusts of four to ten miles an hour. At dawn the salt is 
damp with surface moisture. Wind plus slick salt could 
mean trouble but Tommy’s standing lap was 120 mph. 
His second was 140. His third lap was down to 135. Up 
went the signal board with the broad arrow pointing up- 
ward: “faster.” The next lap was 139 and succeeding laps 
were between 140 and 138. The first National record fell 
in under five laps at 50 kilometers. In rapid succession 
came the 50 mile, 75 mile, 100 kilometer, 100 mile and 
200 kilometer records. Then came the first big one, the 
International 200 mile mark at 138.15 mph. Within the 
first three hours 12 National records had dropped. As per 
instruction he cut the switch and went into neutral at the 
nine-mile mark and coasted for the pits. He came in hot, 
coasting at over 100 as he passed the timing lights. Moving 
fast, lacking any means of knowing his speed except that 
he was moving too fast he shot a hundred feet past the pit 
on the outside. Shoved back by the willing crew he hopped 
out. Gus Ehrman was up next. 

“Mind the wet spot at Post One — and it’s still bumpy at 
Three,” Tommy had time to shout before Hounslow but- 
toned Gus into the now-refueled car. 

Ehrman poked the button and was off. The pit stop was 
so quick that the average had dropped only a mile an hour 
to 138.85, the speed at which the National and Inter- 
national 500 kilometer mark fell — on Ehrman’s standing 
lap. The 120 mph standing lap cut the average still further 
but only to 137.72 at the National and International 500 
mile mark. 

Now began the agony of waiting. The first major mark 
needed and sought after was the six hour point which 


stood at 132.13. One miniscule goof could cost the time that 
(Continued on page 98) 

































The TS is a bella sedan. Recent minor changes spruced up the 
straight-forward, basically simple shape, making it pleasantly attractive. 






















All Isabellas, sedans, coupes and station wagon, share this drive train. 
Front suspension has own sub-frame. Rear end uses swing axle layout. 
Below is SCI‘s European Editor’s Isabella Combi (alias Station Wagon). 
A 1957 model, it shows clearly what changes were made at the front. 


Borgward 
Isabella TS and 
Station Wagon 


» Germany’s Autobahnen may not be a highway engineer's 
idea of perfection, but to an enthusiast, wow! There’s no 
speed limit, so when you're in a hurry you can go as fast as 
your car can carry you. SCI first saw an Isabella TS while 
cruising near Stuttgart at 4500 rpm in a locally made 1500 cc 
coupe. A small and at the time unfamiliar speck appeared 
ahead. It took a surprisingly long time to catch and turned 
out to be one of the then-new TS models. We were impressed 
that a six-passenger sedan could cruise nearly as fast as a 
highly streamlined sports model of exactly the same displace- 
ment. In fact, we’re still impressed. 

TS stands for Touring Sport; it relates to the ordinary 
Isabella (with 15 hp less) as any Detroiter with a Power Pack 
relates to its sister model without. To maintain smoothness at 
low revs, its twin-choke carburetor uses a progressively open- 
ing linkage. When correctely adjusted it enables top gear to 
pull from twelve mph, which corresponds to 700 rpm, despite 
a lumpy idle at about the same engine speed. 

With a large body to push through the air, the TS is care- 
fully geared to achieve its top speed at exactly peak revs 
(5200) . The four speeds forward are close enough to enable 
third to be used up to 70, yet acceleration off the mark suffers 
but little. The TS doesn’t burn rubber, yet it doesn’t dawdle. 

Fuel consumption is good and the high axle ratio (numeri- 
cally low) helps. During the most brutal flogging: 21 mpg. 
Slamming the car down the highway and through city traffic, 
using lots of gears and revs and indicated speeds of 75 mph: 29. 
On the highway, taking it easy and staying under the legal 
limit or on it: 35. 

Perhaps it’s an exaggeration to call the Borgward a six- 
seater; as in the new “compact” Detroiters, four people find it 
spacious and six find it crowded. At least they’re all inside. 
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The smooth German styling wins praise. Window frames are 
neat and, lo and behold, neither they nor the doors nor the 
windshield leak. A high seat gives good visibility while the 
adjustable backs (standard equipment) provide a variety of 
positions. Also standard is artificial leather upholstery. A little 
handwheel at the corner of the seats operates the reclining 
mechanisms, turning the TS into quite a bachelor’s lair. A 
bench seat, it moves backwards and forwards with ease, but 
offers no lateral support whatsoever in hard cornering. 

Instrument panel layout is simple and straightforward, 
suffering only two shortcomings: the dashboard reflects badly 
in the windshield and there are too many knobs for them all 
to be unlabelled. Instruments are grouped below the hori- 
zontal bar-type speedometer (marked off in 15 mph incre- 
ments), fuel gauge, water temperature, clock and odometer 
(including trip indicator) . The glove compartment is small, 
but there are side pockets in the doors plus two more storage 
places on the side panels just ahead of the doors. The heater 
and defroster have separate controls for driver’s side and 
passenger’s, but no blower is fitted. (Unless it was one of those 
knobs...) (Ed. Note: It was.) 

Pendant pedals operate the clutch and brakes hydraulically; 
the latter has the popular vacuum assist made by Ate in Ger- 
many. Both clutch and brakes are smooth yet strong. The 
clutch didn’t slip and the brakes didn’t fade. On the debit 
side, the throttle linkage caused criticism in that after full 
throttle had been reached, the pedal could be pressed further 
down as if the linkage were bending. 

Column mounted shift levers have never been popular 
§ among sports car enthusiasts, especially when they have to 
control four forward speeds as well as reverse. The pattern is 
the conventional “H,” with reverse engaged by pulling out 
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Importer.. Fergus Imported Cars, Inc. 
1717 Broadway 
New York 36, N. Y. 







TOP SPEED: (Bonneville) 97.1 mph 






ACCELERATION: 

From zero to seconds 
MOI oc ssrisa tictnscaiatistateag ine 4.8 
MENTE So inisinictasanicigrapeed 7.6 
TE oe caste ssvdeianwngaes 11.8 
CI aoa coissssicticcrcccer 15.8 
ON al eail ca ivancisciinasincuanges 21.0 
ee eietscs ca ecasisescnceteatens 29.3 
Standing % mile ................ 20.6 


Speed at end of \% ......69 mph 
SPEED RANGES IN GEARS: 


Oh... Stead ichobuanied et wicustoabsoneneen 0-26 
WE as aoa tcienS ocassentckccsaaceetantanuiae 6-48 
es ii ee ree eased 9-75 
gape Ee BRE Sp Oy TE eR SEEN 13-97 
SPEEDO CORRECTION: 

Indicated Timed 
Wool eicak sx cusicecsabnenisGeeaaans 27 
OS ooh Sica ccccumaanae 36 
Lo eRe) ee aOR SE 45 
Geer es EOE Eee eee Se 54 
DR ete vinapeccievdateancantata 63 

Be ikid dadeiandinnen 72 
Ce ei Ses 81 


FUEL CONSUMPTION: 21-33 mpg 





BORGWARD 
ISABELLA 
"TS 
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POWER UNIT: 

















WHO oscicessoietecsiene In-line Four 
Valve Operation ...... pushrod ohv 
Bore & Stroke ............ 2.95x3.32 in 

75x84.5 mm 
Stroke/Bore Ratio ............ 1.13 to 1 
Displacement ....91 cu in—1493 cc 
Compression Ratio ............ 8.2 to 1 
Carburetion by ............ One Solex 


twin-choke 
Power (SAE) ..82 bhp 
(DIN) ..75 bhp @ 5200 rpm 


Torque ........ 84 Ibs-ft @ 3000 rpm 
Useful Range ........... 700-6000 rpm 
GEAR RATIOS: Mph per 
Gear Ratio Overall 1000rpm 
I 3.86 15.06 4.5 
I 2.15 8.38 8.1 
i 1.36 5.30 12.8 
IV 1.00 3.90 17.4 
CHASSIS: 
Semi-monocoque unitized body- 
frame 
Wheetineat si.i0..5600. Salons 102 in 


Tread, F and R........ 5242, 53Y2 in 
Ind. front susp., coil and wishbone 
Ind. rear susp., coil and swing 


axles 
Shock absorbers ............ telescopic 
Steering ............ ZF roller segment 
Terns lock to lech «cise. cccsces 4 
Turning diameter .................. 36 ft 
Brakes ........ drums, 115 sq in area 
Di GEOE nis ne scence 5.90x13 

GENERAL: 

RAINED sc cictcescasessnecanteannecaiee 173 in 
WHI 5c teceis a5 eee 67 in 
SS ELM Fe 58 in 
Curb Weight .................... 2420 Ibs 
Test Weight ..............0000 2740 Ibs 
Weight distribution ............ 53/47 


Fuel capacity ...... 12.7 U.S. gallons 


RATING FACTORS: 


Power Output (SAE) 

0.90 bhp/cu in 
Test Weight/Power......33.4 lbs/hp 
Piston Speed @ 60 ....1910 ft/min 
Braking Areca ............ 84 sq in/ton 











POWER UNIT: 
Importer.. Fergus Imported Cars, Inc. In-line Four 
1717 Broadway Valve Operation pushrod ohv 
New York 36, N. Y. Bore & Stroke ............ 2.95x3.32 in 
75x84.5 mm 
TOP SPEED 81 mph Stroke/Bore Ratio ............ 1.13 to 1 
ACCELERATION: Displacement......91 cu in—1493 cc 
Compression Ratio ............ 7.2 to 1 
Carburetion by One Solex 
single choke 
Power (SAE) ..66 bhp @ 4700 rpm 
(DIN) ..60 bhp @ 4700 rpm 
Torque 
Useful Range 


From zero to seconds 


Standing % mile 
Speed at end of 14 GEAR RATIOS: 


Mph per 
Gear Ratio Overall 1000 rpm 
| 3.86 15.06 4.5 
i 2.15 8.38 8.1 
TT) 1.36 5.30 12.8 
IV 1.00 3.90 17.4 
SPEEDOMETER CORRECTION: gs — oe 
Indicated (kilometers/hour) Timed oS ee a ee 
Wheelbase 
Tread, Fand R 524%, 532 in 
Ind. front susp., coil and wishbone 
Ind. rear susp., coil and swing 
axles 
Shock absorbers telescopic 
FUEL CONSUMPTION: 19-29 mpg ———— a ot gee 
Turns lock to lock 
Turning diameter 


Brakes drums, 115 sq in 
ROT ND isos cc licescetateoend 5.90x13 


GENERAL: 


R HOUR 


Curb Weight 

Test Weight 

Weight distribution 

Fuel capacity 12.7 U.S. gallons 


MILES 


BORGWARD 
ISABELLA COMBI RATING FACTORS: 
' Power Output (SAE) 
0.73 bhp/cu in 
Test Weight/Power ....43.9 Ibs/hp 
Piston Speed @ 60 ....1910 ft/min 
Braking Area 79 sq in/ton 


H 
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and moving the lever towards you and up. 
While the test car’s operated smoothly and 
easily, we have heard of several Isabellas 
which required strong muscles and a wide 
vocabulary. Apparently they take some 
“running in” if not precise adjustment. A 
bonus on the Borgward is that first gear is 
synchronized, making it fully useable in 
traffic. 

With separately mounted engine, trans- 
mission and coil spring—wishbone suspen- 
sion at the front and independent swing 
axles with trailing arms and coil springs at 
the rear, the suspension layout of the Borg- 
ward is very similar to that used by Mercedes- 
Benz before the advent of the low pivot 
arrangement. In fact, many enthusiastic 
owners consider the Isabella to be a modest 
Mercedes, featuring solid German construc- 
tion but lacking the luxurious interiors and, 
to a certain extent, the high price tag. 

As always, the fully independent suspen- 
sion shines most brightly on the worst roads, 
Any exit off the Bremen-Hamburg Auto- 
bahn will take you onto some of the most 
terrible secondary roads in all of Europe. 
One stretch consisted of a highly crowned 
single lane paved with cobblestones; on 
either side there was a two-inch drop onto 
the dirt shoulder which was filled with 
gigantic potholes. Whenever you met an 
oncoming car you both had to put your 
right wheels onto the shoulder. At 65 mph, 
this could be disastrous in some cars. With 
the Borgward, there was a slight jolt and 
then, spewing up a magnificent cloud of 
dust and stones, the Isabella showed how a 
real motor car takes care of itself in difficult 
moments. We flew over unbelievably large 
potholes that would have sent lesser cars 
out of control. The rear end broke loose 
once, but with only the slightest correction 
the car stayed on course. There was no 
sudden pitching or yawing. Even more in- 
teresting, no spine-wracking jolts or shocks. 

Depending on the load in back, the car’s 
steering characteristics change from under- 
to over- quite gradually considering the 
infamous reputation of “high pivot” swing 
axles. In testing on smooth roads, we found 
that on a particular bend the Isabella 
tracked at 40, hung out its tail at 45 and at 
50 mph was sliding. It felt fine under all 
these conditions, but it should be pointed 
out that lower built sports cars do all these 
things about 5 mph faster. The reason for 
this change being so pleasantly gradual is 
that the rear end is rather lightly loaded. 
If you don’t feel happy about having the 
rear end slide out a bit, you back off the 
throttle a little and it tucks itself in again. 
You can still give it the “Porsche whip” in 
tight turns, bringing the tail around in line 
with the front for the getaway down the 
straight. 

When you release the safety catch for the 
hood, it jumps up quickly enough to hurt 
you with its very sharp edge. The pushrod 
operated overhead valves are adjusted 
through a panel in the cast aluminum 
rocker cover. Why not remove the whole 
cover? Because it incorporates the intake 
manifold and has the carburetor bolted on 
top. With a minimum of external mani- 
folding, the engine is very tidy looking. 
This neatness improves the access to such 
things as the dipstick (low on the right 
side), the oil filler (at the front of the rocker 
cover), the by-pass filter (at the rear) and 
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arrangement. 


the distributor (on the left side). 

The trunk space is fine. It is opened by a 
pull under the rear seat arm rest. The spare 
tire and tool kit are kept under a false floor. 
Although all the luggage must be removed 
before getting the spare out, the conve- 
nience of a flat floor for the suitcases far 
outweighs the rare nuisance of a total un- 
load. The bumpers are attractive but just 
plain optimistic for American traffic condi- 
tions and habits. 


Jesse Alexander, SCI’s European Editor, 
and his wife Pat, caring little about such 
dreary problems as parking by ear and 
wanting an even larger trunk to cope with 
their growing brood (four—all girls) bought 
an Isabella Combi, the station wagon of the 
line. Living highin the Alps, the Alexanders 
probably give this particular “Borgie” a 
tougher thrashing than any other customer 
would—or could. His report follows: 


We just put 4000 miles on a new Borg- 
ward Combi, and the first general impres- 
sion that should be passed on regards the 
ability of this automobile to keep up with 
everyday traffic. Bear in mind that the test 
was carried out in Europe, where there are 
far less highway restrictions than in the 
USA. We covered the distance between 
Bern and Paris, for instance, in a time not 
far distant from what we had done in a 
two-seater sports car of the same displace- 
ment. So, having disposed of this fallacy, 
let’s look further at the Isabella wagon. 

The Combi is powered by a de-tuned 


Side-opening door is economical feature on Combi. Back 
seat folds down for flat, wide (55 in) and long (62 in) floor. 


Four cylinder engine lies deep within body-frame side- 
panels, but access is good due to its clean and narrow 








version of the same 1.5 ohv four-cylinder 
engine as the TS. The 75-horse (DIN) en- 
gine is not available in the station wagon 
and Combi owners have to be satisfied with 
a 60-horse unit. With 400 pounds more 
avoirdupois, the Combi is crying for an 
Alexander or Raymond Mays conversion. 
But using the four forward gears and the 
four banger as a team gives surprising per- 
formance—a 60-65 mile per hour comfort- 
able cruising speed with fuel consumption 
hovering about the 25 to 28 mpg figure. 

The entire interior is done in washable 
fabrics, even the head liner. Experience 
with the family has proved the imitation 
leather upholstery and kick panels to be 
child-proof and dog-proof as could be. The 
rear passenger seat folds down into the floor 
and gives a loading area of just over five 
feet—not quite large enough to stretch out 
in full length, but still roomy enough to 
carry most of the paraphernalia that sta- 
tion wagons are destined to hold. The rear 
loading door is a one-piece, side-hinged 
unit that proves to be quite handy in actual 
use. However, a stack of lumber or an ex- 
tension ladder would have to go on the 
large roof rack that can be puchased from 
Borgward dealers. 

The hubcaps are frustratingly difficult to 
remove, requiring fifteen minutes each 
when trying to save the paint. We’d venture 
that the female members of the family 
would find it an impossible job to do. 

The key starter is adjacent to the manual 
choke, and in below-freezing starts, only a 
slight amount of choke plus half throttle is 











Separate front seats are flat, high and widely adjustable. 
Twist knob replaces pull lever for reclining back rests. 





needed to get an immediate start and a 
quiet 400 rpm idle. On the open road 
throttle response is surprisingly good and 
the engine is vibrationless even at high 
speed. Cruising is comfortable anywhere 
up to 65; over that, engine and wind noise 
becomes noticeable. 

We found the Combi very handy in cor- 
ners—you could throw it in hard, and rear 
end breakaway was preceded by slight rear 
end patter. The car felt safe at all times. 
A slight bit of gear and rear-end whine was 
noticed, though it was not excessive. Cor- 
nering and steer characteristics change a 
bit if you load up with the family, but all 
in all, we found the car to be amazingly 
handy and maneuverable in tight situa- 
tions, and with a surprisingly small turn- 
ing circle. 

In summing up the Borgward Combi, 
we'd recommend it to SCI readers who re- 
quire a useful family machine but don’t 
want to buy an ungainly, chrome-bedecked 
Detroit wagon. Though smaller, the Borg- 
ward has considerable space, perhaps all 
that a small family would ever need. It is 
perfect for running off to a race meeting, 
for the weekend or whatever. It’s well styled 
in a simple, conservative way. If you respect 
sound construction and good handling, 
want a four-speed gearbox in a nimble and 
compact all-purpose car with a load limit 
of over a ton, then we’d suggest the Combi. 
If you want to sacrifice some of that load- 
carrying ability for a 0-60 time of less than 
19 seconds and a top speed of over 90, then 
check into the Isabella TS. —jla 


Isabella trunk is good-sized but counter balanced lid opens 
too little, making it hard to load up. Tool kit is standard. 








PHOTOGRAPHY: THE MOTOR 
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em Alfred Théodor, a Paris newspaperman of the early thir- 
ties, was a gregarious type. Just give him fraternité and, as 
far as he was concerned, you could stick liberté and égalité 
up your dirndl. The entry Alfred filed for the 1931 Monte 
Carlo Rally testified to his bent for togetherness. Not so much 
a crew as a congregation, his codrivers numbered twenty, 
not counting the chef they’d chartered. Choosing one of the 
shorter and easier itineraries (there were 57 starting points 
to pick from back then, compared with nine today), M. 
Théodor and his friends motored serenely to Monaco in a 
25-posto bus. The rally regulations of the period, a honey- 
comb of loopholes lightly held together with verbiage, were 
not only unspecific about the kind of car you could use — it 
didn’t necessarily have to be a car at all; but nobody had 
realised this until hail-fellow Alfred established his historic 
precedent. 

Twenty-nine years ago the rally organisers “aimed at being 
interesting rather than exact”, as counselled by Voltaire. The 
sinister word “homologation” hadn’t yet infiltrated the In- 
ternational Sporting Club glossaries and an entrant could 
dash off the entire paperwork preliminaries in less time than 
it takes his 1960 successor to decide whether his equipment 
answers to the definition of a standard touring car or a modi- 
fied touring car or a special touring car or a standard Grand 
Touring car or a modified Grand Touring car. 

Nonetheless, there were limits to the leniency of the old- 
time rules. For instance, shipping a car and a crew to Monte 
Carlo by train, or even part of the way, was out, This un- 
written prohibition recalls the case of Jaques Bignan (Fiat) , 
who created a sensation in 1931 by being the first competitor 
in the rally’s history to reach the finish along the dreaded 
Athens route. True, he’d been five minutes late at an inter- 
mediate control, which ruled him out as far as any official 
award was concerned; but considering seven prospective 
Athens starters hadn’t even made it to Athens, with all the 
time in the world at their disposal, and the rest of this route’s 
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contingent (Bignan excepted) never saw which way Bignan 
went, the Frenchman’s moral victory seemed indisputable. 
Aside from any other obstacles, and there were plenty, the 
notorious Pharsala to Larissa quagmire should in theory 
have swallowed the heavy Fiat (it weighed 21% tons all up) 
beyond hope of exhumation by the ox teams customarily 
operating there in the rally season. Pre-1931, the record for 
a crossing of this ooze ocean, a distance of thirty miles, stood 
at five hours flat. 

With Bignan disposed of, Donald Healey, who'd brought an 
open bodied Invicta from the frozen wastes of Norway, won 
the 1931 event. But his fellow British contestants, true to a 
national tendency to make as much ado over a rival’s gal- 
lant failure as a compatriot’s gallant success, were weeping 
pro-Bignan tears into their here’s-to-Healey champagne. 
Almost before the last strains of God Save the King had died 
away they were pooling their spare pounds to buy a silver 
salver as a consolation prize for big Jaques .The final twist 
to the story, though, was this: by the time the memento was 
wrought, inscribed with the donors’ signatures and ready for 
presentation, reports that Bignan had railroaded himself, 
his crew and his Fiat part of the way from Athens were gain- 
ing circumstance and credence. Some of the tray fund sub- 
scribers believed it too. On balance, however, they decided 
it was still a rugged exploit, hitch or no hitch, and the 
presentation duly came off in an atmosphere of mutual 
cordiality. 

When at last the Athens route was decisively licked, in 
1932, a Frenchman and an Englishman shared the honors, 
overcoming incredible odds to average 25 mph net and reach 
Monte Carlo without loss of marks. Heroes of this historic 
breakthrough were André Boillot (Peugeot) and Rupert 
Riley (Riley); the latter, rather confusingly, was a Riley 
company executive but unrelated to “the family.” Following 
a spartan custom that was much in evidence in the rallies 
of the 20’s and 30’s, Rupert opted for a car with an open 

(Continued on page 80) 











The photograph on the left 
shows one of the entries in the 
1931 Monte. How does that line 
go... “It’s such a comfort to 
take a bus...” At the other end 
of the size scale was the Triumph 
of Donald Healey (right) which 
was later shortened further by a 
freight train. The Ford below was 
entered in 1936 by Cristea and 
Zamfirescue and represented the 
high power/weight school 

of thought. It won. 
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& Never let it be said that a sports car enthusiast is at a loss 
when it comes to snap decisions. Doing the right thing at ; 
the right moment not only applies when lead-footing it 
down a straightaway, but when building a car too. This was 
the case with Walt Martin a few weeks before the Cumber. 
land Nationals. Walt was anxiously awaiting a shipment of! 
fiberglass to cover his newly completed Crosley Special 
when he received a letter informing him that the fiberglass 
would not arrive for at least two weeks. This meant Cum. 
berland was out of the question, unless something else 
could be used to cover the skinless car. The novel idea of 
covering the car with paper was conceived, giving birth to 
the Papier Mache Special. But the story begins before this. 
The notion to build a contender for Class H Modified 
laurels originated with a group of high school students and 
their sports-car-minded teacher, Walt Martin. Starting with: 
plenty of enthusiasm and discarded bits and parts of varioug 
antiquated Crosleys, they constructed a car that was to come 
in second at the Giant’s Despair Hill Climb. The frame wa 
made from heavy one-inch pipe, giving the desired strength 
along with modest expense. To reduce weight, 44-inch holes, 
were drilled throughout the supporting frame members, 
The basic frame was not perforated for fear of weakening 
the structure. The result was a frame weight of 35 pounds, 
Based on a sound theory that independent suspension is) 
unnecessary and does not give the desired road holding’ 
qualities on smooth American race courses, Walt Martin 
vi incorporated a solid axle arrangement. A unique suspen 
sion system was designed, allowing a wheel travel of four 
; inches: two up and two down. By using quarter-elliptic: 
springs 18-inches long and an adjustable retaining arm,} 
the desired suspension characteristics were attained—flat-out 
cornering with an absolute minimum of lean. The disad- 
vantage to such a system is that roughness in the road is 
telegraphed back to the steering wheel, as was evident at 
Akron, where the airport runway converted to a race course 
, had gutters formed by continual plane landings. Once 
An caught in these grooves, (front wheels in one rut and the 
iB: back wheels in another) the paper special with its solid = 
front axle developed a tendency to drift sideways, the ir; 
regular road surface being felt at the wheel and making) 
steering difficult. 
The brakes were stock Crosley, with the drums being} 
drilled to reduce weight and aid cooling. A total of two} 
pounds was taken off each drum as a result of the drilling? 
Practically no brake fade was noticed in the gruelling pacé 
set at Cumberland. The perforated rims were of Austin 
heritage, taking 13 x 5.20 tires. j 
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The Future Craftsmen of America admire the product of their com- 
bined efforts. Left to right are Floyd Musselman, Mike Hainsey, Tom 
Wilson, Ray Dively, Sam Woodlan, Paul Decker, Marvin and Wayne 
Dively, John Helsel, Dave Oberle and Calvin Pearson. Walter Martin, 
industrial arts teacher and project coordinator, and driver of the car, 
sits at wheel. ‘ 
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A stock engine was salvaged from a 1951 Crosley Super- 
sport for the power compartment. Ported, the engine re- 
tained the original 10 to 1 compression ratio. A stock 1947 
Crosley cam was inserted and two Tillotson carburetors sat 
atop a fabricated manifold. Cylinders were bored thirty 
thousandths, giving a displacement of 740 cc. Lacking an 
indicator, rpm’s were estimated at above 8500. Final drive 
and transmission ratios remained stock, as did the 12\4- 
pound flywheel. 

For an exhaust pipe to fit the irregular contours of the 
car, 12 pieces of 6-inch tubing were welded together. A 


Below: Body construction of the original car incorporated wire mesh 
shaped over the frame, then covered with lamination of paper 
toweling. 


wheelbase of 78 inches was arrived at in an attempt to 
duplicate the near perfect proportions of the Mercedes- 
Benz. 

Following the decision to fabricate a papier mache body, 
hardware cloth, sometimes called chicken wire or %%-inch 
screening, was attached by means of solder over the light- 
ened body supports. The fine wire covering was easily 
shaped to the skeleton. With race day just around the cor- 
ner, a heavy grade, waterproof-type paper towel was selected 
as the best quality of paper to use. Six rolls of paper towels 

(Continued page 102) 








Above: Frame of FCA Mk Il indicates better streamlining of new car. 
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Revolutionary 
Engine 





From 





In brief, NSU has mastered the tempting 
but trying challenge presented by the so- 
called “rotor” engine, in which the stand- 
ard engine cycles are carried out contin- 
uously in a circular direction without the 
use of pistons or other reciprocating parts. 
Attempts to do this with vaned rotors or 
near-circular rotating parts have failed, 
mainly because of the problem of sealing 
the joints between the rotor and the sta- 
tionary surface. 

At NSU, this has been conquered by the 
use of very sophisticated shapes for rotor 
and stator and an involved path for rotor 
movement, as well as a deceptively simple 
way of sealing the sliding joint between 
them. As viewed from its side the rotor 
resembles an equilateral triangle with its 
sides bowed slightly outward, and an ec- 
centric in the output drive gives it the 
proper path in relation to the figure-eight- 
shaped stationary surface. The two mate 
at the apexes of the rotor where straight 
wipers, spring-backed like an oil-control- 
ling piston ring, effect an adequate seal. 
The rotor’s ends are pressed against the 
inner ends of the housing by the engine’s 
internal pressures. Mixture is supplied by 
a carburetor, and a single conventional 
spark plug—admittedly a cold one—is used. 

Thus far experiments in Germany have 
been carried out with a 250 cc (15 cubic 
inch) example of this design. It’s not much 
more than a foot in diameter and weighs 
about 35 pounds—a figure which NSU 
engineers predict could be cut to below 20 
pounds if light alloys were extensively 
used. At around 8000 rpm, a speed at which 
it turns with unnerving smoothness, it 
develops 43 horsepower. This, of course, 
approaches the unbelievable. It appears 
that structurally the engine can cope with 
speeds close to 20,000 rpm, and that de- 
velopment work is now being concentrated 
on broadening its effective rev range — 
especially at the bottom end. 

Though it is reliably reported that one 
engine has been running in a Prinz, NSU 
feels that actual automotive use is about 
five years away. In the meantime they 
might approve applications that require 
less speed variation, as in boats or indus- 
trial usage. The rights to the engine's 
principles are licensed in this country to 
the Curtiss-Wright Corporation, which is 
doing a great deal of independent develop- 
ment work on their own versions of the 
engine. Several European firms are natu- 
rally interested in the design. Prominent 
among them is VW, whose Dr. Nordhoff 
has a substantial personal interest in NSU. 





A Lady 
Finds Three 


Lovers 

from page 49 

bility miserable, the Corvair unbelievably 
faster and more stable than seemed pos- 
sible, its three passengers fascinated. 

At the end of the eight miles we con- 
sulted and agreed. The Alfa owners would 
not have gotten their Veloces through the 
section a bit faster 

Roger took over for the mountains from 
Bristol to Asheville and, with the better 
paved roads, got even deeper into the 
turns and around them with complete 
control. Later, heading east for Chatta- 
nooga, I reconfirmed our discoveries while 
crossing the Appalachians for the second 
time. We practically got out of the car 
and said we were sorry for all the precon- 
ceptions we had held about her. She was 
dubbed Clarissa the Compulsive Corvair 
on the spot. We patted her rear louvers 
and blasted off looking for more wet, 
twisting roads. We found them and we 
drove her just as hard as we could and 
all we could find was praise. 

What had happened? What had hap- 
pened was that three under-steer-con- 
scious sports car drivers—representative of 
most—had thought on dry roads that 
when the hop, skip and a jump routine 
started at the rear end in a corner, we 
were at the limit. In a sense, we were. We 
were in a low speed, oversteering cohdi- 
tion. The point is, we were way below the 
Corvair’s capabilities. At a faster rate (or 
in a faster corner), oversteer switches to 
understeer and you have several more 
tools at hand for raising performance. 
When the roads go wet, instead of hop- 
ping the Corvair’s rear wheels delicately 
inch sideways. Driver ambition remains 
because he scarcely realizes he’s adrift. 
It’s difficult to be sure the rear end is out, 
but it is, and the front end has gone light 
as a feather. With this understeer posture, 
the rear wheels bite on throttle and the 
car steers itself around under acceleration 
in a completely predictable manner. Once 
such cornering characteristics are learned, 
of course, it completely changes the corner 
approach technique as outlined above. 
Finally, in our experience, the 16 hours of 
wet driving made far faster Corvair driv- 
ers of all of us on dry roads. It finally 
stopped raining somewhere in Tennessee. 

Before you go out to twist a Corvair’s 
tail, we should insert one precautionary 
note. So far as we know, the car prepared 
for us by Doane Chevrolet Co. of Dundee, 
Illinois, was completely stock—with one 
possible exception. We had to use Fire- 
stone tires—but no one said what kind of 
Firestones. Dick Doane was offered and ac- 
cepted a set of “don’t ask me what they 
are, just put them on” Firestones for his 
three team cars. We suspect that these 
were the new all-butyl designs out for one 
of their first market sampling tests. At 
this writing, it’s impossible te find out for 
sure. But the tires were so good they were 
hard to believe. An indeterminate amount 
of our Corvair’s wet weather performance 
must be due to the fantastic grip of the 
tires. And try as we would—and we really 





72 /SPORTS CARS ILLUSTRATED/JANUARY 1960 


tried—it was literally impossible to make 
the tires squeal on dry pavement on turn 
or during panic stops. 

As to our modifications to the car, the 
may hold some interest both to prospe¢ 
tive Corvair owners and to prospecti 
endurance rallyists. We threw out 
15-26 factory tire pressure recommend 
tions and settled for 20-35. It transforme 
the car. Some of the boulevard ride is la 
You can feel the expansion cracks on th 
toll roads but the ride is certainly up 
all but the most matronly standards an 
the handling is distinctly improved. It 
an essential step to obtain the kind of per 
formance we did. We also used nitrogen 
instead of air in the tires to reduce the 
heat expansion effect on odometer read: 
ings. . 

Preparing for the rally, we assumed the 
full Monte Carlo treatment from pi 
shovels and chains on down. Even with 
two spares in the front trunk, we carried 
an enormous amount of routine am 
emergency gear comfortably. 


(Editor’s Note: Because of the ob 
viously heavy load carried on this car, itj 
handling as discussed will not be typical! 
of an unladen around-town Corvair. Thif 
experience does point up one of the major 
advantages of the rear-engined layout: 
When laden with luggage, up in the nose 
of the car, the vehicle tends much more 
toward real understeer—it becomes mo 


stable, instead of tending toward instabil- 


ity as does a tail-heavy front-engined car. 
Renault owners, who have a similar large 
luggage compartment placed well for- 
ward, will have noticed similar handling 
phenomena.) 

Fire extinguishers, thermos bottles, tis- 
sue, food, and spare bulbs and plugs were 
mounted, strapped and taped in various 
places to complete the motley picture. Al- 


. most the entire rear seat was left for 


stretch-out sleeping. We drove, slept and 
talked to the driver in.three-hour shifts. 
We estimated that Clarissa scaled bette1 
than 3000 pounds when “all up.” 

Installed equipment included a tachom- 
eter that is worthy of a footnote. Emi- 
nently suitable for sports cars and new on 
the market, it features a legible dial read- 
ing to 8000 rpm in 200 rpm hash marks. 
The small sending unit mounted neat 
the engine carries a four-way switch that 
gives a choice of inputs: magneto spark, 
battery spark, single or double point 
spark. It costs $38 from Auto Meter Prod- 
ucts in Elgin, Illinois. 

Additional mounted equipment  in- 
cluded a shortwave radio for receiving 
the 24-hour-a-day time signals from WWV 
and CHU and a double electrical odom- 
eter reading in hundredths of a mile. 


Which brings us to the rally itself, left 
to last deliberately and we sincerely hope 
it’s the last of its kind ever held. The 
five-day event pulled a disappointing total 
of 68 starters from eight starting points 
including one Canadian and one Mexican 
city and two each on the coasts and in the 
Middle West. It was conceived by the 
American Rally Club as the first truly 
continental rally for North America. It 
was an opportunity to give this country 
an F.I.A.—status rally that would draw 
international interest and support as well 




















DKW DOES IT! 


DKW...70 MILES PER HOUR 


ON THREE CYLINDERS! 


THINK OF THE GAS YOU SAVE 


Have you ever cruised at turnpike speeds hours on end on only 
three cylinders? It’s a breeze, a snap, a cinch in a DKW. To 
begin with, the DKW Aas only three cylinders. Any more would 
be a waste. Obviously it’s thrifty with fuel, but that’s the least 
of the story. 


ONLY SEVEN BASIC MOVING ENGINE PARTS! No valves, no 
camshafts, no complex timing gear (no timing gear at all). Only 
three pistons, three connecting rods and a crankshaft. There’s 
virtually nothing to tune, nothing to tinker with. It just runs 
and runs year after year with almost no parts to wear out or 
break down. In fact, the DKW engine is almost indestructible. 


WHAT MAKES IT TICK? No trick to the tick ... just sound engi- 
neering! This remarkable engine uses the two-stroke cycle 
system so that every stroke of the pistons does twice the work 
of a conventional four-stroke cycle engine. Lubrication is re- 
markable, too. You add oil to the gas. That’s all. There’s no oil 
to change, no filter to clean. In cold weather the DKW starts 
pronto. No oil can gum up the pistons. 


GOES WHERE OTHERS STICK... front wheel drive does the 
trick! True. The DK W engine powers the front wheels and pulls 
the car along. Result is better handling on wet roads, uncanny 
traction through snow, sand, ice, mud, where other cars spin 
their rear wheels or slither helplessly. Watch your neighbor’s 
eyes open as you nonchalantly park when he’s sanding his drive- 
way. And wait till you try the DKW on hilly, twisty roads. It 
hauls itself up mountains and scampers down with refreshing 


verve. This is motoring that’s not only different, but impressively 
sensible. Fun, too! 


EVER SEE A FLAT FLOOR... IN ACAR? DKW’s got it! Abso- 
lutely no drive shaft hump because there’s no drive shaft. Floors 
are flat as a table and very spacious. Interiors are genuinely 
comfortable and elegantly appointed. Instruments are complete 
and legible. 


DKW OWNERS CAN BE PROUD BECAUSE of the car’s great 
history. In 1936, ’37, ’38, ’39, Auto Union, manufacturer of the 
DKW, sent out one of the mightiest teams of race cars in the 
world. Some of their racing victories and records have to this 
day never been bettered. The engineering experience and great 
technical skill accrued through the years, form the basis for the 
very high quality of the DKW today. 


ENJOY A UNIQUE DEMONSTRATION! There’s so much more to 
be said about the DKW. Your dealer can do it best when you’re 


behind the wheel. See him now and learn why DKW is famous 
throughout Europe as Das Kleine W under. 

Auto Union cars. The line ranges from E223 
two-door coupes to station wagons and 

commercial vehicles. DKW’s and Auto Unions \ DKW | 


are distributed in the U.S.A. by 
Mercedes-Benz Sales, Inc. 


DKW cars are manufactured by Auto Union 
in West Germany, which also manufactures 











2 books 
to give and get 
for Christmas 










































neneniine 


99 o£ UL 


<a) 


% 





4 
LA 
ee 


a 
yp 





The Book of 
SPORTS CARS 


By CHarLteEs LAM MARKMANN 
and Mark SHERWIN. Introduc- 
tion by Briggs C. Cunningham. 
In one handsome, oversized vol- 
ume, the full, illustrated history 
of the past 60 years of dual-pur- 
pose motoring, presenting all the 
outstanding cars, drivers, design- 
ers and courses. 723 FASCINATING 
PHoToGRAPHS. $12.50 until Jan. 
1, 1960 ($15.00 thereafter) 


Adventure 
on Wheels 


The Autobiography of 
a Road Racing Champion 


By JoHN Fitcu with WILLIAM F. 
NoLaN. From Germany’s twist- 
ing Nurburgring to the gruelling 
twenty-four hours of Le Mans, 
you are behind the wheel with 
John Cooper Fitch, experiencing 
each danger-filled moment in a 
fabulous career of speed. Tour all 
the fabled racing circuits, meet 
the world’s great drivers in this 
first full-length autobiography of 
a champion U. S. road racing 
driver. 16 Paces oF THRILLING 
PHOTOGRAPHS. $4.50 





At all bookstores, or from 


G. P. PUTNAM’S SONS 
210 Madison Ave.,N.Y.16 








FREE { Saleilat-m Melcelti-m-y el-tethitet-helela 
6 =Tole} 4 


TORQUE WRENCHES 
of Life Time Accuracy 


Sold around the world by 
leading hand tool manufac- 
turers, mail order houses, 
chain stores, specialty houses. 
Inch-pound, foot-pound 

and metric models in wide 
range of different capacities. 

















Sturtevant Spring Tester 


With any torque wrench, quickly and 
accurately tests and matches sets of 
valve, clutch and other coil springs. 


Write Department ‘'S$'"' 


‘for Free Book and Catalog 
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A 1 Finds Three 






Lovers 


as giving American rallying an annual 
championship event of the highest order, 
greatest challenge, and broadest appeal. 

In the sense of an international event 
along these lines, it would be thought 
that such a rally should challenge four 
things: the car, the driver, the ability to 
follow the route, and the ability to keep 
on time. 

The first American International Rally 
missed the boat and in no small way. Ap- 
parently, the problem is one of basic con- 
cept of the appropriate nature of a rally. 
The conception of the 1959 AIR indicates 
that a rally is thought to be 99 per cent 
a challenge to the computation ability of 
the navigator. Every effort was made to 
make car stamina, driving ability, and 
the talent for following a difficult route 
of minor importance. Almost the only 
competitive challenge presented was to 
compute average speed changes, endlessly 
and insanely. Changes were called for at 
no change of route or road condition but 
simply for their own sake. There were 
more than 110 speed changes called for 
among less than 170 instructions. Average 
speed changes are a natural part of rally- 
ing and add a fascinating element—but 
this was madness. 

Change of route instructions were mo- 
ronically simple. We were led by the hand 
with road numbers and names carefully 
spelled out and direction signs actually 
reproduced so that there could be no con- 
fusion. 

The first three “driving days” of the 
event comprised a reliability run from 
the various starting points to a termina- 
tion at Santa Fe, N. M. Each driving day 
of roughly 19 hours required a single 
average speed of between 35 and 47 mph. 
This was hardly a severe endurance sched- 
ule as nearly all cars reached the end of 
each day’s run with several hours in hand. 
The final and only check point was pin- 
pointed in the instructions and there was 
plenty of time to attend to car and occu- 
pants before checking in within 30 sec- 
onds either way of the exact minute. 
Purely as a car reliability run the three 
days had some virtue, largely negated by 
it being so easy to average higher speeds 
than those called for within the time lim- 
its. Many of us arrived at Santa Fe, for 
instance, with seven hours in hand before 
check-in time. Sickness, gross carelessness 
or mechanical breakdown were the only 
reasons that a few cars incurred penalty 
points on the reliability run. It amounted 
to a 2300-mile run to the start of the rally 
in Santa Fe. 

In that city, an amazing 24-hour layover 
was provided after checking in before the 
start of the regularity run to Las Vegas. 
Of course, such a period eliminated any 
car or passenger endurance considerations 
from the event. Even more amazing, in 
mid-afternoon, several hours before the 
start of the first car, the entire route was 
handed out in map form with written 
route instructions covering every turn of 
the road to Las Vegas with one minor ex- 
ception. All challenge to map-reading 
ability and route-following was elimi- 


nated with this stroke. Those who kney 
the country also realized that on the roag 
specified there was little if any demang 
for good driving. 

Ana so the 1959 American Internationa] 
Rally transpired. The fact that we wer 
in automobiles engaging in an automo} 
tive sport seemed to have been complete) 
disregarded. We were carefully conducted 
south around Albuquerque and _ herded 
due west for more than 350 miles on trang § 
continental route 66 with absolutely noth. 
ing to do but change average speeds ané 
point the car for hour after hour afte 
hour. For a Midwesterner or an Easterner, f 
it would be difficult to conceive of any. 
thing farther removed from rallying a 
we understand the term. There followed 
nearly 60 miles of the same thing north 
to the Grand Canyon. 

The remainder of the 900-mile run to 
Las Vegas showed little distinction with 
the multiple average speed change char. 
acteristic always dominant. The road 
were often more interesting than the long 





opening haul west as we swung north 
through Zion National Park and finally 
south again. But, combined with the 
speeds called for at the time, they wer 
rarely challenging in the sense we expect 
competition rallying to be. The scenery, 
which was magnificent, was nearly the 
sole subject of consuming interest. 

The overall organization of the event, 
the clarity and thoroughness of the in- 
structions, the attention to detail, the 
check point organization—in fact, nearly 
the entire execution of the AIR—was first- 



















rate. What we question is the fundamen- 
tal conception of the affair. This was 
rather pointedly reflected by the fact that 
it was probably the only international 
rally in history to be won by a Rambler 
station wagon. High performance com- 
petition rally machinery was far down 
the result list. 

For Clarissa Corvair—or for any car- 
there were few road and speed combina- 
tions that were in any sense a test. When 
we could, we turned her on and _ were 
always pleased. Her true test had been 
in the Appalachians when we could 
choose our own roads and speeds—a sad 
commentary on America’s first interna: 
tional endurance rally. 

But sheer time in the car and increas: 
ing familiarity brought out many pleas- 
ing features in the Corvair—and, of course, 
several faults. We liked the electric wind- 


.Shield wipers and we liked the great front 


seat visibility. We had added a dog-leg 
gear shift lever extension over toward the 
driver which eliminated that horrible 





stretch for second gear. And we had | 


shifted the seat back an inch by drilling 
new holes to give additional travel. 

In Santa Fe, checking over the engine 
was a pleasure due to accessibility except 
for the middle spark plug on the left. 
They make a special tool for that one but 


dismantling the throttle linkage will work. 
All of us found the driving position ex- 
cellent and we vary considerably in size. 
A little more seat padding would help 
bony drivers on long trips. There is plenty 
of scope for better springing. The sus- 
pension system rarely bottoms, but the 
seat bottoms continually! 

A flip-down necker’s knob did wonders 
for parking and other tight maneuvering. 


(Continued on page 76) 





D. B. 


Sports 


Coupe 

_» from page 43 

Ratio spreads are reasonable, tapering off 
from 1.75 to 1.5 and then 1.3 as you pro- 
gress through the gears. First gear enabled 
rubber to be chirped with ease; if corner- 
ing, an abrupt engagement of the clutch 
would achieve the same in second or third 
too. Shifts either way between third and 
second always required concentration, not 
to avoid crunching anything, because they 
are synchronized, but just to make sure you 
selected the correct gear. 

The seats, upholstered in “nylon velvet” 
and rimmed with leatherette, were not to 
our taste in appearances but as so often 
happens, looks were deceiving. We have 
rarely experienced such comfortable seats 
for mixed touring and “pressing on.” The 
cloth center panels aid the dished cross- 
section in preventing body side-slip, while 
the support for our backs was just right. 

Instruments were commendably hooded 
to prevent glare, but the ridge in front of 
the passenger should be padded. Knobs at- 
tached to Bowden cables controlled the 
heater, defroster and choke, while a twist 
of the key (to the left) usually started the 
engine promptly. Lights are controlled by 
a lever on the right of the steering column. 
A U-shaped pattern ranged from off to 
parking to headlights and then back to tail 
lights only, the latter pertaining to some 
French customs we haven’t heard of yet. 
Turn indicators had a timed control 
mounted on the frame “tunnel”. A stalk 
from the left side of the wheel carried 
toggle switches for both windshield wipers 
(park automatically either left or right, 
whichever is nearest) and the non-existent 
fog-lights. Just forward of this stalk was a 
control for manual spark advance. This is 
a feature we thought we’d never see again, 
but alas, its sweeping 180 degree arc had 
no traceable effect on the engine at all. 
The hood release and the dash light rheo- 
stat were along the lower edge of the dash. 
The “horn” button was sheer decoration; 
instead you press in on the end-of the 
headlight knob. Gently, one horn; firmly, 
two, The French are really fascinating and 
so are their cars, which have personalities 
just like people. 

The steering wheel has a rather large 
rim thickness; this enables it to be grasped 


firmly with comfort. A ribbed surface and: 


“finger notches” to improve the grip are 
further indications that this is a driver's 
car, not a stylist’s. 

Front wheel drive, being rare on these 
shores since the demise of the Cord, has 
always had a fascination to enthusiasts. 
Long before it was understood that a 
“power oversteering” car did the same 
thing, the idea of using the driving wheels 
to hold yourself to the inside of the turn 
had a magical appeal. “Front wheel drive 
cars can corner better.” Well, it’s a nice 
theory but we see nothing magical about 
it. Quite the contrary, what bothers us is 
what to do when you're cornering on the 
limit and want to slow down? The answer, 
of course, is to use your brakes before you 


(Continued on page 80) 


WYNN OIL COMPANY, 


ANOTHER FIRST FOR 
WYNN’S FRICTION PROOFING! 


Wynn’s Friction Proofing for Sports and 
Import Cars was tested and approved by the Cali- 
fornia Sports Car Club—one of this country’s most 
active racing clubs. Their members drive most every 
make of imported and competition car including 
Porsches, MGs, Ferraris, Jaguars, Volkswagens, Tri- 
umphs, Maseratis, and Austin Healeys. And those 
members who tested the products were all in com- 
plete agreement: ‘‘Much more power and great over- 
all performance with Wynn’s Friction Proofing.” 

Formulated in Europe and specially com- 
pounded for the crankcase capacities of imported 
and compact cars, Wynn’s Friction Proofing for 
Sports and Import Cars should be added to the oil 
every 1,000 miles. 

Wynn’s Friction Proofing contains no poten- 
tially clogging solids, graphite, molybdenum, carbon 
tetrachloride, kerosene, or injurious ingredients. 


THE Fav, IS IN THE Bajrante/ 


Available at new car dealers, garage and service stations in every country of the free world. 


1151 West 5th Street, 
companies in: Toronto, Canada; St. Nicolas Waes, Belgium; Caracas, Venezuela. 


Azusa, 


IMPORT CARS 


California 


WYNN 
® x 


\ 
SAAMAALR \ 


Affiliated 
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Popping out one of the rubber plugs in 
the bottom of the front trunk eliminates 
the accumulation of water that appar- 
ently leaks in around the headlights. 

The brakes faded badly after two panic 
stops at the beginning of the run. By the 
end they had bedded down and five con- 
secutive panic stops faded them hardly 
at all. They pulled up evenly and power- 
fully and were up to all our demands. 

In one respect, at least, we found Cla- 
rissa tough. I managed to take her over 
an eight-inch town curb at 20 mph head- 
ing into a gasoline station in the middle 
of the night. There was an awesome sus- 
pension reaction but no bottoming and 
not a mark on the rim. Nothing ever rat- 
tled, shook loose or broke in the 3500 
miles we drove her before returning her 
for company use on the West Coast. The 
other two crews in our three-car Doane 
Chevrolet team had similar Corvair re- 
actions and similar stories to tell at the 
end. 

How did car #19 do on the ratly? 
Lousy. Those same wonderful tires meant 
gross tire expansion due to centrifugal ac- 
tion that could not be accurately enough 
applied to correct the odometer readings. 
Check point timing at eleven locations 
on the regularity run was to the second 
and we were repeatedly many seconds offi 
in our computed performance, piling up 
the penalty points. Those “tires full of 
wires” from France are the only answer 
to this rally problem. 

At the moment of writing, those of us 
aboard Corvairs on the AIR probably 
have more varied Corvair experience than 
any but a few GM test drivers. What 
would we like changed in a Corvair if 
we owned one? I think we would all agree 
on the need for stiffer shock absorbers. It 
oscillates far more than we would like. 
Adjustable Gabriels for the economy- 
minded or adjustable Konis for the fas- 
tidious would help a lot although the 
suburban family might not agree. 

Our crew didn’t mind the steering ratio 
after all. If they can drop it down to 314 
turns, as they say they might, fine. But 
we don’t think it’s essential even for the 
enthusiast and might actually make cor- 
nering more difficult. 

Of course, we would like some more 
steam and we would like another gear. 
The Corvair on hills, either eastern or 
western, is scratching and clawing (in a 
ladylike manner) to maintain 45 mph 
up a slope any sports car would murder. 
She is all wrung out in second gear at 
that speed and can’t find anywhere to go 
in third. On the straights, over seventy 
in third requires a gracious and patient 
driver attitude. You will finally see 90 but 
it is a long way back down the road to 
where you hit 70. 

As to what 3500 miles revealed to us 
about Corvair economy, the story is not 
so good. Something happened between 
the prototype testing, when they really 
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got 25 to 30 mpg, and the production ver- 
sions. In the hard Appalachian driving, 
we were down as low as 16.1 mpg and 
never over 20. Out west on the plains, we 
got as high as 21.9 mpg. For one thing, 
the excellent gasoline heater has a more- 
than-expected rate of consumption. In 
addition, Clarissa insisted on a diet of 
premium gasoline, running on and ping- 
ing if forced to eat regular. Our experi- 
ence was not unusual. 

Happily, all three problems—power, 
gearbox, and economy—are getting atten- 
tion. The economy angle will be straight- 
ened out by the time you read this as a 
result of intensive analysis of the car- 
buretion now underway in Detroit. And 
next spring we believe American roads 
will be graced by a GT Corvair calling 
on 40 per cent more horsepower through 
a four-speed box. 

But the important thing to us is Clarissa 
Corvair and her sisters today. These are 
four-door sedans produced in Detroit that 
can be taken off the showroom floor and 
driven for fun. We drove them farthest 
and hardest for the first time in public 
hands. The sports car drivers on the 
American International Rally found these 
stock Detroit sedans a delight and a chal- 
lenge to the heartiest devotee of the open 
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extraordinary. Stirling’s rear tires were 
worn but still had a safe amount of tread 
while Jack’s were particularly bad at all 
four wheels. 

Another driver causing considerable 
comment in Europe this past summer has 
been Dan Gurney, who by virtue of his 
speed, his obvious natural talent, and a 
very strong desire to be out in front made 
everyone sit up and take notice. He made 
the best of a bad car at Portugal, finishing 
third in the Formula I Ferrari, despite 
suffering terribly from the heat. Dan was 
fast at Avus — at Rheims — at Monza, while 
on the latter circuit he was beaten by Phil 
Hill. Gurney is a desirable piece of talent 
for 1960. If Ferrari lose him to the opposi- 
tion, the loss will be a hard one. 1959 will 
go down in history as Dan’s first really 
successful year at Formula racing. He is 
another of the younger generation, such 
as McLaren and Bristow, boys who will 
be the masters of tomorow. 

Phil Hill’s season has been a mixed 
one; cetainly not as good as he would have 
liked. Contributing to it were a definite 
lack of confidence in the car, and a no- 
ticeable lack of the “inspired” spirit that 
Phil has had in the past. His second place 
at Monza was a wonderful job and if the 
team manager had attempted to use either 
him or Gurney to wear down Moss, the 
outcome of the race might have been dif- 
ferent. As this is written, the word has 
just come through of Phil Hill’s success- 
ful drive with the MG record car at Bonne- 
ville, 255 mph, a new class record, and 
another honor for Phil. 

Off again and then on again, is the only 
way to describe the season of Tony Brooks. 


He won Rheims and Avus but at Zand. 
voort, Portugal and at Aintree, when he 
drove a Vanwall, either the car or he wa; 
not in a proper state of tune and good re. 
sults were just not forthcoming. 

Cliff Allison, “third string” Ferrar| 
driver in 1959 went like a bomb when he 
was given a proper car. At Berlin, Cliff 
astounded everyone by being fastest in 
training, fortunate enough as he was to 
receive one of the best cars. Cliff is a reg. 
ular, steady, and fast driver. His person. 
ality is uncomplicated and he loves t 
drive, but like all the Ferrari team driver; 
this year, he was discouraged by the or. 
ganizational chaos and bad preparation, 
Cliff is, we suspect, a “sleeper”, from whom 
we may all hear more next year. He had 
a good drive at Monza, finishing fifth 
behind Gurney. 

The Aston Martin Grand Prix effort 
never really got off the ground in 1959, 
simply because the cars suffered from a 
poor power-to-weight ratio. Salvadori and 
Shelby did their best but it just wasn't 
enough. We hope that David Brown will 
not be discouraged by the poor showing 
of his cars in 1959 for the thin field of 
Grand Prix competitors needs his support. 

Gazing into the future, we hear plans 
of the return of the Vanwall in 1960, 
Colotti has reportedly been retained by 
Tony Vandervell to do the designing of 
the new car. Tony has been seen at prac- 
tically every meeting this year as has his 
manager, David Yorke, reportedly scouting 
for talent. The one performance of the 
older Vanwall at Aintree was extremely 
disappointing; this was the car that Moss 
toyed with the idea of driving at Rheims, 
but it was plagued with brake as well as 
handling difficulties. 

Where will the top drivers go in 1960? 
It is still too early to tell but it is expected 
that several major team changes will take 
place. With Lance Reventlow on the verge 
of sending his Formula I Scarab to Europe, 
he may attempt to sign up either Gurney 
or Hill. Brabham recently drove the For- 
mula II Porsche and was delighted with 
it, and in particular with the brakes, which 
he felt were superior to those on the 
Cooper. However, it’s doubtful that 
Porsche will be able to lure Jack away 
from Surbiton. 

The history books will note the death 
of Jean Behra in 1959, killed in an accident 
that many felt could have been avoided on 


_the banking at Berlin. But Behra himself 


would not think of it in these terms if he 
were alive today. The Avus sports car 
“curtain raiser’ was another motor race, 
a challenge, and he was in a spot to show 
up the two works Porsche drivers, Bonnier 
and Trips. An outstanding tribute to Jean 
Behra was written by Denis Jenkinson in 
the September 1959 issue of “Motor Sport”; 
we quote it in part: “Jean Behra probably 
had more ‘guts’ than the majority of to- 
day’s drivers put together. He never knew 
the meaning of fear and in consequence 
he tended to drive over the limit more 
often than not, and throughout his ten 
years of motor racing had an enormous 
number of accidents. Any good driver's 
death is a loss to motor racing but in los- 
ing Jean Behra we have lost a rare per 
sonality of the present age of racing for 
he really had a passion for racing cars that 
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was a joy to have known.” 

Outstanding at Portugal and then at 
Monza was Stirling Moss: his 1000 Kilome- 
ter Niirburgring sports car drive was with- 
out a doubt the finest of the year, perhaps 
of his career. Stirling improves with age; 
his versatility, his uncanny ability to size 
up a situation and drive to it was never 
better exemplified than at Monza this year 
on the occasion of the Italian Grand Prix. 
He led the Ferraris to defeat—simply by 
holding back until all three of them went 
into the pits one after the other for fresh 
tires while Stirling motored on, saving his 
tires and engine to enable him to finish 
first. As soon as Stirling joined Rob Walk- 
er’s team for a permanent stay in mid- 
season his luck changed and it is not out 
of the question to consider Stirling as 1959 
World Champion; he must win Sebring 
however, and do fastest lap as well. 


Looking briefly at the 1959 sports car 
picture, the three major contenders for the 
title—Ferrari, Aston Martin and Porsche 
-were closely matched the entire season, 
although Porsche threw away the oppor- 
tunity of winning the 59 Manufacturer’s 
Championship by not fitting knock-off 
wheels to their RSK sports car at Good- 
wood. Aston Martin deserve their victory 
entirely. The fitting of built-in air jacks 
to the DBR1 at Goodwood was a real step 
in progress; one wonders why the idea 
has not been copied from Indianapolis be- 
fore this. Ferrari could have had the 
Championship in their pocket, if team 
organization had been what it should have 
been. There’s no place for misunderstood 
signals nor bad preparation in today’s rac- 
ing. Cooperation between driver and en- 
gineer, mutual respect, and a desire for the 
team to win rather than an individual 
driver are the elements that have been 
wanting all year. 

Aston Martin’s victory in the '59 sports 
car season was brought about by first class 
organization and top notch pit work by 
a team of excellent mechanics. It is doubt- 
ful if Aston Martin will continue to race 
sports in 1960. Not only would they like 
to spend time on Formula racing, but 
David Brown has just announced a com- 
petition version of the DB-4 GT coupe, 
powered by a 224 cubic inch 331 bhp en- 
gine. Gran Tourismo racing is on the 
ascendency in Europe, and the Gendebien- 
Bianchi victory in the 1959 Tour de France 
was the third consecutive victory for the 
versatile Belgian. In a typically European 
muddle, the disc brakes with which his 
Berlinetta Ferrari was factory-equipped 
were removed at the last minute fearing a 
breach of the regulations. Actually, the 
Tour regs state that such mods are legal 
in the GT Special class. But Gendebien had 
an easy time in the Tour this year. Lack 
of strong competition allowed him to stay 
just comfortably ahead of the second place 
man, Mairesse. We'd like nothing more 
than to see greater competition in Euro- 
pean GT racing, from Chevrolet for in- 
stance with their Corvette. The new Aston 
DB-4 will certainly challenge the Ferrari 
250 Europa’s long reign. 

Cooper-Climax, Aston Martin, Stirling 
Moss, Jack Brabham — these are the names 
of 1959, and for 1960? 

—ja 





Announcing 
FUEL 
GAUGES 


FOR THE 


BY MOTOMETER OF GERMANY 


ALL-ELECTRIC 


FUEL LEVEL GAUGE 
WITH WARNING LIGHT 


End annoying ‘out-of-gas’ incidents the auto- 
matic way! Here’s traditional MotoMeter de- 
pendability, plus—a “fill ‘er up’’ Warning Light. 

" Easy-to-read, precision-calibrated dil. Hand- 
some, heayily-chromed case. A complete kit, with 
step-by-step, easy installation instructions, 
Deluxe Mode! 1836/598, $19.95 





ALL-ELECTRIC 


FUEL LEVEL GAUGE 


Designed to the identical precision standards of 
the de luxe unit, but without reserve warning 
light. Calibrated dial, luminous pointer, soft, 
glare-free illumination for fast, accurate read- 
ings under all conditions! Complete kit, with 
step-by-step, easy installation instructions. 

Standard Model, 1836/40, $14.95 





@ These are precision instruments of the finest quality. 
Easy to install and absolutely reliable. 


Write Today for FREE CATALOG! 
Order From Your Dealer, or 


FISHER PRODUCTS ¢ 21-25 44th Drive « Long Island City Ltt. 
8836 National Boulevard « Culver City, Calif. 


77 








*PARTS-PARTS 


NOPE! 
NO OSTRICH EGGS! 
but the MOST in... 


Speed ... and Service! 


Complete inventory for all makes of 
imported cars. Your order handled 
same day placed. 

We are Beck Distributors 


IMMEDIATE 
Air-Rail-Bus 
delivery to all points 


DEALERS-OWNER 
Write-Wire-Phone 


4), HE 6-5994 
Line: 


Imported Parts, Inc. 
St. Petersburg - Clearwater 
International Airport 
ST. PETERSBURG. FLORIDA 
We'd like to serve you... 


Mais Oui? 
TOStMCH-EGGS 


*PARTS-PARTS 






































ROYZE, INC. 
DIRECT IMPORTERS 
Original and Replacement Equipment 
Wholesale - Retail 


VW Axle Boot — Split-type, American-long- 
lasting neoprene .................:cccsccsesesseeeeee $1.75 


Uni-syn Multiple 
Carburetor 
Synchronizer 

Uni-syn, an instru- 

ment for balancing 

multiple carburetors 
of any type, down 
draft or side draft. 
© Sturdy construc- 
tion °* Positive 

float readings ° 

© Fits all carbu- 

retor sizes °* En- 
thusiastically rec- © 
ommended by users 

* No adaptors 

needed 





No C.0.D.’s — Price ppd. $9.95 
Bosch Germany Automotive electrical equipment « 
Schier ignition contacts « Carburetor Gasket Kits 
Engine Gasket Kits ¢ Oil Filter Cartridges ¢ 
SWF windshield wiper equipment « 
Metric & Whitworth tools 
PLUS many ofher top brands 
Dealer Inquiries invited 
ROYZE, Inc., 1010 N. La Brea, Inglewood, Calif. 











AUTO TOP LIFT FOR ALL HARDTOPS 

Remove, store, install in 

seconds ...... ppd. $9.95 
2 FREE CATALOGS. 

#1 All Sportscars. 

#2 Corvette-T-Bird 


only. 
NAME CAR. 24 pages ea. 
James Auto Specialties 


Box 151M 
Pasadena, Calif. 
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This 
is a 


: Sports Car 
a from page 55 


front brake loading being linings 14-inch 
wider than the 214-inch ones used at the 
back. Otherwise the 1959 Buick mechan- 
ism (on '54 backing plates) and “soft” 
brake linings—for smooth pull-free oper- 
ation—are straightforward all around. 
Carne’s goal of smooth, straight braking 
is reached in full. Without excessive effort 
on the pendant pedal the Bocar deceler- 
ates impressively and keeps on doing it— 
or did, anyway, during the length of our 
trial. To be consistent a Buick master 
cylinder is also used, sharing (on produc- 
tion versions) a single fluid reservoir with 
the master cylinder for the hydraulically 
operated clutch. Alloy-rimmed Borrani 
wire wheels and knock-off hubs are fitted. 


POWER APLENTY 

SCI has always held that supercharging 
was the ideal route to adequate power for 
double-purpose sports cars, providing max- 
imum output without destroying low-end 
performance (SCI, July, 1958: The Blower 
Route). Not feeling harnessed by class 
dividing lines, Bob Carnes selected this 
approach and did it, characteristically, in 
the dramatic and all-out way. Several 
sports cars showed up at Bonneville this 
year with massive GMC blowers mounted 
dragster-fashion ahead of the engine—a 
technique with classic backing in the shape 
of the blower Bentleys and MG K3 Mag- 
nettes. But Carnes has inserted one of 
these highly romantic assemblies in the 
XP-6, giving it an almost overpowering 
mechanical sex appeal. If the sight of all 
that gleaming plumbing under the hood 
doesn’t do it, then massage the accelerator 
pedal and glory in the whirr of drive 
gearing and the Maseratish exhaust crackle 
that only a blower can provoke. If super- 
chargers haven’t caught on as a sales fea- 
ture, it’s only because they haven't been 
properly promoted. This one produces a 
compelling urge to drive and to buy. 

In this case, as throughout the Bocar, 
the installation has been made in an eco- 
nomical way that will facilitate later serv- 
ice of the engine. Extreme custom com- 
ponents have been eschewed wherever 
standard ones would work. The charger 
proper is a GMC 4-71 Roots unit, modi- 
fied along the customary lines by Chuck 
Potvin to allow safe operation up to 9000 
rpm. Potvin’s chain-type coupling was also 
fitted to provide a direct drive from the 
crank noise; peak boost was designed to 
be 14 psi at 4400 rpm. Carnes’ crew made 
up the piping for the installation on the 
prototype, but to simplify matters Potvin 
may be fabricating the whole assembly 
for future XP-6’s. No better choice of tal- 
ent could be made. 

The fine balance, selective assembly and 
general special care bestowed on the fuel- 
injected Corvette engines have made them 
ideal for Bocar use, and no less so for 
the blown version. Carnes simply inserts 
the blower and its piping between the 
metering air intake horn and the plenum 
chamber “doghouse” atop the engine. The 


metering cone is spaced out % inch to 
increase (nearly double) the unit's air 
capacity. Being placed low down at the 
left front of the engine, the metering unit 
is close by the drilled throttle pedal and 
is linked to it by a single rod. This direct 
link, plus the fine job of recalibration that 
Bob and Lee Marshall have done on the 
nozzles, gives a smooth, consistent throttle 
response that could not be bettered. It’s 
racing quality. 


PISTON CHANGE NEEDED 

Bob Carnes wanted to retain the Cor- 
vette pistons for service reasons, but the 
combination of heat and rpm_ loadings 
was too much for their ring lands. For- 
tunately he happened upon a sturdier 
forged piston that did the job while 
weighing about half an ounce less than 
the standard part! Shaped to supply. a 9y, 
to 1 comprsesion ratio in this engine, the 
pistons are made by Thompson Products 
and are termed “Powerforged”’. Bob equips 
them with Grant rings and installs them 
with .007 inch skirt-to-wall clearance. No 
other significant engine changes have been 
made. Carnes plans to try heavier main 
bearing caps and to advance the cam tim- 
ing five degrees experimentally, as part 
of the XP-6 development program. 

As can be seen on our cover, the water 
pump and generator have been neatly 
handled by Bocar at the front of the 
supercharger. The whole blower assembly 
weighs 111 pounds complete with the in- 
take horn, but since it includes some ac- 
cessories it actually adds only 71 pounds 
to the total weight of the engine. In very 
early trim, as I drove it, it added about 
that many horsepower too, the perform- 
ance being equateable to about 380 bhp 
at 6000 rpm. With development it should 
be possible to move over the 400 figure; 
the hoped-for output from this combina- 
tion is 440 bhp. 

Clutch and gearbox are standard Cor- 
vette units, the latter being changed only 
to the extent of a modified shift mechan- 
ism mount to move the lever forward and 
provide a “tighter” shift pattern. The ex- 
treme rearward mounting of the engine 
results in a ridiculously short drive shaft 
very little longer than the 14 inches the 
XP-6’s wheelbase has been stretched. 


WEIGHT, COST AND PERFORMANCE 

Without its engine the XP-6 weighs ap- 
proximately 1400 pounds, and with blown 
Chevy power it scales 2225 pounds with 
oil, water and five gallons of gas. Though 
he hasn’t yet set it definitely, Bob Carnes 
feels that the price will be from $1000 to 
$1500 above that of the $8700 XP-5, to 
include the added work on the engine 
and front suspension. Carnes has set a 
ceiling of $10,000 on Bocar prices, feeling 
that he'll defeat his own purpose if his 
cars exceed this figure, but does attempt 
to set figures which will be realistic in 
view of the great volume of expert hand 
work that goes into every Bocar. Finish 
is a fetish with Carnes. His personal XP-6 
was built mainly for racing use but is 
superbly trimmed in a manner that no 
touring sports car would be ashamed of. 

As was intended by the designer, we 
drove the XP-6 down to the Continental 
Divide Raceway from Denver and tried 
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it out on the track with no changes except 
slight adjustments of tire pressure. Around 
town the lack of a fan naturally hinders 
operations. You just shut the engine off 
at traffic lights, a practice familiar to 
owners of many less potent automobiles. 
This Bocar’s idle and general low-end 
tractability is if anything better than the 
Corvette from which the engine came. 
Once you're used to the controls it’s a 
cinch to drive anywhere. 

The surprise comes when the road is 
clear or a fine track like Continental is 
spread out ahead. This Bocar hurls itself 
forward with an effortless violence at any 
speed and in any gear. It just doesn’t care. 
When you step down hard it is On Its 
Way. The statistics of its acceleration are 
marred by the unavoidable amount of 
wheelspin that occurs from a standing 
start, but once traction is gained it is 
maintained well up the speed range. This 
lack of starting traction renders its e.t. 
in the quarter mile a bit long, but the 
XP-6 registers very fast speeds over the 
finish—from 110 to 115 mph. The figures 
shown here were, by the way, obtained in 
the mile-high Denver area where engine 
output is tangibly inferior to that at sea 
level. Taking this into account the XP-6 
seems to perform very much in the class 
of the Scarab sports cars it hopes to equal 
in competition. 

Combined with the superb throttle res- 
ponse, this immense excess of power makes 
the new Bocar a seeming cinch to handle. 
This writer has never so fully experienced 
the thrill of driving a car almost entirely 
by the throttle. A nudge of the wheel or 
a touch on the brakes is needed to set 
up a situation, after which the throttle is 
used to determine the cornering angle and 
speed. In a car like the XP-6 it is literally 
as easy aS writing it, and seems by far the 
most natural thing to do. What’s more, 
it seems to get through those corners 
neatly and fast. 


MORE BOCAR VARIANTS 

The XP-5 and XP-6 are definitely on 
the production list at the Bocar factory 
at 1240 Harlan Street in Denver. Bob is 
projecting an XP-7 which would combine 
the XP-5’s 90-inch wheelbase with the 
new solid-axle front end, and would be 
powered by a Chevy boosted by a 4-71 
charger atop the engine, belt-driven along 
conventional lines. Likely to be lighter in 
weight than the XP-6, this could be the 
most potent combination yet. 


Bocar Mfg. Co. is a significant project 
to SCI because it is actually producing 
cars in a businesslike manner. We feel it’s 
a healthy sign if specialized manufacture 
of this type can make headway in this 
country, and were impressed by the physi- 
cal facilities of Carnes’ plant. When I ar- 
rived, though, I was at first startled by 


_ Bob’s insistence that I drive the XP-6 at 


the first possible opportunity. After all, 
here was a very powerful car which one 
does not unleash on the spur of the 
moment. Then I drove it. Now I know 
why Bob Carnes has such candid confi- 
dence in his product. This new Bocar is 
one terrific automobile. 

—kel 


It started in April ‘59 at Pensacola. Since that time . . 
No. 83 with Paul Richards driving . 


and has 12 wins in National Championship events. 


. Car 
. has started 12 races 
In that 


time only the following equipment and parts needed replace- 


ment: 4 tires, 8 spark plugs, 1 set brake linings, 1 fan belt 


and 8 rocker adjusting screws (precautionary). 


The total 


retail cost for these replacements amounts to only $130.47. 


Wouldn't you like to go racing next season? Buy a Fiat 


Abarth and race ‘til your heart's content . . 


. inexpensively! 


ROOSEVELT 
AUTOMOBILE COMPANY, INC. 


Importers And Distributors Fiat-Abarth 
2825 V STREET, NORTHEAST 
WASHINGTON 18, D. C. 


ABARTH NOW ONLY $3195! 















GRILLE GUARD 


Strongest on the market 
bolts directly to the frame 


no holes to drill... 
heavy guage steel tubing 
triple chrome plated 
THE IDEAL BADGE BAR 
Installs in minutes 


guard a yow dealer. 


$192 


Get your 


Distinctive 
GAS PLATE. 


For that hole in the rug 
or to prevent it! 

Shoe slides more easily 
on the stainless steel. 


No more blackened 
shoe 







Bans foot fatigue MODELS TOFIT: TR3, MGA, Austin Healey. 


Mail orders : We pay the postage on above 
prices. NoC.O.D's. In Calif. 
add 4% sales tax. Thank you ! 






 \CCeddowy/ 

Nyinecring 1054 Duncan Place 

Manhattan Beach 12, Calif. 
Dealer's inquiries weleomed. 








FLOYD CLYMER 


AUTO BOOKS 


SOUPING THE VOLKSWAGEN 
Full details to increase power, speed, ac- 
celeration. All about hi. comp., heads, 
superchargers. Many charts, drawings. 
ppd. $3.00 


METROPOLITAN OWNER’S HANDBOOK 
Over 300 pages, charts, drawings, spec. 
Includes Clymer’s road test Chicago-Los 

Angeles including Pikes Peak Test. 
pp. $3.00 


BRITISH FORD OWNER’S HANDBOOK 
Full service data all British Fords—Prefect, 
Anglia, Consul, Zephyr. Actually two books 
in one ppd. $3.00 
SOUPING TWO-STROKE ENGINES 
Includes five articles from Clymer’s CYCLE 


MAGAZINE. Ali about tuning for more 
power and speed ...............eee ppd. $1.00 


SCOOTER BOOKS 
Lambretta, Vesta, Cezeta, each..ppd. $1.50 
HENRY’S FABULOUS MODEL A 
Covers A from A to Z including restoration. 
Finest book ever written on ee 
ppd. $4. 00 





MODEL “‘T’” FORD DATA—SERVICE ppd.'$3.00 


All details Model T 


VOLKSWAGEN OWNER’S HANDBOOK 
144 pages—service data—full detail care 
and servicing ppd 


RENAULT OWNER’S HANDBOOK 
Complete service data on Dauphine. 
ppd. $3 





FREE CATALOG 200 BOOKS 


FLOYD CLYMER, DEPT. SC-1 
1268 SO. ALVARADO ST. 


LOS ANGELES 6, CALIF. 
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B P ACCESSORIES 
just off the press! 


BAP ACCESSORIES 
illustrated CATALOG 


for imported cars 
limited copies available! 


Over 120 illustrations of new ac- 
cessories manufactured to our 
own specifications in Europe and 
the U.S.A. New luggage racks— 
full length pedal pads—MGA li- 
cense brackets—Morris grill 
guards, Mirrors, Racing Helmets 
and Belts, etc. Accessories for 
British, German, French, Italian 














cars—complete prices and 
BAP catalog (post paid) 


descriptions. 
DEALER INQUIRIES INVITED 9 5 ¢ 
money refunded first order 








I 
BRITISH AUTO PARTS Dep. sci | 
1310 Folsom St., San Francisco 


j Enclosed please find 25¢ for a copy of BAP | 
| Accessories Catalog 
SR EC i ee ee Oe RRS I 
SUN Se oe, 
I 
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Cuff Links 
$4.95 


Ever popular personal accessories, 
for most cors, in brilliant jeweler's 
glass enamels and chrome. 


ji eG] =F 
The largest stock of imported metric and whitworth tools in the East. 
Always immediate delivery. 





Badge Bars 


Individually designed badge bars 
‘or most makes ond models cars 
from vintage Rolls-Royce to VW. 
Plain models, $12.95 
Spotlomp-mounting, $18.95 


Stoneguards 


Headlamp $10.50/pair, in sizes 
from 6" Corvette to VW ovals. 
Spotlamp $7.95 each. 

Specify make and model. 


All prices postpaid. Send for free illustrated catalogue. 


WILC@ box 1128, Rochester 3N Y 

















MFG. CLOSE OUT SALE 
TONNEAU COVERS-—all colors 
Plastic Leather, Were $39.95—Sale $9.95 
CONV. TOPS—Were $79.50—Sale $24.95 
While they last—State 2nd color choice, yr. and car. 
25% with order. Balance C.O.D. or send check. We 
pay postage. 
RITE FIT AUTO COVERS 
2334 Ist Ave., N. Y. 35, N. Y. 
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» Sports Coupe 


, , * from page 43 
get to the corner. By the time the question 
comes up, it’s usually too late. 

The D.B. does have excellent brakes. 
Based on the Panhard’s, they have many 
pounds less car to stop, even though it goes 
much faster. Equally important from the 
safety angle and best of all from the en- 
joyment point of view is the delightfully 
precise steering. Light, quick, sensitive, all 
the desirable adjectives seem to suit it to 
a tee and the D.B. is great fun on sporty 
roads. 

With the comfortable seats helping, the 
suspension treats rough going with choppy 
disdain, surprisingly little fight coming 
back through the rack and pinion steering. 
The car is stable on the straight, but be- 
cause of its light weight and large size, 
gusty side winds would probably need some 
corrective actions. This is only a guess, as 
our test was run in calm weather through- 
out. 

When really trying hard, which is our 
favorite part of the test procedure, we 
found the D.B. would seem to lift the 
inside front wheel under power on sharp 
turns (40 mph). Not visibly, but enough 
that the tire concerned would start to spin. 
This cut the torque going to the other driv- 
ing wheel, the car would lose its thrust, 
washing out slightly from its path around 
the turn and dropping the inside front 
wheel down where it could get a firm grip 
on things. A shade more roll stiffness at 
the rear would seem in order, as the Pan- 
hards and D.B.s seen racing seem invari- 
ably to raise the hind wheels, usually a 
good six inches in the air. 


One of the nice features of racing a 
coupe is that you can travel to the races 
with all your gear right in the car. When- 
ever you want to leave the car, whether 
at a motel or restaurant or such, it is no 
trouble at all to just lock the doors and 
walk away from it. Small things in the back 
seat are also more accessible when under- 
way if they don’t have to be hidden from 
both the wind and prying eyes. The D.B.’s 
trunk should be cavernous, since the vee- 
shaped rear axle has nothing to do except 
bounce up and down, but by placing a 
shelf too high over the horizontal spare 
tire, valuable space is wasted. Making up 
for this, there is lots of room behind the 
seats. 

The D.B. coupe costs about $3200. With 
the desirable (and allowable) racing op- 
tions it is $3500 to $4000. To compare it on 
performance per dollar to others in its 
price class, the normal Giulietta, the Aus- 
tin-Healey 3000 or the MGA Twin Cam, is 
to judge it unkindly. Of the nine classes 
for Production Sports Car racing, actively 
contested, eight are dominated by a single 
make of sports car. The D.B. is one of this 
select group. If you’re looking for that 
long-forgotten dream car, the genuine 
dual-purpose sports car that is capable of 
winning its class without putting you in 
hock forever, then you should look into 
the D.B. Sports Coupe. —sfw 











| Monte 
Carlo 


Ree from page 69 

tourer body, in spite of temperatures in- 
volving risk of frostbite. Skidding, sliding, 
bucking, stalling, it took him and his co- 
driver twelve hours to travel the fifty 
miles from Verria to Salonika, Greece, 
Meanwhile, more than a thousand miles 
to the north-east, another member of 
Riley’s rally task force, Jack Hobbs, was 
driving single-handed for 48 hours 
straight, clear from Stavanger to Ham. 
burg. This one-man enduro, punctuated 
by two bad crashes, constituted an un- 
official record of rather short duration; 
later the same day a woman competitor | 
checked in at Monte Carlo after driving 
sixty-two hours without relief. It didn’t 
relieve her, either, to be told she'd ar- 
rived just seven minutes too late to rate 
a place on the finishers’ roll; dead on her 
tail from lack of sleep, she slumped into 
unconsciousness at the wheel where she'd 
stopped the car, plumb between the 
streetcar tracks on Monte Carlo’s busiest 
thoroughfare. 

Following Healey’s outright win in 1931, 
British cars and crews didn’t collect the 
main prize for more than twenty years, 
but Mrs. Vaughan’s Coupe des Dames 
victory in ’32 made up for that. The story 
of l’affaire Vaughan reads like an episode 
from macabre fiction, rather than factual 
happenings. 

Mrs. Morna Vaughan, a middle-aged 
London surgeon and new to rallying, 
started from Umea, Sweden, not far south 
of the Arctic Circle, codriving a 750 cc 
Triumph with a girl medical student, 
Charlotte Naish. For more than 2000 
miles, through Sweden, Denmark, north- 
ern Germany, Belgium, across France to 
within a hundred miles of the finish, 
these memsahibs coped with conditions 
and obstacles that were tough even by the 
standards of a bitter Continental January. 
They didn’t know it but they were all set 
to cop the coveted Coupe des Dames, the 
more experienced competition having 
taken a terrible beating on this and other 
routes. Something else they didn’t know 
was that a few kilometers ahead of them, 
near Salon in the Bouches du Rhone, a 
Danish rallyman, Dr. J. J. Sprenger van 
Eijk, had stopped at the roadside with 
his Graham-Paige down on its back rims. 

Two of van Eijk’s crewmen’ were 
working on their tire problem, in rear of 
the Paige and momentarily obscuring its 
tail lamps, when a big Rolls, also on 
rally plates, came up fast from behind. 
The Rolls driver braked, on sheet ice 
awash with rain, but without effect. 
What stopped the Rolls when it did 
stop was a buffer of human flesh and 
bones. The two Danes were pincered 
agonisingly between the RR’s_ front 
bumper and the Paige’s stern. 

Reaching the scene minutes later, the 
Vaughan-Naish team found themselves 
with duplicate casualties on their hands: 
double compound leg fractures both. 


(Continued on page 82) 















BAKER 


THE ONLY WINDOW 
FOR COMFORT 


and rear @ 
th to 
CoGuaranteed per 






















2 separate 


WITH ALL THESE ATTRACTIVE, | 
ABLE WINTER DRIVING: © 


iorate or rot 
een! fect fit 


WINDOW PRICES 


§ DOUBLE S 


MPROVED FEATURES 


ylic windows 








JAGUAR SK 140 










. $70.15 
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Excisit original Triumph hard top. 
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WHEN ORDERING, 
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ALFA ROMEO SPYDER 


Front—$27-95 
Rear—$30.45 
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TWO UNIT WINDOW.......... 91.75 
SLIP-IN MOUNTING 


a heavy 
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RIUMPH & SPRITE 
: REAR GUARDS 


Wrap-around design. 
No holes to drill. 





ZF sans (Std) 
Front—$24.95 
Rear—$22.95 



















LIDING WINDOWS 


DEALER INQUIRIES INVITED 


STRAIGHT THROUGH 
FREE FLOW— NO EXCESSIVE NOISE 


BAKERS MUFFLERS 
Made in England by SERVAIS for ALL IMPORTED CARS 


PREMIUM DESIGN ° PREMIUM QUALITY 
NO BETTER VALUE AT TWICE THE PRICE 


UNIQUE CONSTRUCTION! 


NO POWER LOSS! 


BRITISH 
PAT. NO 
447376 


Reinforced all welded steel exterior and 
heavy gauge honeycomb steel silencing 
core assure muffler life three times as 
long as baffle-plate design. Heavy fiber- 
glas packing creates pleasing low tone. 
No back pressure means more power, 
longer engine life, less vibration, lower 


floor heat. 








a 90 
PROOF ) 


3000 3500 
RP 





4500 


PROOF—that Bakers 
Muffler (A) gives 
greater power at all 
engine speeds, compared 
to usual baffle-plate 
design (B) 


PRICES OF MUFFLERS NOT MENTIONED ON REQUEST 





MUFFLER PRICES 
tax included 


Austin A-30, A-35 6.25 
A-40 9.25 
A-90 W’minster 13.95 

AH 4 cyl. 

1 in 1 out $11.75 

English Ford 
A100E series 12.50 
Mark |, Consul 12.50 
Mark | Zephyr 13.95 
Mk II Consul 18.50 

Hillman Minx 12.50 

MG TF & TD 11.75 

Magnette 12.50 

Mercedes 190SL Rear 
180, 190, 220, 

300 24.75 

Morris Minor 1000 9.25 
Sports 6.25 

Porsche (all) 29.95 


— TR2-3-3A 
ear 1l 
Front 
Jaguar XK150, 3, 4, 
Mk 7, XK120 24.75 
Jaguar XK120 sports 
—twin pipe 49.50 


FIAT CONVERSION 600 

Front pipe & muffler $16.95 
MGA & SPRITE 
DOUBLE OUTLET MUFFLER 


—) - $15.50 


Single outlet muffler $11.75 








RENAULT DAUPHINE & 4CV 


Its design keeps 
engine cleaner inside. 


Dauphine—2 outlet—$15.50 
1 outlet 13.95 
9.25 


VOLVO REPLACEMENT MUFFLER 
ELIMINATES THE RARARA NOISE 


, ae 


All models. Heavy duty, longer life. $12.50 
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ROOF RACKS 
36x36" Fits most 















Price includes 
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imports, Steel turnbuckles 
and suction cups. $34. 

Larger racks on request. 

8% Excise Tax 


porary installation 


included. 






RACKS AVAILABL 


Don’t drill holes in 


and security. Padde 


our paint job! 
with a Mermanent look 
d stainless steel straps 


E FOR MG TD & TF 


AUSTIN HEALEY & 
JAGUAR FLEX UNIT 


Omw»w)> 


4&6 Cyl. 

Double gauge, Flexible 
stainless steel. 2 clamps 
included. $9.95 ea. 
JAGUAR $6.95 


VOLKSWAGEN (SS. 
_ MUFFLER 


Increases power, improves performance. 








AUSTIN HEALEY FRONT 


HEADER PIPE 
4 Cyl. 
Extra heavy steel. 


Stainless flexible 
section. $16.95 


Replaces all 1949-on. 2 outlets. $22.50 

TRUMPH TR2-3-3A SPORTS 

CONVERSION eb 
a 


Bakers Muffler plus polished aluminum tail 
pipe. Mellow bellow tone. $19.95 





AUSTIN HEALEY KITS 








6 Cyl. Kit—Servais muffler, two exhaust 
pipes, special hangers, 4 clamps, $29.95 
4 Cyl. Kit—Servais muffler, two exnaust 





pipes, special hangers, 3 clamps. $29.95 








ALL MUFFLER PRICES INCLUDE 8% FED. EXCISE TAX 
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YOUR GUAR 
THE FINEST 


“THE BAKERS CREST: 


FOR YOUR CAR! 


ANTEE OF THE 
PRODUCTS 
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MAILING AD 
CABLE BWAP, FRANKLI 






WE DELIVER FREE TO Al 


CANADIAN BUY 


Ss WORLDWI! 
DRESS: P.0. BOX 57, Dept. 
N SQUARE, oo 


ICE 
ALL PRICES SUBJECT TO CHANGE WITHOUT NOT 





AT U.S. BORDER. 


U.S.A. 


IVERIES 
RPORT FOR RUSH DEL 
PROMPT SHIPMENTS ANYWHERE 


ERS: FOR YOUR © 
WRITE FOR DETAILS. 


DE AUTO 
FRANKLIN SQUARE, L.I., 
INSTALLATION DEPT: 1069 Hempstea 


PLEASE SPECIFY MAKE, 


ONVENIENCE, PICK UP PURCHASES 








PARTS, INC. 


N.Y. @ HUnter 8-2244 
d Tpke: (Open 6 days) 


OF CAR WHEN ORDERING 
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KARRY ALL 


REMOVABLE 


SKI RACK 5 
$1995 *°4 


Specially designed for sports cars . . . holds 
two pairs of skis upright. Expertly engineered 
for minimum wind resistance and maximum 
safety. Sturdy steel construction, shake free 
mounting. With patented “crank and lock” 
system, attaches in seconds. No holes to drill, 
cannot mar car. Rack and skis lock in place. 
Conversion accessory to change Karry All Ski 
Rack into combination ski and luggage rack 
or luggage rack only 


Immediate shipment. Postage paid when 
payment accompanies order. Enclose 25% 
deposit for C.O.D. Specify make of car. 


THE BUCKET SEAT jo,CHARLES ST. 








NEW! Attention MGA & SPRITE OWNERS 


PANOB'S 
DRAFTLESS- 
VENT 
WINDOWS 
GIVE YEAR- 
ROUND 
COMFORT! 
Adjusts & Locks—any position © Makes sliding windows obsolete 
© Perfect NO-DRAFT ventilation control 
© Mounting brackets adjust for variation in cars 
Available in pairs or single windows 
MGA .. . $45.00 pair $25.00 each 
SPRITE . . $40.00 pair $23.00 each 
F.0.B. Port Chester, N.Y. 
Satisfaction guaranteed or money back. 
PANOB CORP., 49 Beech St., Port Chester, N. Y. 














EUROPEAN BADGES 


Tax Incl. 
Belgium England, RAC, BARC 
France Germany 
Switzerland Austria 
Denmark Holland 
Turkey Italy 


Finest European craftsmanship in beautifully enam- 
elled colors. All badges imported. $3.80 ea. or 3 for 
$10.50. Send your check or money order to 
SAFARIK IMPORTING CO. P. 0. BOX 764 
SOUTH SAN FRANCISCO, CALIFORNIA 
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N GLASSES 


IMPORTED FROM ITALY Case included 


Once ine blue moon, can you get only 9.95 
a dea e this — ese glasses 

have that real heavy bold look — e9- 25.00 value 
black frames with the finest quality ground glass — at 
$9.95 (less than 14 price) a pair, this is a real buy — 
your money back if you’re not completely satisfied. 
$9.95 includes case, taxes and postage — send cash, 
check or M.O., (no C.0.D’s please) to Dept. 8.C.1.-7. 


CHICK LESON’S AUTOSPORTS, LTD. 
4051 BROADWAY, OAKLAND, CALIFORNIA 
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Four or five frontiers back, Mrs. Vaughan 
now recalled, an overzealous customs offi- 
cial had confiscated the morphine out of 
her first-aid kit. So, she had to work 
without anaesthetics. In a continuous 
downpour of rain, with her patients 
stretched out in a shallow ditch, she set 
their smashed bones, refusing to quit 
until she’d supervised their despatch to 
hospital in an ambulance that showed 
up just as the last operation was com- 
pleted. 

One of the Danes — he’d suffered other 
injuries as well — died within hours. 
Vaughan, though in the last stages of 
éxhaustion, drove through the night at 
hair-raising speed over the last lap to 
Monte. She was late but not as late as 
the next-up Coupe candidate, so the pot 
was hers. This was the first womens’ win 
by a British car and crew in five years, 
and wouldn’t be repeated for almost a 
quarter of a century. 

Between the wars a high percentage of 
Monte drivers and crews, particularly 
British ones, were pure greenhorns, un- 
derequipped both temperamentally and 
physically for this midwinter hell on 
wheels. Proverbially, “he scoffs at scars 
who never felt a wound”, so the inex- 
perienced element just naturally tended 
to gravitate to the remotest and most be- 
nighted starting points. But sometimes 
the shock treatment of the first few hun- 
dred miles was enough for them. Until 
or unless it became monotonous, the sight 
of capsized rally cars in roadside ditches 
and ravines, maybe a dozen in an hour's 
drive, could be pretty unnerving. On the 
killing Umea route in 1932 it unnerved 
one novice crewman so badly he was only 
restrained from skipping at the first 
checkpoint by his skipper’s reminder that 
he, the skipper, was the custodian of the 
party's passports, and if the would-be 
quitter wanted his passport he could try 
taking it by force. 

In the geographical nature of things, 
American contestants were understand- 
ably a rarity in the rally, although Joel 
Thorne, well known as the father of ex- 
pensive Indianapolis projects, was an 
Athens starter in 1935. Having traveled 
about 4000 miles to get in the act, and 
also having shipped his V8 Ford from 
home, Thorne and associates plowed 
rather less than one hundred miles along 
the Athens-Monte axis before being 
forced to call it a day. They didn't have 
to hang their heads, though, because no- 
body from Athens got any further than 
that. 

American cars, on the other hand, with 
their high road clearance, beefy build and 
lightly stressed engines, were always a po- 
tent factor in the interwar rallies, right 
from the time when van Eijk won out- 
right in '29 with his Graham-Paige. But 
maybe it would be truer to say his Gra- 
ham-Paiges; after a crash that practically 
decimated the car he'd started out in, the 


rangy Dane paid a call on a conveniently 
located G-P dealer and cannibalized a car 
out of the showroom for wholesale re- 
placements. He owed himself a new rig 
anyway , the original having already done 
170,000 miles before taking off from Stock- 
holm. This 1929 rally was possibly all- 
time’s severest, and only 24 out of 93 run- 
ners made it to Monte Carlo on schedule. 
At a time when the rally was usually 
won and lost in a sort of circus test at 
the finish — the dramatic yet ridiculous 
epreuve de maniabilite, lasting little over 
a minute unless you hung about — en- 
trants were stuck with an annually recur- 
ring problem: on the one hand, chances 
of survival on the road were obviously in 
direct proportion to the robustness of 
one’s equipment and the weather protec- 
tion it afforded; on the other hand, and 
in conflict with requirement one, success 
in the brief but vital autobatics at jour- 
ney’s end depended mostly on ultra-high 
power/weight ratios. On balance, the 
truly dedicated rallyist tended to settle 
for a practically unfurnished machine 
powered by a big hopped-up engine, 
leaving it to the crew, in the absence of 
a hard top and anything as effete as side 
windows, to derive the necessary warmth 
from the fire in their own bellies. 
Epitomising this genre were the feather- 
weight V8 Fords operated by the ad- 
vanced Rumanian school headed by Col. 
Berlescu and the 1936 winners, P. G. 
(Wizard in a Blizzard) Cristea and Zam- 
firescue. Slightly less stark but just as in- 
genious mechanically was the V8 of roly- 
poly Bud Bakker Schut, from Holland. 
Bud’s favorite aid to maniabilite, which 
several other Ford drivers copied, was a 
steel hawser connecting the steering drop 
arm with the back brake levers; turn the 
tiller one way and it merely steered, turn 
it the other way and it simultaneously 
locked the back wheels, enabling the car 
to spin right around in its own length at 
speed and leaving Schut’s right hand free 
to engage reverse before he’d stopped 
traveling forward. Thus the techniques 
fostered by the famous — or infamous — 
wigglewoggle test. Bakker Schut won in 
1938, though by this time he'd “gone 
straight”, anyway in one sense, and 
switched to a fairly normal sedan lack- 
ing outlandish steering-to-brake hookups. 
Both the Berlescu and Cristea Fords 


carried gossamer-light roadster bodies, the 


latter’s consisting of doped balloon fabric 
stfetched over a cobweb of alloy tubes; 
there was also some cardboard in its con- 
struction. In snow on the road sections, 
Berlescu experimented with an elemen- 
tary form of caterpillar traction, consist- 
ing of two spare wheels mounted just 
ahead of the driving wheels and acting as 
locators for wide tracks; at anything 
above about 20 mph the tracks broke up 
under centrifugal force, so the idea was 
dropped. 

The design for the wigglewoggle test 
being published, complete with dimen- 
sions, months in advance of the rally, se- 
rious contenders went into training for it 
in a big way. Cristea, in 1936, performed 
his practice woggles back home in Buch- 
arest no less than 200 times. This, it 
seems, may have been a few times too 
many,. for when he came to do the caper 
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in public, with the International Sport- 
ing Club's clocks on him, he forgot an 
essential part of the manoeuver and just 
left it out. Fortunately for him, each 
driver was allowed two turns, and the 
second time he forgot nothing. 

In formula libre days of yore, the rally- 
men of a dozen nations vied in putting 
wild, wilder, wildest interpretations on 
that word libre. In 1930, the year that 
Tallin, in Estonia, was first scheduled as 
a starting point, Rudolf Caracciola had 
his Mercedes fitted with enormous truck 
wheels (duplicated at the back inciden- 
tally), giving the car a ground clearance 
like a giraffe; while rivals on the same 
route battled with frozen ruts a foot deep 
that buckled their wheels and _ twisted 
their axles when they tried getting out 
of one pair of grooves into another, Rudi 
just ignored the dimly defined roads and 
took to — sometimes ranging far beyond 
— the virgin shoulders. He got along 
practically unhindered, and three times 
as fast as the rest. Prior to 1930, no 
wheeled traffic had attempted the Tallin- 
Riga stretch in 180 years, and now the 
Tallin contingent saw why. 

In 1932, a French crew from Umea 
dispensed with pneus altogether, using 
pnails instead, with their heads welded 
to the wheel rims and the sharp ends pro- 
jecting radially to bite deep into ice 
and frozen snow. This was the year that 
Donald Healey, keen to repeat his win of 
the previous January, underwent a volun- 
tary ordeal by undergearing — 2300 miles 
of it — by fitting his 414-liter Invicta with 
such small wheels the chassis side rails 












grounded if the tires were deflated. Flex- 
ibility was known to be the decisive fac- 
tor in the final test, so Donald was buying 
himself great gobs of flexibility at a cost 
of a maximum speed reduced to under 
40 mph. Unfortunately for Healey, Va- 
selle, the Hotchkiss star, approached the 
same problem a more effective way; wiser 
.o what he could get away with, he ran 
on a normal axle ratio all the way from 
Umea to Paris, then visited the Hotchkiss 
factory there and had the gearing low- MG A 
ered a big piece before proceeding to 


BARKER MOTORS 


2291 Fairfield Avenue Bridgeport, Conn. 


























SPREETE Sates mete | MOP sanemmnass an 

mission tunnel and all im- | #*nuine factory issues as 

portant floor pieces : used by our own Service 
MG TD Sees $10.95 each 
MG A, Morris, Sprite, 
Austin Healey 6, MG 
TD-TF, Borgward 





TR 2-3 ... ~ 29.85 
Jag XK 120, 140.. 38.50 
Specify red or black 

SKI RACKS by Amco $26.95 





Monte. That fixed it. Vaselle won, beat- Jaguar 
ing the Invicta man by a sliver in the sal sie 
eliminator. 

A dodge in the Vaselle spirit but a dif- Alta 


ferent application was instrumental in 
winning the small car class for Triumph 
driver Jack Ridley in 1935. On the long 
road haul, where reliability came first 
and performance second, he ran with the 
rotors at rest in his bolt-on blower. On 
arrival at Monte he slipped the belt on 
the supercharger pulley and, like Jack 
Horner pulling plums out of a pie, ex- 
tracted 25 percent more power from his 
1200 cc. When Healey ran a Triumph in 
the rally, on the other hand, he had the 
blowers blowing nonstop; this was the 
controversial Dolomite model, a_ twin- 
cam straight eight with dual super- 
chargers that appeared to be a carbon 





Austin Healey 


perso \ - —enammes chrome plated, holds two complete 
sets of skis. 

RUBBER MATS: Protect your amass. A necessity 
for the winter months. Contour fitted beaded edge in 
black. MG A or Aust. Healey 6 A x ecabaiieebaita $9.95 pair 


SCUFF PLATES: Ribbed heavy duty aluminum will not 
Fust or tarnish. 





copy of the contemporary Alfa Romeo Bone PLATES sha oe tea ake oa big 7 ie 

(The Italian firm subscribed to this Healey eo sascesenecee’ $7. oS ”. $7.95 pr.; Sprite $3.95 pr. 
‘ GAS PEDAL PLATES for 

theory too). Donald, as related in an ear- side of transmission tun- | CHROME DOOR. PULL 

lier SCI story (The Sixty Fast Years, Aug- Healey 6... pr$3.95 ea. $4.95 pr. hes ts 

ust 1957 issue) came very near to death 20% with order, balance COD or send full amount 


and we’ll pay postage. All items satisfaction guaran- 
teed or full refund. 
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DEALERS—JOBBERS REG. TRADE PRICES 


POLK’S “cart HOBBIE 


314 FIFTH AVE., Dept. SCi-160, N. Y. C. 





REALISTIC ACCESSORIES 
MAKE YOUR ROADWAY COME “ALIVE” 


NUMBER BOARDS 20¢ ea. 
RACING PIT 


$395 









No. ae 
2. 2-Granxagw $37 
No. 3-732" 3 
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& HUT $595 STAND 
& PIT 
CHICANE $550 oe 


SET $675 





EXTRA RACE CARS 


MASERATI, FERRARI, AUSTIN HEALY $6.50 ea. 
STRAW BALES 20¢ each 
OIL DRUMS 

























NEED FOREIGN PARTS... ? 


Replacement parts for over 


40 makes carried in stock. 


Only parts house in the 


Southwest devoted exclu- 


sively to foreign parts. 


OVERNIGHT DELIVERY 
TO ANYWHERE 


SOUTHWEST 


IMPORTED AUTO PARTS 


1810 Texas Ave. 


Houston 3, Texas 


CApitol 7-4264 
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REUPHOLSTER with a BRUSH! 


gay 
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Restores — Colors 

Protects Leother 
Leotherette or 
Viny! Piastic 


(not a paint) impregnates 
leather or Vinyl! plastic up- 
holstery. Won't chip or 
peel. Fadeproof—waterproof. 
Write for free information, 
color chart, and dealer loca- 
tion. 


RAMCOTE, 1141 W. 6S St. 
Chicago 21, tll. Dept. Sc 1. 





Renew dull, faded, 
leather or Vinyl plastic up- 
holstery. Car, plane or boat 
seats, headliners, 


worn 


side- 


panels will look new in any) 


color. Redesign, 
new interiors. 
change color too! 
applied brush or 
RamCote 


customize 


Easily 
spray 





You can 


Flexible Finishes) 
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Box 1213 


Sensational New Concept in 
Sports Car Shift Knobs 


For Jaguar XK-120, 140, 150, 2.4 & 
3.4, Triumph TR-2 & 3, MG-TC, TD, TF 
Sprite, $2.65. Specify make 
and model. Send for catalogue of many 
unusual items. 


KAL KRAFT PRODUCTS 


Studio City, Calif. 











Fiat, 
Volvo. 


Borgward, 
Jaguar, Alfa, 





Box 2514 


EMBROIDERED JACKET EMBLEMS 
Super Quality, Durable & Washable 
Renault. 
Thunderbird, Rolls 
Morgan. Maserati. Simea, Buggatti, MG. 
Peugeot, 
A-H, 

The Very Best 3 inch emblem 
Free Catalog — Accessories — Novelties — Equipment 


M. G. & C. COMPANY 


Cheektowaga 25, 


Ferrari, Abarath, 


Royce, VW, 


Ace, 


Porsche, 
Corvette. 


Mercedes, 
Triumph 
$1.00 ppd. 


NN. ¥. 
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when a freight train cut 
it in half at the firewall on a Norwegian 
crossing. The Triumph was a total write- 
off but the sole damage to the crew was 
the loss of one tooth by Donald's navi- 
gator. 

The human mortality 
suprisingly light, considering the largely 
amateur cast of the drama and the im- 
maturity (as it seems in retrospect) of 
car design in the 20's and 30's. H. B. 
Christensen, a well-known Danish rally- 
man, met his death on the Umea run in 
1932 when executing an impromptu 
epreuve de maniabilité to dodge a day- 


rate was always 


ae 
dreaming sledge driver. One of Sprenger 
van Ejijk’s crewmen, as recalled earlier, 
the same | Gordon 
Holmes, hazed from lack of sleep, momen- 
tarily reverted to his native English keep- 
left rule of the road in °36 and met a 
French truck vis-a-vis, with fatal results. 
But in general, through some serial and 
seemingly miraculous dispensation of prov- 
idence, the Reaper’s scythework scored 
near misses rather than kills. 

Typical of such feeler-gauge escapes was 
Ford driver John Whalley’s 1936 mishap. 
somewhere in Sweden as far as I remem- 
ber. He drove at seventy through both 
gates of a closed railroad crossing in the 
dark; the crew volplaned one way, the 
V8's chassis stayed on its wheels in the 
road, the body flipped over an adjacent 
hedge. Nobody was hurt. 

Humphrey Symons, the prototype 
Grande Vitesse of the London Motor and 
a consistent rally competitor, had an extra- 
ordinary deliverance at an Austrian rail- 
road crossing one year. It was pitch dark, 
the intersection was unlit, the road was ice 
coated. Ready for snow in the mountains 
ahead, Symons was carrying six-foot skis 
for attachment to the front wheels of his 
Essex sedan—a common item of rally 
dertaille at this period. For convenient 
transportation the skis had been lashed 
vertically to the runningboards, one each 
side of the car, just ahead of the wind- 
screen. The railroad crossing barrier was 
the kind consisting of a wooden pole, about 
six inches in diameter, that swings up to 
let road trafic through, down to stop it. 
It started to come down when Humphrey 
was seventy yards away. He braked, use- 
lessly, and it began to swing up again. So 
he changed his mind, accelerated. Simul- 
taneously the superleggera-brained boom 
operator changed his mind too and put his 
toy into reverse. Descending with awful 
force, it struck the curved toes of the skis 
and was deflected a few fateful inches 
from its designed arc. Smashing down on 
the steel turret of the car, it locally low- 
ered the headroom by nine inches and 
brought the rig to a standstill faster than 
any brakes ever dreamed of in Hudson- 
Essex philosophy. Before the bemused 
Britons could stagger out, a freight train 
gallumphed through under a full head of 
steam. It missed the trunk by less than 
three feet. If it hadn't been for the skis the 
pole would have fallen astride the hood 


died in year’s event. 


son- 


and halted the car right on the tracks. 

The 1931 event was decided on a brake 
test—this was pre-wigglewoggle—and it was 
characteristic of Donald Healey, rallyman 
emeritus of his generation, that he won 
the test, and with it the whole rally, on 
three-quarters of a braking system. A few 
hours out from Stavanger, Norway, his 
Starting point, he'd rammed a telegraph 
pole in his open 414-liter Invicta, lopping 
it (the pole) clean off at around knee 
height. The shunt reshaped his chassis to 
a rhomboid and put one front brake ir- 
reparably out of action. Mileage still to 
cover, nearly all of it over ice and snow, 
was 1700. Then, by way of an anguis in 
ulcere, a waltzing Delage hit Healey in the 
tail in the wilds of Scandinavia, smashing 
his gas tank. This happened, by a remark- 
able piece of luck, within scouting range 
of a rural tinbasher who quickly ran up a 
replacement tank that was better than 
the original — bigger and higher in the 
ground clearance. Stavanger crews at large 
had been taking such punishment that 
Donald was still no further behind schedule 
than the generality after this second set- 
back; so he pressed on, delicately humoring 
what had become virtually a four-track 
vehicle, to Monte. Even he _ probably 
couldn't explain how, with one front 
stopper defunct, he managed to beat the 
entire field in the vital braking test. It’s 
true, of course, the Invicta drums were 
bigger than some of his rivals’ complete 
wheels. 

The 1939 rally, milestoning the end of 
a picturesque era, is remembered for two 
pleasant touches of the bizarre. Sammy 
Davis, epitome of the sport’s-the-thing 
school] that views such practices as pro- 
tests with scorn and contumely, broke the 
rule of a lifetime and filed an official ob- 
jection: he protested against the decision 
that he’d won his class in the coachwork 
contest, contending the prize should go to 
another and more deserving entry. The 


organisers overruled him so he settled it 


by simply refusing the award. 

There wasn’t any argument, on the other 
hand, about the allocation of the first 
prize in the rally itself, although two 
French crews, one with a Hotchkiss and 
the other a Delahave. had not only tied 
on the road but tied again in two elimina- 
tors at the finish, to tenths of a second. 
This one they settled by sawing the big 
cup in half, plinth and all. —dm 








Coming Next Month 


THE 1960 YEAR 

Our overseas correspondents report on 
the most exciting and significant new cars 
in a big special section analyzing 

their prospects for future sales. 


DUAL ROAD TEST: 

FIAT ROADSTER AND FIAT 2100 SEDAN 
SCI examines two new, and different 
type, cars from one of Europe’s largest 
manufacturers. 
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The next time the car ran was at the 
Bonneville National Speed Trials, held 
between August 23 and 29. On the 24th 
Mick made an effortless run at 266 mph. 
The next day he was on the Salt early. 
He took off, shifted out of low at about 
210 mph. The engines pulled with a heal- 
thy note undil, at about 315 mph, he 
shoved the cogs into third. The sound kept 
booming back across the white expanse 
and, after an interminable wait, shut off. 
The recorded times were completely off 
of Otto Crocker’s conversion charts. An 
awed, silent crowd waited for the calcula- 
tions to be made; finally a jubilant “three 
hundred and thirty-two miles an hour” 
rang out over the P.A. Mobil’s Frank 
Meunier rushed a wire: “You have done 
in two days what John Cobb took two 
months to accomplish. Congratulations.” 

But this run had been no picnic. When 
Mick triggered his parachute brake it took 
hold, then began whipping. It yanked the 
car from side to side and the pendulum 
motion became more severe until the car 
pulled diagonally across the course and 
went into a terrifying 700-foot slide. 

Said Mick, “If that’s all we can do, 
we're through.” 

Said Goodyear, “There are black marks 
on the Salt but the tires are as good as 
new. They can go again!” 

Mick had his ’chute brake redesigned. 
Instead of a single 5 foot 9 inch chute on 
a 40 foot lead he used two such chutes at 
the end of a 75 foot lead. The next time 
he ran the 'chute-braking was flawless. He 
clocked 362 mph and rolled into the pits 
with the grin of the happiest man on 
earth. “We made that run on_ half 
throttle,” he claimed. Mick was within 32 
mph of the LSR, on an 814 mile course. 
With gobs of throttle in reserve and with 
a 1214 mile -course waiting, he had the 
LSR wired. 

“That's it for now,” Mick announced. 
He did not make his assault on the Cobb 
LSR at this time for good reason. Months 
before, Bonneville Nationals had applied 
for FIA recognition of its record runs but 
red tape consumed more time than was 
available. If Mick had gone 600 mph it 
still would have been recognized only 
within the domestic fraternity. So he re- 
tired to wait for the USAC timing facilities 
which would be available on the Salt in 
mid-September. 

But the directors of the Nationals came 
to Mick and said, “Buddy, we've done 
everything in our power to help you. You 
can do something for us. Give us a new 
Nationals record.” 

“Well sure!” Mick said. 
you want me to go?” 

“any two-way over 300 will make us 
very happy,” was the answer and Mick 
obliged by turning an effortless two-way 
330.51 mph. 

At this point Mickey Thompson had 
the world in a jug and had the stopper in 
his hand. Crowds surrounded him every- 
where he went. His claims and promises 
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DEVIN SPORTS CAR KIT 





Built to take Volkswagen or Porsche components. Includes full weather protection. Kit is complete, painted 
with everything installed. Including AS-1 laminated safety glass windshield, folding soft top and side cur- 


tains, rugs, upholstered bucket seats and chrome bumpers. 


Also included are brake and fuel lines, all wiring, head and tail lights, parking and directional lights and 


all hardware including hinged hood and deck, 
Complete car ready to drive will weigh under 1200 pounds. 


FOR PRE OP BED icensmensendieieentianan 


sncepaaliscaaepaccvctpsidetlaiaialdtatl inti $1495.00 





UNIVERSAL INTAKE MANIFOLD 
for CHEVROLET V-8 

Bill Devin has developed a manifold which 
enables you to use any carburetor or com- 
binations of two or four barrel carburetors 
such as Holly, Carter, Rochester, Weber, etc. 
The extreme lowness in design of the mani- 
fold gives added hood clearance, Perfect 
for supercharger installation. 

| eee REA ee $69.50 


DEVIN DE DION REAR END KIT. At last a 
kit that enables you to install a De Dion rear 
end in your car for street or competition, 
utilizing production Chevrolet posi-traction 
or standard third member. 


This kit consists of a finned alloy housing, 
forged 4140 steel stub axle-shafts, all bear- 








ings, seals and retainers. 


Retail price of kit........... 


NOW! ALL BODY 


Whether you are building a special for touring or racing, Devin lightweight fiberglas bodies offer you the 
greatest value. 27 sizes from stock enable you to fit most any sports car or small sedan chassis when 


making a conversion. By working from a Devin Brochure 


cate your own chassis to take one of these sleek bodies and save hundreds of dollars in custom bodywork. 
For our new brochure send 50¢, refundable with first order. All prices include federal excise tax and crating. 





aa > 


DEVIN ENTERPRISES Prices and 
9800 E. Rush St., El Monte, Calif. “subject to 
Gilbert 4-6575 cnenmotice. 


SIZES $295.00 


containing all necessary dimensions you can fabri- 




















PLASTIC DYNAMICS, INC. 
























Good news . . . the goggles preferred by 
the world’s foremost racing drivers are 
now available in the U.S.A, Finest quality 
laminated shatter-proof glass lenses in 2 
sections for full and undistorted wide- 
angle vision; large, conforming thick soft 
rubber face pads with foam rubber lining; 
anti-fogging vents; adjustable bridge and 
elastic headband; brass with heavy chro- 
mium finish frame; chrome plated alumi- 
num carrying*case; choice of clear and 
green color lenses. 


SUPER PROTECTOR 60 (illust.)... 14.95 


PROTECTOR 34 (same as above, without 
adjustable bridge; with soft case). .11.95 
MAIL ORDERS GET FAST ACTION. 

No C.0.D 


-D. Prices include postage. 
Add 1 tax for N.Y.C. orders. 


BUTTAFARRI CORPORATION 










Engineers & designers of reinforced plastics 
Presents 


PLASTIC HARD TOPS custom made and side 
panels to match for the more particular sports 
car owner. 





Jaguar top & sliding side panels (shown) 


Top and side panels also available as a unit 
for the SPRITE, AUSTIN HEALEY up to 56, 
PORSCHE, MGA, TRIUMPH & MG-TD & TF 
(AUSTIN HEALEY top without the side panels 
for the 57, 58, 59 & 60 also available). 


QUALITY FEATURES 

(A) Full-view plastic wraparound window. 

(B) Installs easily with 4 metal brackets and re- 
moves in a jiffy! 

(C) Weighs less than 25 Ibs., yet sturdy! 

(D) Over-head-liner consists of plastic surface to 
offer the finest in upholstery. 

(E) Side panels are made to fit either our hard top 
or the original soft top except the Porsche. 

(F) Complete rubber seal around perimeter of 
window and all weather points. 


A 


Sliding SIDE PANELS MAY BE purchased with or 
without the purchase of a top. 


Write in ‘a free brochures. Prompt service. 


ces F.O.B. plus taxes 
50% .~ S entesoalunes c.0.D. 


(Dealers’ Inquiries Invited) 
Prepare Yourself for Winter Days 
by ordering early. 
432 E. WEBER AVE. at 124th E. of ALAMEDA 
COMPTON 2, CALIFORNIA 
NE 6-4460 





Dept. S, 452 Fifth Ave., New York 18,N.Y. 

















SEND 


SPORTS CARS ILLUSTRATED 


EVERY MONTH 


SPORTS 
C ARS LLUSTRATED 


SCI 1-60 


name 








address 





city zone __ state 





Check one: ([] 3 years for $10 
(] 2 years for $ 7 
() lyearfor $ 4 


In the U. S., its posses- 
sions and Canada 


Foreign rates: Pan American Union 
countries, add 50c per 
year; all other foreign 
countries, add $1.00 
per year. 


MAIL TO: SPORTS CARS ILLUSTRATED 
434 S. Wabash Ave., Chicago 5, III. 





NOW GET ALL PLASTIC 
SURFACES REALLY CLEAN 


Does the job safely, surely and 
quickly on vinyl plastics, Plexi- 
~~ and Lucite windshields, etc. 

‘s non- -crazing, anti-static and 
adhe no polish dust. Won't 
scratch or soften the surface. 
Works like magic to dissolve 
away cloudy, opaque film and 
stains. Non- flammable. Write to- 
day for half-pint can—just $2.00 
postpaid. 


MAIL TWO DOLLARS, YOUR NAME, ADDRESS TO: 


CERBINI LABORATORIES, INC. vept.s1 


68 First Street New Rochelle, N.Y. 


DEALER INQUIRIES INVITED 














JACKET PATCHES 
AUTHENTIC MULTI-COLORS 
Swiss Embroidered 3” Emblems. Alfa, Austin Healey, 
Corvette, TR, Jaguar, Mercedes, Volkswagen, Volvo. 
MG-(red, green, blue, black). Fine oe 


SAVE! 3 for $2.50 55. 


$1.00 ea., ppd. 
PORSCHE (Only): $2.00 ea. - 3 for $5.00 ppd. 
Satisfaction or money back. No 
C.0O.D. Md. residents add 3% 
S.T. Dealer inquiries invited. 
Write Dept.SC SPORTS CAR CENTER, INC. 
5617 Reisterstown Road « Baltimore 15, Maryland 
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from page 87 
suddenly had become glorious accomplish- 
ments and Mick, overnight, was one of a 
microscopic elite of the fastest men on 
earth. Only one man ever had gone faster 
than Mick: John Cobb. 

How did Mick wear this new mantle of 
glory? Were his supremely competitive in- 
stincts intensified? Did his egotism become 
insufferable, as might be predicted? 

Quite the opposite. Towering now above 
his peers he became modest, courteous, 
gracious. With the acquisition of noblesse, 
oblige followed. Mick hastened to say, 
“Without the help of Fritz Voigt and all 
the rest of my crew—which has slaved for 
expenses and slim ones at that—I never 
could have dared to dream of doing this.” 





Even the ten-year-old kid who had washed 
engine parts in the Wendover garage got 
credit and Mick took meticulous care of 
his sponsors. After his 362-mph run some- 
one handed him a can of beer. He was 
thirsty and drank it, but only after saying 
to photographers, “Please, fellas, don't 
take my picture with this in my hand.” 
Mick spontaneously metamorphosed into 
the Popular Hero. Destiny was firing on 
all barrels. 

There had been some close calls, some 
terrifying moments. “The big slide at Ed- 
wards AFB happened too fast for me to get 
worried,” Mick said. “At a time like that 
you're completely occupied thinking about 
what you can do to stay out of trouble. 
The big slide on the Salt was a bad one 
because I knew well in advance that 
something bad was going to happen. I 
could feel the ‘chute whipping and getting 
worse and all I could do was sit there and 
wait. The big thing at a time like this is to 
try to save your arms and legs, try to keep 
them from flying around. If you can stay 
conscious you can keep them pretty well 
under control. The ‘chute finally straight- 
ened the car out and I went into a big 
circle and pulled the car back to where 
the photographers were waiting so that 
monkey business could get done.” 

“How about delayed shock reaction af- 
ter it’s over with?” I asked. 

“T’ve never had after-shock,” Mick said. 
“I’m pretty steady about that stuff; it 


doesn’t bother me much.” 

“What's ahead?” 

“Well, the main thing, of course, is 
breaking the LSR. But even if we don't 
we've accomplished a lot more than peo- 
ple thought we could.” 

Thus ended the first, the easy phase 
of Thompson’s LSR campaign. The grim 
part was to come. 

Between Aug. 29 and Sept. 21—the date 
with USAC on the Salt—Challenger I was 
reworked extensively in the light of ex- 
perience gained during the Nationals. ‘Two 
of its Pontiac engines turned in normal 
rotation, two in reverse rotation, and it 
had been found that those that ran back- 
wards developed significantly less horse- 
power than the others. Attempts to remedy 
this were unsuccessful. Two of the original 
four engines had had \-inch stroked 
crankshafts, two had 14-inch strokers. Long 
strokers were installed all around. 

On the 20th Mick was loaded up for in- 
stant departure for the Salt, 800 miles 
away. A violent windstorm came up and 
tore USAC’s timing wire to shreds. This 
meant a delay of at least 24 hours for 
40 miles of new wire to be procured and 
then strung. The tension produced by this 
frustration of purpose was mild but real. 
Then, just as the clocks were ready for 
operation, came a deluge of rain. Given 
good winds it would dry up in a matter of 
days. Everyone waited. Mick’s crew, the 
USAC crew, Mobil, Goodyear, Champion, 
teams of still and movie photographers and 
correspondents from newspapers and wire 
services sat on their hands, day after day. 
There was more rain and, after a ten-day 
wait, everyone went home to wait for im- 
proved conditions. 

The word came through on Sept. 30 that 
the Salt was drying fast and that clear 
weather was forecast through Oct. 6. Af- 
ter that there were continual storms in 
sight; this would be the last chance to 
run until the late summer of 1960, when 
Donald Campbell's turbine car would start 
a new era in speed on land. NOW was 
the last chance for a piston-engined ve- 
hicle to take the LSR. Mick and his crew 
rushed to Wendover, on the edge of the 
Salt, and were followed by a vast acces- 
sory entourage. 

I spent the afternoon of Friday, Oct. 2 
in Challenger I’s garage, absorbing the 
action. The car was ready to go and the 
mechanics merely puttered on details of 
finish and final priming. I asked Voigt 
what the 14-inch strokers did for the ma- 
chine’s displacement and he quipped, 
“Hell, they make it bigger. I've never fig- 
ured it.” 

“You want to know how big they are?” 
snapped Mick. “I can solve any mathe- 
matical problem in my head. Wait a sec- 
ond and I'll give it to you.” He frowned, 
did some finger-counting and said, “Call 
it 440 cubes and you'll be within a couple 
of hundredths.” My calculating machine 
later pegged the 4.06 x 4.25 V8 at 440.18 


cubic inches. : 
Mick was tense and restless and finally 


busied himself with unpacking the wheel- 
mounted tires on which he planned to run 
the following day. He got the first one out 
of its carton, looked at it for a long 
moment, then hurriedly rolled it along- 
side one of the old, used tires which were 
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mounted on the car just for transporta- 
tion purposes. The new tires were a full 
inch smaller in diameter than the old 
ones on Which all Mick’s calculations had 
peen based. This was a catastrophe that 
would cost him a perhaps-critical 15 mph, 
that would reduce his speed from 444 to 
49 mph at 5800 rpm with the gearing 
that he planned to run. 

Mick said, grimly, “All right, we've had 
it. Let’s see what we can do.” Mental 
mathematics went out the door and for 
the next hour we slip-sticked corrections 
to Mick’s speed tables for every gear-set 
in the Halibrand catalog. He still was in 
good theoretical shape, assuming 5800 revs 
and no slippage. But Mick was visibly 
depressed and said, “Well, we'll do the 
best we Can. 

We sat together at dinner that night 

and were joined by members of a New 
York film company who had come to the 
Salt to shoot a movie about Mick. “We 
want,” one of them said, “to work up a 
conflict-packed sequence to illustrate your 
struggles and failures before achieving 
your life’s ambition.” 
' “Just a minute, friend,” said Mick, lay- 
ing a hand on the man’s arm. “I’ve never 
attempted anything I haven't succeeded 
at the first time out.’ The scenario di- 
gested itself in silence. 

Mick was under a_ steadily-building 
strain. During the Nationals his achieve- 
ments were so easy that he went faster 
than he had intended to go. Head and 
shoulders, he was top dog among a host 
of top dogs. 

Now it was different. The time for the 
moment of truth was looming. All eyes 
were on him, not in awed admiration but 
in critical assessment. Hordes of hucksters 
had materialized who had no interest in 
M. Thompson, human being. For them he 
was merely a situation that could be con- 
verted into media space-time. Commercial 
pressure was restrained but palpable. The 
commercial interests didn’t push Mick; 
they just wanted what he wanted but 
more impersonally and with visibly grow- 
ing impatience. 

Mick necessarily was obsessed with 
thoughts of money and on Friday night 
he announced that he was going to sell 
Challenger I. An eastern promoter had 
offered him a good cash profit on the 
$40,000 or so that Mick had in the car. 
The deal was based on immediate con- 
summation; the car would be worth much 
more once the LSR was taken. Mick told 
the man to rush him a cashier’s check for 
the full amount and the car was his. 

I reminded Mick that he and the car 
were a team, like Lindbergh and the 
Spirit of St. Louis. 

“Look,” said Mick. “Suppose I’m wiped 
out tomorrow. Judy and the kids will have 
that much, anyhow. I carry $25,000 in life 
insurance. Know what it cost me? $1300.” 

There was at least one other factor in 
this decision. To say that Mick is a man 
of action is an extravagant understate- 
ment. He could go on tour with the car 
and make a quarter of a million dollars 
a year. And bore himself to death. No, 
there was little challenge left for him in 
Challenger I. He was already planning a 

(Continued on page 90) 





A. J. Watson builds winners...and picks them, too. Here he is with 
his 1959 Indianapolis Speedway Winner—his third in 5 years. Here, 
too, is his choice in a winning kart—A Dart-Kart Twin-700 which he 


picked back in May. 


CO OHSOOOOHSHOSOHSSOHHSHOSOSHOSHSOSSOSETOSSOOESOOOSESSEEESSOSESEESEEESESESS 
e 





Sev-@eeeeeeeeoeoeoeoeeeeeeeeeeoeoeeee 


If you’re looking for the most fun in Karting... if 
you want top performance... durability ... precision 
construction, start now by writing for the 16-page 
illustrates and describes 23 
models and shows a complete line of accessories to 
improve the performance of any kart. Send 25c to 


Dart-Kart catalog. It 


cover postage and handling. 











How good were his predictions? The answer is in 
the track records set by Dart-Karts throughout the 
summer—then in September, Herb Rupp won the 
National Grand Prix at Allentown with another Dart- 
Kart Twin-700. 
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The moral: 

If you have to compete 
with Dart-Karts, be sure 
you’re driving a Dart-Kart. 
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DEALER INQUIRIES INVITED 
PROTECTED TERRITORIES 

THE RUPP MFG. CO., KART DIVISION 
300 BOWMAN STREET 

MANSFIELD, OHIO 

















TYROLEAN TOPPER Smartly styled, water re- 
pellent, 100% wool felt. Imported from Austria. 
Available in Red, Black, Grey, Powder Blue, Olive 
Green, and Mustard. Men‘s Topper in segular hat 
sizes and women’s Topper in S, M, L. 60 Oz. Felt. 
PRICE EACH $6.95. Small Feather $.50, Large 
Feather $1.00 Ea. 


IMPORTED AUTO COMPASS Cute little import 
about the size of a silver dollar. Double Swivel 
makes mounting possible from any angle. $2.50 








IMPORTED CAR RADIO Extremely attractive transistor 
powered push button receiver with reversible polarity and 
installation kits for most Foreign Autos. Made by PYE Tele- 
communications LTD. in England. Regularly priced at $89.50 
plus $5.95 for installation kit. SPECIAL INTRODUCTORY 
PRICE $69.95 for both. 


Dealer Inquiries Invited 


Add 4% Tax 
PRODUCTS 
‘Saar Cligante MFG. Co. 


No. 3-7950 


in CALIF. 
25% On C.O.D. 


1033 No. MYRA AVE. 
Los Angeles 29, CALIF. 
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HOW'S YOUR LEATHER? 


Put fresh color and soft texture 
back into your leather seats with 


| MAGI-DYE 
| AUTO LEATHER REFINISHER 
| GENUINE FACTORY COLORS 


FOR 
MG « JAGUAR 


AUSTIN-HEALEY 


(Plus a complete color selec- 
tion for most import cars) 








So easy to apply ... simply brush or spray 
on. Will not crack nor rub off. Gives 
leather that ‘‘new look.” Satisfaction 
guaranteed. 

Sold by outstanding import car dealers 
throughout the nation... additional deal- 
erships available. If your local dealer 
cannot supply you, send check or money 





order. 

Gentlemen: Enclosed is .~my check or 

money order for . Send me 
Pints Refinisher @ $2.98 





Pints Cleaner @ .95 
Quarts Refinisher @ $4.98 
Quarts Cleaner @ $1.50 











Make of Car Color of Interior 


OVERSEAS MOTORS 
CORPORATION 


2824 White Settlement Road, Ft. Worth, Texas 

















TONNEAU 


ROBBINS 


i 
I 
' Alfa Giulietta & 2 liter, Fiat, Porsche, Karmann-Ghia, 
Mercedes 190 & 300-s!, Jaguar, MG, Austin-Healey & Sprite, 
Hiliman-Minx, Triumph, Corvette, T-Bird, Simca, Lancia, others 
all Late Model American Convertibles 
Write for illustrated brochure, specify car’s year & make. 
ROBBINS AUTO TOP CO 


| 1453 Lincoln Blivd./Santa Monica 6/Calif 
phone EXbrook 3-0316 














America’s most powerful, sturdiest, fastest Cart. 
Engineered for those who love to race. Send only 
25c for brochure on Std., Super and Spyder Models. 


ASSEMBLE-IT-YOURSELF PLANS and PARTS LIST......$3.00 
ECHO ENGINEERING CO. 
Dept. $10 3042 SUNSET BLVD., LOS ANGELES, CALIF. 








SPACE FRAMES 


Designed in Europe, using VW parts. Re- 
versed engine and transmission (VW or 
Porsche). Fantastic performance. Send $2.00 
for diagrams, photo parts list and prices. 
Refundable on purchase of tubular space 
frame $385. F.O.B., Rossville, Pa. 


EUROPEAN MOTORS e Rossville 3, Pa. 
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500-mph LSR machine. He wanted to be 
building it now; it would take all he could 
get out of Challenger “I and a great deal 
more. 

Saturday morning a Goodyear crew flew 
in with a set of new tires that were fresh 
from the test machine in Akron. They 
explained that the smaller diameter of 
the tires already in Mick’s possession was 
an improvement over the original design 
and that they would grow to the same 
O.D. That area of concern was erased. 

In late afternoon the USAC clocks were 
tested and ready. The Salt still was slushy 
at the extremities of the course and both 
USAC and Mick agreed that only easy 
trial runs should be made this day. Mick 
made one healthy-sounding northbound 
run just after sundown, clocked 337 mph 
in the kilometer, then hauled the car back 
to Wendover for modifications. 

Here began a desperate, dogged regime 
of labor that continued almost without 
interruption until the crew packed up the 
night of the sixth. One member who had 
kept track of his sleep assured me on Mon- 
day night that his total sleep time since 
the previous Wednesday had been 14 
hours. I saw no reason to doubt this. The 
men were up around three a.m. and 
worked straight through untii midnight 
nearly every day. Sunday was an excep- 
tion in that Mick chose not to run, to 
give the Salt additional time to dry. 

Before his run on Saturday a stranger 
came up to Mick and asked if he were a 
Catholic. Getting a negative answer, he 
handed Mick a beautiful St. Christopher 
medal and said, “I’ve carried this for 30 
years and I know it’s helped me. Do me a 
favor and carry it in your car.” 

No one who lives in the jaws of death 
can take a flippant attitude toward such 
things. Mick thanked the man, took his 
offering and passed it to a Catholic mem- 
ber of the crew, asking him to install it. 

“Mick,” the crew member said, “we 
had one of those taped to the roll bar 
while you were still building the frame. 
We're thorough.” 

Actually, Mick had become increasingly 
religious as Challenger I took shape. “I 
pray before every run,” he said. “Not for 
myself. I pray for Judy and the kids. I ask 
the Lord to spare me for them if He thinks 
they'll need me. I try to hear His advice on 
when to run and when not to.” 

Monday we all were up at 4:30 a.m. 
and on the black, moonless, almost frozen 
Salt an hour later. This was going to be 
the Big One. I manned a USAC observer's 
phone at the lonely five-mile marker and 
at 6:29 came the word that Mick was be- 
ing buttoned into the car. At 6:31 he was 
pushed off and on his way. Across the five 
miles of emptiness the airplane-like roar 
of his engines carried clear and strong. 
He got on the throttle hard, there was a 
slight hesitation, then he came streaking 
down the Salt faster than I'd ever seen a 
vehicle move. Then, in front of me, he 


shut off and went whistling below th 
northern horizon. From his start to the 
ten-mile light took a little over 70 seconds, 
Three minutes later came the word 
“Mickey has trouble and is taking the ca 
back to Wendover. Come on in; that look 
like it for today.” 

When I saw Mick 20 minutes later he 
looked haggard and shaken—an almog 
unheard-of thing. “If we had any seng 
we'd quit,” he said. “It’s a horrible thing 
drag racing over that course with its slush 
and ruts.” 

He had drifted slightly off course a 
about 220 mph and had clipped one of 
the laths driven in the Salt to mark the 
course. Fragile thing that it was, at tha 
speed it was enough to bash in the left 
front of the streamliner’s aluminum shel} 
But Mick scarcely lifted his throttle foot, 
brought the car back on course and kep 
accelerating fiercely. Jolting over a short, 
slightly rough section at about 340 mph 
the car’s underpan came loose at the rear 
and began to bounce and drag. To Mic 
the sound suggested a disintegrating tir 
(a lethal thing) and that’s when he go 
off the throttle. The underpan was ground 
through as though by a disc sander and, in 
spite of the salt’s wetness, its paint was 
dlistered by the friction’s heat. 

During that run an old friend joined 
me at the mid-course outpost, bearing a 
Thermos full of life-saving, scalding coffee, 
He was courtly, gentle Capt. George Eys 
ton, three-time holder of the LSR anda 
glaring exception to the pattern of the 
ultimate-recordman as an obsessive type. 

When Mick had passed Eyston said, 
“Well, do you think he'll make it?” 

“The odds look good,” I said. “Another 
40 mph and he’ll have it and he’s scarcely 
begun to nitrate his fuel.” 

Eyston gave me a sad, somewhat pity: 
ing smile and made no reply. His old 
record was 357.5 mph. In all the world he 
alone had intimate knowledge of the 
power it takes to add each mph at such 
velocities. Mickey was finding out. 

He didn’t quit as he .said he should. 
You could sense that his ambition, as far 
as this car was concerned, was no longet 
gnawing at him, although he still wanted 
and needed the LSR in the worst way. 
And, in place of the rolling-off-a-log ease 
of his Nationals runs, a streak of trouble 
seemed to be building and everyone felt 
it. But Mick had made commitments to the 
people who had helped him most and 
he’d unhesitatingly risk his life to make 
them good. Skies that had been cloudless 
became murky, adding the pressure of 
threatening weather to the emotional pur 
gatory in which Mick must have been liv: 
ing. Again he and the crew slaved all day 
and night. They repaired the damage 
the body and, again, juggled gear ratios 
The car’s combination changed daily. 

Tempers among the exhausted crew ha@ 
become frayed and there were flare-ups 
between Mick and his men. Voigt’s ul 
conquerable deadpan humor alone kept 
esprit de corps alive. He told a reportel 
from the wire services, “We don’t weal 
the car out running it; we wear it oul 
taking it apart and putting it together 
again. Print that and the boss will demote 
me from Crew Chief to bird-dogger.” 

.Tuesday morning the crew staggered oul 








the 
thea of bed at 2:30. Mickey, in his hot station 
nds@ wagon, had always beaten the gutless sup- 
ord: ply truck to the Salt, then nagged the 
‘ca crew for being late. This time they'd get 
oom one-up on him. They'd get there early 
and say when Mick arrived, “There she 
r hel is-already warmed up for you and ready 
noi to roll. What hung you up?” They tired 
eng but never slacked their effort. 

ing Again in the blackness of night we took 
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fig @ 40 in the north pit.” 

It was an unbelievable sight, the speed 
with which Mick and his boys pulled the 
und® body off the car, then the elaborate fuel 
system, then the front axle, then the right- 
front transmission. Voigt tore it down 
with the help of a pair of snap-ring pliers 
ined ® that he deftly built on the spot. He lo- 


tire 


1, in 
Was 





1g a cated the burred gears that wouldn’t mesh, DISTRIBUTORS IN THE UNITED STATES 
flee ground them smooth using a portable gen- s. Le ARNOLT, INC. CRANDALL-HICKS COMPANY ” Lise 
ator that was conjurec f in air. 2130 North Lincoin Ave., Chicago 14, Illinois orcester Turnpike, Wellesley Hills, Massachusetts 
Eys- - ‘4 en 1 out of thi = et MOTOR CAR DISTRIBUTORS, LTD. GOUGH INDUSTRIES, INC. 
ida Then the crew swarmed around the car 800 Van Ness Ave., San Francisco 9, California 819 East 1st Street, Los Angeles 54, California 
cos f rans lik — . ‘ ie enurvinaaitan CARS DISTRIBUTORS, INC. OVERSEAS MOTORS CORPORATION 
the again, it grew like a stop motion movie 5615 Pershing Avenue, St. Louis 12, Missouri 2824 White Settlement Road, Fort Worth, Texas 
ype sequence. SHIP AND SHORE MOTORS 
ype. 701 South Flaglar Drive, West Palm Beach, Florida 


The clouds overhead thickened during 
this madness and USAC boss Art Pillsbury 
ther (he’s timed every LSR attempt on the 


cely Salt) came to where Bonneville Nationals REMOVABLE FIBRE-GLAS TOPS We have them! 


said, 








director Willie Davis and I stood. 


“Listen, guys,” he said, “You know | THE NEW FIAT 1200 REMOVABLE HARD TOP AVAIL. 








ity met ABLE FOR IMMEDIATE DELIVERY. T 1S TOP IS 

Mickey and he’ll listen to you. If I try to 
old : ‘ ma? ae ee OUTSTANDING FOR ITS BEAUTY AND DESIGN, COM- Y 
ihe® ‘ell him this he may think I’m trying to PATIBLE TO THE DESIGN OF THIS VERY POPULAR GENUINE FACTOR 


the # ‘dictate to him. He’s trying to wipe out all SPORTSCAR—AS IS THE NEWLY DESIGNED TOP 
aes the records in just two runs. It’s too hard FOR THE MGA. ALL MGA OWNERS SHOULD CON- COMPETITION 
on him and the machine. If he just goes TACT US FOR PICTURES. 


uld @ after the World Records from the five 

far § kilo to the ten mile he should get them arts 
ager in a breeze. With those secured he will 
ited @ have accomplished something big and 
way.) Permanent, everybody will feel better and 
eae @ then he can just concentrate on the kilo 
ible @ 22d mile.” 

felt Capt. Eyston had joined us during this 
the | ‘discussion and added, “Oh, yes, yes. That 
and ‘finitely would be the best procedure in 
ake § View of the weather and all.” 


‘less We agreed with this expert counsel and Our new 1959 designs for 18 different cars HI-LIFT CAMSHAFT 








a raced Mick with the idea. His face lit feature a beautiful plastic foam headliner ina with springs and collar-set.. 39.02 
yur UP tadiantly. “Sure,” he said. “I can do it neutral shade of gray with sound deadening 
. & just stroking. Do this for me—sell it to qualities. Also the recessed wrap-around rear 
pS a ihamines sought ws window is a copyright feature of all Plasticon PISTONS 
- a sali ; hard tops. 
> t0 We piled into the Nationals pickup and pac 9.3 to 1 complete set........... 48.68 


AUSTIN HEALEY (ALL MODELS) 
PORSCHE SPEEDSTER — MERCEDES 190SL 


CORVETTE — 1954-59 ALFA ROMEO CLOSE RATIO 





‘ios. SPed across the Salt to find the commercial 
sponsors’ spokesmen; we were elated by 





had the obvious relief of Mick’s tension that JAGUAR ROADSTERS — JAGUAR XK150 

up this proposal had wrought. Also, we were M.G. (A) (TD) (TF) — TRIUMPH (ALL MODELS) GEARS OO cK 66.50 
ee beginning to doubt that he could go 400 ‘54-'57 T. BIRDS 

mph. The commercial people, however, AUSTIN HEALEY SPRITE — FIAT 1200 

epl peo} 

e! wanted the big record first. Only one re- IS THE NEW ADDITION TO THE ANTI ROLL BAR SAA? 





ear Aired no selling: Mobil’s Roger Mahey PLASTICON LINE OF TOPS. 





All prices F.0.B. San Francisco 
age 4 nee LIGHT WEIGHT WITH MAXIMUM REAR WINDOW 
out oa Of course. That will give us plenty VISION. WRITE FOR FREE BROCHURE. - add 4% Sales tax if in California 
of birds in the hand and take an immense 
her DEALER INQUIRIES INVITED. sa: 
ote & ad off of Mick.” PLASTIC fe | British Motor Cars 
At 11:55 that morning Mick took off on NC. 1800 Van Ness Avenue 
out (Continued on page 92) 9721 Klingerman St. El Monte, Calif. Gilbert 4-0519 San Francisco 











country’s largest mfg. of fibre glass tops 
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The Piston 
Engine’s Last 


Great Ride? 
from page 91 





his southbound run, gunning for absolute, 
unlimited records which had stood for 20 
years. Cobb had set them in 39, didn’t 
break them when he set the existing LSR 
in ‘47, Down and back the car ran with 
the ease and perfection we had seen dur- 
ing the Nationals over a month before 
and the four World Records toppled. 

Mick’s fastest one-way time was 367.83 
mph, clocked in the one-mile trap. His 
rpm vs. mph charts exceeded 460 mph 
but they and the Isky dream-wheel that 
he consulted constantly omitted the mon- 
umentally significant factor of wind drag. 
His splendid record-smashing runs were 
made using a ten per cent blend of nitro- 
methane fuel. When he told the Mobil 
fuel crew, “Mix me some 40 per cent,” 
he had a full and weary appreciation of 
the amount of wind he was pushing and 
the immense horsepower he would have 
to have to push it 30-odd mph faster. But 
the time for decisions was a year ago. Now 
Mick could only act out the destiny he 
had decreed tor himself. 

The overcast was dense, the air cool, 
the Salt still dry, hard and ideal. I left the 
phone, went to the north pit and helped 
ready the car for the big attempt on the 
kilo and mile. Voigt’s engines, as usual, 
required only routine attention. We 
changed the 32 spark plugs (each was 
analyzed microscopically by Champion's 
Dick Jones) , replaced the hot coolant with 
cold water, added the hotter fuel. At 
3:30 in the afternoon Mick made his 
southward run and, at the mid-point of 
the course, we could see that he was go- 
ing no faster than before. We piled our 
gear into the Mobil DC-3, having wit- 
nessed what probably was the piston en- 
gine’s last gasp in the arena of ultimate 
s . 

As Mick flashed over the Salt on that 
final run, the tube that fed his oxygen mask 
came adrift from the oxygen bottle which 
was mounted behind the car’s seat, forcing 
him to breathe the mingled toxic fumes 
of oil, fuel and exhaust which pumped 
through small openings in the firewall. 
He fought to hold the car and his con- 
sciousness until he could trigger the para- 
chute brake; he was in a coma when they 
lifted him from the car. If he had not 
tripped the ‘chute he would have crashed 
against the raised dike of the highway. 

When Mick came to he was delirious, 
shouting, “Get the car ready! How much 
of the hour have we lost? More nitro!” 
But he was restrained and the car was 
winched onto the trailer. 

Minutes later we, airborne, made a 
steeply-banked turn around the south pit. 
In the subaqueous, premature twilight our 
last view of the Salt was of a minute, 
slender, blue vehicle. Beside it was a tiny 
figure clothed in black—Mickey’s leathers 
—waving us good-bye. Then a light rain 
fell and a strong wind rushed out of the 
south, driving pooled brine across the 
course. Winter took possession of the Salt. 

—gb 
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The 
Will To 


Power 
from page 27 





must remain in control of his other facul- 
ties. But this control by the mind, if it 
exists at all, it is always extremely shaky 
because of the psychological unbalance 
caused by driving. 

The worst of all this is that two other 
factors in driving encourage anti-social 
conduct. They are the feelings of impunity 
and anonymity. The feeling of impunity 
is heightened by speed and by that mastery 
of speed which enables a driver to flee the 
scene of a “crime” if he wants to. 

The driver feels completely anonymous 
on the road. While he is tagged and la- 
beled in daily life in terms of his social, 
professional and family life, here he is a 
mystery man without a name or a face. 
No one knows him, no one recognizes 
him—and nothing, therefore, short of the 
police, can prevent the veneer of his con- 
duct in society from falling away as if by 
magic. This feeling is all the more acute 
because everyone else is anonymous. Pedes- 
trians are only fleeting silhouettes and the 
other drivers hidden inside their cars are 
nothing more than a part of the machines 
they are steering. As a result, it is impos- 
sible to achieve that personal contact which 
is the very basis of life in society, because 
other men have lost their status as persons. 
How can you establish relations with these 
faceless creatures? The highway becomes a 
sort of jungle where it’s every man for 
himself. 

This regression into the most primitive 
phase of human life can also bring about 
a purely magical conception of the uni- 
verse. Alone behind the wheel, man must 
confront obscure forces which occasionally 
are on his side but which, most of the 
time, go against his will. Michel Roche, a 
French social psychologist, observed while 
making a study of accidents that 90 per cent 
of the drivers he interviewed touched wood 
when he asked them if they had ever had 
an accident. In other words, rather than 
being the fault of a person, the highway 
accident appears to be a tragic expression 
of the will of Fate. But fortunately there 
is St. Christopher, the patron saint of 
travelers, to protect the driver against 
this fate. Men who never set foot in church 
suddenly become devoted to him when 
they get into their car. 

As egoistical as a child and as super- 
stitious as a cannibal: is the motorist really 
such a monster? Let’s say that he can be- 
come one, but not necessarily. Driving a 
car always creates a certain amount of 
unbalance which encourages the appear- 
ance of such characteristics, but the amount 
of unbalance varies considerably with the 
individual. 

It varies by sex: the urge for power is 
the expression of a basically virile instinct 
which is much more highly developed 
among men than among women. On the 
whole, women at the wheel have a much 
less competitive attitude and, therefore, 
they are not as aggressive. Their distaste 
for anything mechanical—which often goes 
as far as repulsion—keeps them from iden- 


tifying themselves with a car as completely 
as a man. 

Does this mean that they are safe 
drivers? Not quite. While it may be pyy. 
chologically dangerous to identify yourself 
with a car, this identification does give q 
driver quicker and more confident reflexe§ 
and also encourages him to pay more at. 
tention to what he is doing. It is easier 
to make a woman take her mind off he 
driving because, to her, driving is not an 
all-devouring passion. This is all the more 
dangerous because a woman's highly de. 
veloped emotionalism makes her more vul- 
nerable in the event of sudden danger, 
When a snap choice has to be made a 
the wheel, a woman often “freezes” and 
delays her decisions longer than a man, 
A survey of drivers in the state of Con. 
necticut showed that women have rela. 
tively fewer serious accidents on the open 
road. But in city driving they cause other 
drivers to have more minor accidents be. 
cause they disconcert them with their fem. 
inine tactics. 

Conduct at the wheel also varies accord. 
ing to age. American studies seem to show 
that drivers are most aggressive between 
twenty and twenty-four—the period when 
accident risks are greatest. At this age, re- 
flexes are at their peak, but they do not 
compensate for a lack of safety-minded- 
ness, much less a particularly pronounced 
degree of aggressiveness. According to cer- 
tain authorities, this aggressiveness is ex- 
plained by the fact that a man has to make 
a certain number of vital choices during 
the early years of adulthood which place 
a heavy strain upon his emotions: earning” 
a university diploma, deciding upon @ 
career, choosing a wife, etc. If a man meets 
a few serious setbacks after making such 
decisions, he will feel deeply frustrated~ 
and his frustration will generate aggressive- 
ness which is easily revealed in the way 
he drives. 

The influence of emotional frustration 
upon drivers has attracted the attention 
of psychologists studying chronic violators. 
Statistics show that only a very small per 
centage of drivers are responsible for ac- 
cidents. An investigation carried out over 
six years in Connecticut revealed that only 
19 percent of the state’s drivers were 
responsible for all of its accidents. In ad- 
dition, 4 percent of these drivers had been 
involved in more than two accidents and 
were responsible for 36.4 percent of all 
accidents. Another study, made in Chicago 
and covering more than 40,000 drivers, 
led to a second conclusion: the more ac 
cidents a driver has had, the more chane 
he has of having others. The study revealed 
the following picture: 

1 driver out of 40 with one accident 
had a second. 

1 driver out of 10 with two accidents had 
a third. 

1 driver out of 5 with three accidents 
had a fourth. 

3 drivers out of 10 with four accidents 
had a fifth. 

2 drivers out of 5 with five accidents had 
a sixth. 

What is most serious of all, according 
to the Chicago study, is that the number 
of accidents for which a driver is not 
responsible increases with the number of 
accidents he himself has caused. The prob- 
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lem is no longer to determine if a driver 
causes accidents but to learn why there 


second group. 
The results of this detailed study of a 


this may be the answer, by not trying to be 
too happy. The car plays a big role in the 


fer gems to be a handful of accident-prone small group of drivers seem to agree with emotional life of many people because 
sy: irivers who seem to cause nearly all ac- the conclusions of investigations on a big- they have no other form of relaxation. 
el cidents, whether or not they are legally ger scale. Most drivers who cause accidents This is not very healthy. The driver will 
48 responsible for them. come from the ranks of social, misfits who be better off if he has different forms of 
@ Another study, carried out in Canada, are basically victims of a loveless childhood relaxation instead of just one. 

at: B sheds some amazing light upon this ques- and a neglected education. In daily life Finally, and most important of all, the 
let § tion. Forty taxi drivers, twenty of whom as in driving, they are handicapped by motorist must adopt his own moral code 
let ® had had a number of accidents and twenty frustrations which make them aggressive— founded upon the following principles: 
an © of whom had had almost none, were asked and therefore likely victims of highway even though other drivers cannot be iden- 
MB detailed questions about their past. The madness. tified behind their windshields, they are 
le study brought out that the drivers who Aside from true social misfits, any man nonetheless human beings and, secondly, 
ul: § pad suffered from a shattered home during who is emotionally frustrated, either tem- aggressiveness is an admission of inferiority 
€. 8 their childhood were mainly in .the acci- porarily or permanently, tends to take his which is revealed in childish or primitive 
at § dent-prone category: among this group of aggressiveness out on his car. Driving a car, conduct. This last point is all the more 
nd twenty, Six had divorced parents, as com- as we have seen, is almost ideal for this. important because it holds true not only 
an. pared to only one among the safe drivers. The hen-pecked husband, the man no one for individuals but for peoples as well. 
MB Eleven of the dangerous group had suf- understands, the business failure or the For example, some of the most mature 
la § fered from childhood phobias of some sort, oppressed clerk tries to take his revenge drivers in the world are to be found in 
1% as compared to five among the others. ‘at the wheel. There, at least, he feels he England. Not only does the English motor- 
let} Twelve of the former had been unruly is everyone’s equal. He’s just as strong as ist try not to annoy other drivers, but even 
De: | pupils in school, and only two of the the others, or even stronger—and he’s going informs them obligingly when they can 
m- § jatter. Plunged into misfortune by their to prove it because his wonderful machine pass him. His aim is to fulfil his responsi- 

childhood frustrations, the chronic viola- enables him to terrorize pedestrians and to bilities as a citizen and a driver in a cour- 

rd B tors were never able to straighten them- lord it over other drivers on the road. teous and very thoughtful manner. 

OW ® selves out. Eleven of them had been pun- Except for the dangerous pleasure of By rising above the law of the jungle 
iB ished frequently during their military driving with a girl friend or after drinking, where blind aggressiveness is king, the civ- 
en § service, as compared to only one among the automobile rarely offers pure pleasure ilized driver keeps perfect control over 
T Bthe safe drivers. Ten had already been unmixed with irritation. Then how can a himself—which is, after all, the prime 
7 fired from jobs, as against only four of the driver be happy in his car? Perhaps, and requisite for pleasurable driving. —TdQ 
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NEWS 


_ ABOUT THE 


HELIER 


RALLYE TIMING 
SYSTEM 





After years of research, Hever has devel- 
oped a timing system for the most accurate 
rallye-timing possible. Leading American 
and European Rallyists hail it as ‘‘the Tim- 
ing System that helped me win’. . . and 
call the new Hever instrument “‘the most 
legible timer ever builf.’’ 


Write today for FREE copy of 
“Rallye Timing with Heuer Timers.” 


AUTO-RALLYE DECIMAL new one-hour dashboard timer 
Mma TT 


1. Newly designed 
luminous dial — 
it’s absolutely 
tops in legibility. 
2. Turning Bezel 
with radium 
pointer. 

3. Incabloc jew- 
eled shock-protec- 
tion. 

4. Unbreakable 


mainspring. 


Remarkably $3950 


Sales and complete factory authorized service 
Sales in the U.S. now solely through 


HEUER TIMER CORP., DEPT. SCI-2 
441 Lexington Avenue, New York 17, N. Y 











INTRODUCING THE NEW 
TAYLOR TSD 
RALLY-CALCULATOR 


Make only one setting for 
any given speed. Read cor- 
rect time for elapsed miles 
or correct miles for elapsed 
time. 1014” overall diam- 
eter, 9” circular scale is 


TAYLOR 150 
RALULY-CALCULATOR 


equivalent to 28” straight 
slide rule for exceptional ac- 
curacy and readability. Only 
one time scale reading in 
minutes and decimals of minutes. No confusion over 
changing units. Can be used with confidence by non- 
technical users. Odometer correction feature automati- 
cally corrects for odometer error including kilometer 
odometers. Mass production techniques allow this out- 
standing calculator to be offered for new low price. 
Dealer and club inquiries invited. Write for additional 
detailed information or order direct from: 


JAMES E. TAYLOR — 306 WAVERLY 
BARTLESVILLE, OKLAHOMA 


only $4.00 




















NIGHT DRIVING 
GLASSES 


| use them myself every 
night, It’s amazing the 
pe they break up head- 
light glare with their 
special mirror reflec- 
tors. Terrific for night 
rallys. Try them one 
week — if not com- 
pletely satisfied—money 


$ 
refunded. Made in Italy. only 5.95 


Night driving glasses—case included. 
Send cash, check or M.O. (no COD’s 
please) to Dept. S.C. 7. In Cali- 
fornia add 4% sales tax. 


Chick Leson’s 


AUTOSPORTS, Ltd. 
Ye 4051 Broadway, Oakland, California 
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Brabham 
from page 39 
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wealth drivers of the top class, and prob- 
ably only equalled by Tony Brooks. About 
the only dissenters from the we-love-Jack 
in chorus are English racing mechanics, 
whom Brabham, with native frankness, once 
compared unfavorably with their Austral- 
ian counterparts in a magazine article. 

Since the demise of the prewar tradi- 
tion that cast the supposedly typical 
British racing driver for the role of a 
hard drinking heathen, devoted to polyg- 
amy in picturesque forms and creating 
disturbances while in liquor, the barom- 
eter of conduct in this sector of society 
has counterswung to an almost monoto- 
nous reading of Blameless. Brabham, it’s 
our duty to record, runs true to modern 
type. As a constant foil for the unique 
brand of wit that marks John Cooper 
as the four-star comedian of the English 
and continental racing scene, Jack has 
abundant scope for the viceless horsing 
that comes naturally to him, but it goes 
no further than that. His humor is never 
unkind and its target is often Jack Brab- 
ham. He doesn’t smoke, doesn’t drink. 
“I gave ‘em both up when I left school”. 
An affectionate father, he returns from 
every foreign racing sortie laden like 
Santa Claus with gifts for his kid. Some- 
times these are so bulky he has trouble 
persuading the airline to accept them as 
personal baggage. Betty Brabham accom- 
panies Jack to most of his races, abroad 
as well as in Britain, and looks after his 
timekeeping for him. 





For the record, in chronological order, 
here’s where and how Brabham amassed 
his pre-Sebring total of 31 points in the 
1959 World Championship:— 

Monaco GP: First, at 66.74 mph, ahead 
of Brooks (Ferrari) and Trintignant (Rob 
Walker's Cooper-Climax) ; also fastest lap 
at 70.09 mph and first-ever race lap at 
above seventy. 9 points. 

Netherlands GP, Zandvoort: Second, 
14.2 seconds behind Bonnier (BRM) and 
1’ 8.8” ahead of his Cooper works team 
mate, Masten Gregory. 6 points. 

French GP (GP d'Europe), Rheims: 
Third, way behind Brooks and Phil Hill. 
4 points. 


British GP, Aintree: First, 22.2 secon 
in front of Moss (BRM) and _ followe) 
by Bruce McLaren, number three on th 
Cooper team and Jack’s personal proteg 
8 points. 

German GP, Avus: Brabham broke hj 
clutch in the first heat, didn’t start jp 
the second. No take. 

Portuguese GP, Monsanto: Crashed. No 
take. 

Italian GP, Monza: Third, behind Mog 
(Cooper-Climax) and Phil Hill (Ferrari); 
25.8 seconds down on Hill. 4 points. 

To anyone who follows the grand prix 
circus intelligently, even vicariousl 
through the race reports of such knowing 
writers as SCI’s Jesse Alexander, the Lon. 
don Motor’s Rodney Walkerley, Autocar; 
Peter Garnier and Motor Sport’s Denis 
Jenkinson, it’s obvious Jack Brabham js 
not the best road race driver in the world, 
He still won’t be if he becomes 1959 
World Champion, and he'll be the las 
to deny it. But in England in particular, 
in the eyes of a million or two cursoril) 
interested followers of the sport who bas 
their opinions on grand prix reports in 
popular newspapers, Jack’s rating has suf- 
fered indirectly and unfairly at the hands 
of a specter known as the Moss Jinx. Having 
conjured this genie out of its bottle of 
printer’s ink, its creators plug it to a 
degree that’s become purely ridiculous. 
If Moss wins, God’s in His heaven and 
all’s well with the World Championship; 
if he loses, cherchez la Jinx. In races that 
have been won by British or Common- 
wealth drivers other than Moss, this 
ubiquitous and iniquitous Jinx has often 
hogged the headlines to the exclusion of 
the winner’s exploit. 

If and when Brabham (for instance) 
crashes or blows up through no fault of 
his own, the glamor-drunk scribes of the 
lay press don’t pump him for the story 
of his hoodoo’s latest treachery, for he 
doesn’t have a hoodoo accredited to him. 
And because, as Smollett put it, “True 
courage scorns to vent her prowess in a 
storm of words”, it’s for sure the publicly 
reticent Aussie won't take the trouble to 
spell it all out for the reporters’ benefit. 

Granted, if everything had gone right 
for Stirling throughout '59, always, he'd 
have gone to Sebring with better than 
2514 Championship points to his credit. 
By the same token, though, if everything 
had gone right for Brabham, his pte- 
Sebring total would have been better than 
31. But let it be understood this inter- 
pretation of events is entirely our own, 
and not inspired by anything Jack says 
or even hints at. In matters of racing 
strategy and tactics, his thinking and 
Stirling’s often have an uncanny similarity, 
and Jack is a sincere and overt admirer 
of Moss. 

For practical proof of his feeling to 
wards the man who was to chase him 
up the 1959 Championship ladder, it’ 
only necessary to recall an act of Samat: 
itanism during the New Zealand G? 
meeting at Ardmore last January. In his 
heat, Moss broke one of his Cooper’ 
halfshafts and suspension units. The 
mangled parts were beyond local repaif 
and, having no replacements of his ow?, 
it seemed he'd have to sit the final out. 
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Brabham had replacements, though, and 
unhesitatingly came across with them. 
Stirling won the final, Jack placed second. 

You'd hardly think a catalog of if's 
and but’s, relative to Brabham’s 1959 
Championship progression, would need 
to include the Monaco GP; he won the 
damn race, after all, and also broke 
the lap record, and you can’t do much 
better than that. Well, not much better, 
maybe, but in fact, if it hadn’t been for 
a transmission derangement which, as 
far as we know, hasn’t hitherto been 
mentioned anywhere in print, he might 
well have made it a 100 percent score 
by beating Maurice Trintignant’s 1958 
race record of 67.98 mph. At around half 
distance, bottom gear on Jack’s Cooper 
started jumping out. Thereafter he only 
used low briefly and intermittently, when 
Brooks was leaning on him unbearably. 
Preeminently, of course, the Monaco cir- 
cuit, shortest and slowest of the grande 
epreuve venues, is a place where it really 
hurts to be bereft of bottom cog, with 
the alternative of driving one-handedly to 
hold it in. Nonetheless, it was as late as 
lap 85, fifteen from the finish, that Brab- 
ham set his terrific 70.09 mph lap record. 

In the second title round at Zandvoort 
three weeks later, he’d no sooner taken 
the lead from Jo Bonnier (BRM) on the 
thirtieth lap when his second gear went 
up the spout. That left 45 laps to race 
with an excruciatingly wide ratio box. 
So it was legitimate for Brabham apol- 
ogists to speculate whether, if this hadn't 
happened, Bonnier would later have 
passed (to win), or Moss would have 
passed (to retire twelve laps from the end 
with. malfunction of his Cooper’s Colotti 
gearbox) . 

Jack’s third placement in the European 
Grand Prix at Rheims, where the Fer- 
raris of Tony Brooks and Phil Hill headed 
him, calls for no excuses or qualifying 
clauses: except perhaps to fill in a gap in 
the contemporary reports — even the good 
ones — by saying the reason why Brabham 
surrendered second place to Hill at around 
lap 26 was that Jack’s clutch had started 
slipping. The shortage of friction persisted 
for ten or fifteen rounds. 

It was during practice at Rheims, you'll 
remember, that Cooper tried out their 
aerodynamic body on both of Jack’s cars 
~the works Fl machine and his own 1:,/- 
liter that he ran in the F2 race. This shell, 
with a sawed-off tail based on Kamm 
principles, gave the full grand prix con- 
tender a top speed of around 190 mph on 
the straight, but it was also indirectly 
responsible for Jack’s retirement in the 
F2 contest, despite the fact it was replaced 
by an open-wheel body before either race 
came off. The reason was simply that the 
lack of brake ventilation during training 
had given the smaller car’s brakes such a 
cooking they wouldn’t stand up to the race 
session. 

A secondary reason for his F2 defection 
was that, under the hottest race conditions 
ever recorded in a European classic—am- 
bient temperature 95 degrees F, surface 
temperature 190F — Brabham became as 
badly detuned physically as anyone in the 
act. Even in Australian races, he’d never 
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had it that hot. Like most of the rest, he 
copped his share of face lacerations from 
stones thrown up from the molten road 
surface. 

Contemporary Rheims reports men- 
tioned a tendency for the Cooper stream- 
liner to “lift” at high speed. This was true 
but not explicit. The lift was lateral, i.e. 
an accentuation of roll on fast curves, not 
frontal. Anyway, says Jack, they have dis- 
continued development on the aerody- 
namic body and it probably won’t ever 
be seen again. 

The Brabham Hoodoo (if you're pre- 
pared to admit the existence of this poor 
relation of the Moss Jinx) took furlough 
from spite the day of the British GP at 
Aintree, Championship round four. With 
the works Ferraris absent due to industrial 
trouble in Italy, Jack led from start to 
finish with hardly a care in the world apart 
from worrying whether his tires would 
last out (he went through nonstop) . The 
front pair were in very poor shape at the 
end. He thinks with the extra power and 
speed they'll naturally have on tap in 1960, 
Cooper may need to switch from stud fix- 
ing to centerlock wheels, anyway for some 
circuits, and recast their strategy to include 
midrace wheel changes. 

Round five, of course, was the farcical 
German GP along the dreary flats and 
near-suicidal Nordkurve of the Avus—a 
Ferrari benefit as far as it benefitted any- 
one. Brabham, as recalled earlier, killed 
his clutch in the first heat and nonstarted 
in the second. It certainly isn’t sour grapes 
that prompts him to declare he’ll never 
again submit car and person to this sort 
of Roman holiday, because the successful 
Ferrari team men were of the same mind. 

But there were bigger scares in store for 
Jack, who doesn’t scare easily, three weeks 
away in Portugal. First he had to dodge 
a child who pitterpattered across his 
Cooper’s bows at 125 an hour (this was 
the Cooper’s speed, not the child’s) ; then 
a jaywalking official forced Brabham into 
another phenomenal avoidance; finally, 
when lying second to Moss and all set for 
six vital title points, he was involved in 
the first really bad crash of his career. He 
was blamed for this accident by normally 
perspicacious British reporters, none of 
whom, it’s relevant to add, actually wit- 
nessed it. In fact, by our interpretation, 
his only fault was that, not being clair- 
voyant, he failed to foresee that a Portu- 
guese driver, Cabral (Cooper-Maserati) 
would suddenly change his line on a cor- 
ner when Jack, coming up fast from be- 
hind, was too far committed to play it 
contrapuntal. 

The fact that Cabral was driving for the 
experienced Scuderia Centro-Sud made it 
presumable he knew what he was doing. 
Brabham’s car hit a telegraph pole and 
threw him out. As he landed he just missed 
being flattened by Masten Gregory’s works 
Cooper, which finally placed second to 
Moss on Rob Walker’s Cooper-Climax 


entry. 
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Expectedly, in view of preceding revela- 
tions, the story of Brabham’s bid for the 
Italian Grand Prix yields a significant now- 
it-can-be-told item. Cooper had had special 
gears made up in advance for Monza. Dur- 
ing practice, however, due to a fault in 
heat treatment, their teeth started coming 
out in handfuls, forcing the team to fall 
back on cogs giving painfully low ratios 
for this very fast circuit (lap record by 
Phil Hill, Ferrari, 128.12 mph) . Speed for 
speed in top, Jack’s rpm was 500 up on 
the planned turnover, and the same went 
for his team mates, McLaren and Scar- 
latti. So it’s fair to comment that Jack, 
who finished third behind Moss on the 
Walker stable’s Cooper-Climax and Phil 
Hill (Ferrari) , not only did well to make 
his tires last the 259 mile race distance 
(which Stirling also did but the Ferrari 
team didn’t) , but furthermore nursed his 
overrevved engine through without mis- 
hap. 

By common consensus, Brabham’s self- 
taught knowledge and skill as an engineer 
start where that of most of his grand prix 
contemporaries leaves off. Knowing cars 
as he knows them, and never racing one 
he hasn’t worked on with his own hands 
(sports cars excepted) is, he considers, a 
double-edged asset. On the one hand, en- 
abling him to foresense impending crack- 
ups, it can be the means of turning a 
probable retirement into a lame finish — 
which is better than no finish where Cham- 
pionship points are at stake. On the other 
hand, in the same situation, a less sensitive 
operator will keep his clog down and con- 
ceiveably bash through a high placement. 
It doesn’t always pay, in other words, to 
know the worst that may happen. 





Brabham, if he wins the ‘59 title, will 
be the first Champion in history with the 
distinction of having built and played an 
important part in the development of the 
cars he races. He could be classified as the 
polar opposite of the late Fon Portago, 
who, rest his soul, was about as much use 
in a workshop as a left handed gorilla and 
didn’t even like cars much, and the ap- 
proximate counterpart of the great and 
equally lamented Frank Lockhart. His gifts 
as an engineer were doubtlessly congenital, 
but he attributes their practical develop- 
ment to the fact that in Australia, back 
in his dirt track and hillclimb days, the 
business was so unprofitable he had no 
option but to be his own mechanic. 

Things looked up a bit when Jack se- 
cured a Redex sponsorship for a road race 
program with the front-engined Cooper- 
Bristol he was operating in N.S.W. and 
neighboring States in the early ‘fifties. 


Then, at the end of 1954, the Confedera- 
tion of Australian Motor Sport outlawed 
sponsorships, which was a contributing 
factor in Brabham’s decision to go to Eng- 
land in ’55—‘just for one season”. He was 
so sure the sojourn would be temporary 
he bought a building lot in Sydney with 
the firm intention of setting up there in a 
garage business. Little did he think his 
garage venture, when it finally material- 
ized—five years later—would be located 
just down the road from Cooper Cars Ltd, 
at Surbiton, England. 

Jack recently sold his piece of Sydney 
and, except for occasional trips to visit his 
father there, isn’t likely to be seeing much 
of Australia in the future. After Sebring 
he heads straight for New Zealand and the 
N.Z. Grand Prix in January. 

Incidentally, any nostalgia he feels for 
his mother country does not include the 
national motor sport authority. Aside from 
the Confederation’s action in virtually de- 
priving him of his means of livelihood in 
his native land, there was another little 
contretemps. In 1951, totally inexperienced 
in speedwork on a hard surface, and com- 
ing straight from the ‘disreputable’ sport 
of midget car racing on dirt tracks, he 
surprised all beholders by making outright 


fastest time in his very first hillclimb — 
driving one of them heathenish midgets, 
Authority then stepped in and disqualified 
him on the niggling technicality that he 
was running without front brakes. The fol- 
lowing year he satisfied scrutineering honor 
by fitting front brakes and promptly won 
the Australian hillclimb championship. 
What the scrutineers didn’t notice was that 
his front brakes weren’t connected. Now- 
adays the Confederation is proud to have 
‘fostered’ a potential World Champion and 
sends him fulsome cables to this effect. 

Arriving in England in the spring of 
1955, Jack acquired an_ out-of-breath 
Cooper-Alta from the late Peter White- 
head and, in the memorable Ustinov 
phrase, leapt into obscurity. Cars that fol- 
lowed, chez Brabham, included the old 
250F Maserati with which the Alfred Owen 
stable used to console itself for the BRM’s 
lack of success, but this one, in the village 
blacksmith’s hands, never really regained 
the form it had shown when Peter Collins 
drove it to victory in the 1955. International 
Daily Express Trophy at Silverstone. It 
was in 1956 that Brabham went onto the 
Cooper payroll, where, to shorten an in- 
tractably long story, he has been ever since. 
His between-race duties have included the 
bulk of Cooper’s high speed testing and, in 
particular, improving and developing the 
cars’ handling qualities. The Cooper firm 
has of course won the 1959 F1 Constructors’ 
World Championship by miles from Fer- 
rari; whether Jack does or doesn’t bring off 
the drivers’ title, he can justly adorn his 
hat with a few of the feathers that go with 
victory in the makers’ contest. 

We once overheard a Brands Hatch 
spectator say, in awestruck and admiring 
tones, “With Brabham you never know for 
sure which will come into sight first, his 
back wheels or the front ones”. Transition 
from his old haymaker cornering modus 
came gradually, almost imperceptibly. Ex- 
cept for occasional lapses in the heat and 
fury of short races on dizzy courses like 
Brands Hatch, where almost everybody 














resorts to wildfowling technique anyway, 
Jack’ s latterday style well deserved the ad- 
jectives “cool, immaculate”, that Auto- 
sport’s account of the 1959 British GP ap- 
lied to it. He doesn’t yet have the almost 
sculptured poise of Moss and Brooks at 
the wheel, because this would be impos- 
sible to combine with his habit of tele- 
scoping his neck into his shoulders to get 
himself down out of the airstream. But 

ne forever is the old brute-force touch 
that used to be such a delight to the Brab- 
ham fans of two continents. 

In international Fl races of sub-Cham- 
pionship caliber during 1959, Brabham 
and Moss were constantly in each other's 
hair, fighting a series of tigerish battles. 
Coincidentally, the first and the last of 
these, the Goodwood 100-miler at Easter 
and the Oulton Park Gold Cup race in 
September, had the same outcome — Stir- 
ling first, Jack second. In the latter, for 
the biggest first prize purse of any current 
British race (1000 pounds, nearly $3000) , 
Brabham became a figure of controversy 
over what appeared to be a deliberate and 
blatant jumped start. Because nobody 
bothered to ask him what gave, and he, 
characteristically, didn’t bother to tell any- 
one, the impression remained that Jack 
had momentarily reverted to blacksmith 
type. The fact was, and it only emerged 
under our crossquestioning, that Cooper 
had been experimenting with a new type 
of clutch, giving a shortened pedal travel. 
When Brabham realized, all in a split 
second, he was the only one racing for the 
Gold Cup, he hit his brakes hard, risking 
ashunt up the bustle in so doing. In the 
general brouhaha, this act of reparation 
went unnoticed. Anyway, he wasn’t com- 
plaining — he’d won the cup and the ac- 
companying thousand sterling a couple of 
years earlier. 

Brabham is not without experience as a 
sports-car driver but he’s happier in the 
vitesse pure school. As a short-term mem- 
ber of the Aston Martin works team in ’58 
he co-drove the winning DBR1-300 with 
Moss in the Nurburgring 1000-Kilometers, 
and shared Roy Salvadori’s second place 
in the TT. It’s been written that he is the 
only Australian ever to finish at Le Mans, 
but this should read the only Australian 
male; Joan Richmond, Aussie aussi, placed 
high in her Le Mans class when Jack was 
still in short pants. 

In ’59 his sports car program was con- 
fined to the sideshow contest for this class 
of car in the British GP meeting, where 
he was third, and the TT at Goodwood, 
where he retired on Monaco Coopers both 
times. His best “‘week’s” work during 1959, 
to revert to Fl level, was winning the Sil- 
verstone International one Saturday and 
the Monaco GP eight days later. No doubt 
the shade of Peter Collins nodded ap- 
proval of Jack’s new-found tidiness in 
averaging 102.73 mph to win the Silver- 
stone annual. Back when Peter himself 
won it, at 95.94 mph on the Owen Mase- 
rati in 1955, it could have seemed that the 
Australian never would snap out of that 
Village blacksmith technique. 

Win or lose the Championship, Jack 
Brabham says he will retire from racing 
in about two years’ time. When he does, 
grand prix will lose an amiable, coura- 
geous and technically brilliant figure. 

—dm 
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would drop the average by five miles an 
hour. Gus had to stay in the car and the 
car had to stay on the course. The three 
hour record had fallen to Wisdom on his 
next-to-last lap. The 1000 km mark fell 
but the main mark had to wait until Gus 
finished his stint. Finally the sixth hour 
came. 

“Give him two more then bring him in,” 
Enever told Hounslow. Alec, third finger- 
nail, right hand, between his teeth nodded. 
The other two nails were down to the 
quick. Captain Eyston brought back the 
official word: 139.09 mph for the next six 
hours. 

Gus came in, mindful of Tommy’s over- 
shoot, bringing it down in gear and clear- 
ing it at the last moment with a blast at 
the throttle while Hounslow winced. 

Ed Leavens, of Canada, was up next 
for what was, at least from the drivers’ 
point of view, the roughest shift of all. 
By this time it was noon — past noon — 
and a merciless sun shone down from a 
cloudless sky. There were no shadows ex- 
cept directly underneath the car and other 
objects. The glare was blinding, the air 
was hot with an ambient temperature of 
over 85 degrees. And finally there was 
little glory to be gained. Only one record 
could fall in the next three hours and 
that one fairly early. The rest of the three 
hours was steady grind, aiming for the 
average. The 1000 mile mark fell soon 
enough at 138.55. Leavens continued to 
turn the circle at a desperately boring 140 
mph give or take a fraction, working 
toward the set-up that would assure the 
twelve hour record come what may. 

At about this point, if you’re Captain 
George Eyston, you sit in the timer’s shed 
with an outward calm born of years of 
record setting. But you keep an eye on 
the clock and a sensitive ear cocked for 
engine sounds and the pealing of the 
phone from an observer’s post, a call that 
can only signal trouble. 

If you’re Sidney Enever you pace the 
pit area incessantly, occasionally stopping 
by the cook shack but mainly intent on 
sight and sound of the car. Mostly you 
stand in the pit shed and fidget. 

If you’re Alec Hounslow you've started 
working on the first nail of the left hand. 
You wonder audibly if the engine still has 
that crisp, clear note it had at dawn. Is 
it your imagination or has that sharp, 
biting rasp turned a bit feathery? 

If you’re any one of the thirty-odd people 
gathered in the pit area you feel the ten- 
sion build. 

Somone says: “That’s an awful little en- 
gine to lug all that weight that fast.” You 
just look at him and he shuts up. He’s 
right, of course, but you just don’t say it. 
Not out loud. 

By now the sun starts slanting in from 
the west. Shadows grow, black against the 
glaring salt. The air seems hotter than it 
is and the wind has dropped to near zero. 

Now it’s three-forty-five, time to bring 
Leavens in. Wisdom buckles on his crash 


hat. The crew gathers. Any action will be 
a relief. 

Ed cuts it clean and far out, coasting 
silently in, the only sound the crunch of 
tires pressurized with nitrogen to 5) 
potnds crushing the hard salt. Quickly 25 
gallons of fuel flow into the tank, a quart 
of oil goes into the sump. Down with 
the lid and cockpit cover and Wisdom js 
out once more, this time for the final two 
and a half hours that, if all goes well, will 
boost the 12 hour Class G record by 20 
miles an hour. 

The atmosphere now is slightly remin- 
iscent of a bomber base sweating out a 
mission. There’s nothing to do but wait, 
It’s all up to Tommy and the car. 

The minutes trudge by on leaden feet, 
slogging slowly into the eleventh and final 
hour. The eleventh hour! You can’t help 
it— you recall all the things that killed 
victory in all the races you remember. If 
you’re Eyston, Enever or Hounslow you 
remember the last half of the last lap of 
a record run with this same car when a 
tire tread let go, snatching certain victory 
away. You remember Stirling Moss at 
Monte Carlo in 1959 with the race all 
tucked away and stroking it when the gear- 
box packed up in that last hour. These 
and hundreds more stretching into racing 
antiquity all march through your head. It 
doesn’t help. Not a damn bit. 

Then the phone jangles. 

The round little man who is the official 
pit observer answers. He, who alone among 
those in the pit seemed unconcerned be- 
fore, literally yanks the instrument off its 
mounts. A big grin lights his face. 

“You're in,” he says, hanging the horn 
back up on the wall. “He can push it in 
now and you've still got the record. If he 
stopped now and pushed he'd still have 
a 122 average.” 

Tension drops for an instant. 

Fine, you're in like a porch climber. But 
you didn’t come out here to win by a fluke. 
The record is in; it’s on the books but 


Tommy doesn’t know it and to hell with 
technicalities. 





So you sweat some more. The last half 
hour rolls around, then, agonizingly, the 
last few minutes. 

Whoom! go the tent walls and Tom- 
my is on the last lap. The 12 hour record 
is now 138.75 miles an hour average. 

Eternity ended at 6:20 p.m., September 
9, 1959. 

But not anxiety. EX 219 still had two 
more jobs to do. 

There was still a one-hour run on the 
circle and a dash down the straight to be 
done. All the one-hour standing start rec- 
ords- were held by Lotus and all were 140 
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miles an hour or better except the one 
hour record itself which stood at 137.26. 
The dash down the straight and back was 
intended to take Lt. Col. A. T. Goldie 
Gardner’s flying start five-mile mark which 
had stood at 144.6 since 1937. Other marks 

aimed at were the flying 10 kilometers and 

All this was to be done with a second 
engine, a little more fierce than the 12- 
hour machine but basically the same. A 
little richer running, burning a rather 
nasty blend of fuel and twisting a little 
tighter — that was the difference. This time 
99 horses lived where 35 belonged. 

And it had to be stuffed into EX 219 
which meant virtual dismantling and re- 
building in one night. So it was ordered 
and so it was done. It was done by a crew 
of the hardest working mechanics one 
could ask to see and it was done by morn- 
ing. 

At noon all hands assembled on the salt. 
Hounslow fired up the car and started out 
on a warm-up run, followed by a fragrant 
aroma of nitrobenzene. In a few minutes 
he was back in the pit shed. The “hard” 
racing plugs were installed and Gus Ehr- 
man who was to make the hour-long run 
got in for a full-bore check ride. No sweat 
here — just take it around and see what 
she'll do. 

The little engine fired up with an ear- 
cracking blast and Gus shot out of the 
shed, tires churning up a spray of salt. 
Then it happened. 

The sound of the engine rose sharply 
then fell off. Then it rose sharply again, 
much too quickly for normally expected 
acceleration. Gus turned the car around 
and headed back. He pulled in and lifted 
the canopy. 

“It’s the clutch,” he said. “It won’t hold 
anything over four thousand revs.” 

Buttoned snugly into the tight shell, the 
clutch and its linkage could not be seen — 
only felt by groping fingers. This one 
Hounslow worked on himself. There was 
only one thing to do. By feel and touch 
alone they must undo the linkage and try 
the car out in one gear. For an hour busy, 
skilled fingers groped until the slave 
cylinder was disconnected from the linkage 
and the clutch plates were as free to hold 
as they would ever be. Hounslow jumped 
in the car and twenty eager pair of hands 
pushed him off in third gear. The sput- 
tering turned into a mutter then to a 
tumble which rose to a clear buzz as the 
car disappeared around the circle. All the 
way around this time. 

Soon he was back. “Looks like linkage 
all right — try it in top gear, Gus.” 

Again a score of hands pushed hard and 
fast. Again the car muttered off into the 
glare. And again it made the distance. 

“All right, now try three fast ones,” 
Ehrman was told when he came around. 
Again he set off and when he came by he 
was storming, the car kicking up a light 
spray of salt the way only a car going 150 
or more can do. The next lap was timed 
and the time was just over four minutes 
for 151 mph. It looked good until Gus 
onggg the car in at the end of the third 

ap. 

“It’s still no good,” he said. “It comes 
undone at just over six thousand.” 


(Continued on Page 100) 








FREN-DO Brake Linings are a by-word with 
the sports car racers who stake their lives 
on fast, dependable braking action. FREN-DO 
stands up under constant, long hard brak- 
ing. Under adverse driving conditions, down 
mountain roads, in heavily curved areas 
FREN-DO will stop your car positively where 
other linings fade away. That’s why FREN-DO 
is the most accepted and requested brake 
lining at all the important international racing 


events. From Sebring to Le Mans... from 
nate ak COLUMBIA 


Mille Miglia to the Grand Prix—more top 

drivers insist on FREN-DO linings. MOTOR CORP. 
FREN-DO Brake Linings are available for 419 East 110th Street 

every make of European car. Ask your dealer New York 29, N. Y. 

about FREN-DO Brake Linings. ENright 9-5200 











Be an industrial designer 


Combine your design abilities with technical aptitudes in 
Industrial Design training at Art Center School. Work 
under practicing professionals for top jobs as automotive 


AVION ODOMETER 


New ultimate-precision instrument. Fully 


adjustable for corrective computations. stylists, product, package designers. Design stores, 
motels, showrooms, shopping centers. Constant demand for 
WRITE for details and price. graduates. Accredited. Eight semesters to B.P.A. degree. 


41 June or Sept. sem. Enroll early. Write Mr. Seitz, 5353 


AVION DIVISION 


9 Park Place * Paramus, N. J. 


West Third Street, Los Angeles, California. 


|ART CENTER SCHOOL 











| Coed. 700 students. Vet approved. Begin training Feb., 














2Give the Xmas gift your race driver 
will be proud to use all season» 











. is the only helmet approved by 
all racing associations. 


. is the only full-coverage helmet 
with the non-resilient, energy- 
absorbing liner. 

. is the only full-coverage helmet 
approved by the independent 
Snell Foundation. 








THERE IS NO ECONOMICAL SUBSTITUTE] “"eaR so. 





WHEN YOU ARE BUYING SAFETY. HELMET LESS VISOR 


SIZES — 634, 6% to 7, 7%, 7%, 7%, 7% $37.00 
Also JUNIOR SIZES DEALER INQUIRIES INVITED 














A BELL 500 TX HELMET FOR 
EVERYONE THIS CHRISTMAS! CiiT¥auro PARTS, INC. 
Write for LUdlow 7-5229 
Order from your Dealer. free literature 3633 East Gage Ave., Bell &C California 
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ATTENTION — 







RACING CAR MANUFACTURERS 


DESMODROMIC 


VALVE 
GEAR 


No need to subject your engineers 
to. the fruitless and laborious task 
of endiess trigometric calcula- 
tions to develop Desmodromic 
Valve Gear. 


The extensive Iskenderian Des- 
medromic Engineering Dept. has 
the experience and personnel to 
handle all requests for Sports Car 
Conversions. Currently supplying 
several European car manu- 
facturers. 


Write ...or wire direct for specific information. 











Giant New CAM CATALOG NOW READY: The most complete 
ever produced. Full section on FOREIGN CARS. Send 25c 


Read VALVE TIMING 
for MAXIMUM OUTPUT 


The book that was ordered by almost every 
Automotive Library, both here and overseas 
Replete with valuable information. 


-2- Only $1.00 


ED ISKENDERIAN 





607 North Inglewood Avenue, 
Dept. SC-12, Inglewood, Calif. 
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Section 233) SHOWING THE OWNERSHIP, MANAGE- 
MENT, AND CIRCULATION OF Sports Cars Illustrated, 
published monthly at Chicago, Illinois, for October 1, 1959. 
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GERMAN MOUNTAIN SKI CAP! 


NEW U.S. SPORTSWEAR HIT! Bought in Western 
Germany: a limited supply of the original HIGH- 
FRONT ‘“‘mountain’”’ style (for fall & winter) of last 
summer’s popular Afrika 
Desert Cap. All new, 
made of soft wool-felt, 
fully lined. Unique 2- 
position pull-down ear- 
flaps to cover either (a) 
your ears alone or 
(b) both neck and 
ears. Colors: 
Mountain green, 
navy blue, field gray, 
$5.95 plus 35¢ postage. 
State size & color. (Gen- 
uine Edelweiss moun- 
taineer’’ cap-insignia, in 
gold and_ silver toned 
metal, $2.50) 


AinsworthCo.,Dept.SC-12 
158 E. 38 St., New York 16,N. Y. 
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Eternity 

Begins at 

Dawn 
from page 99 


What to do? If you are Hounslow or 
Enever you make a tough decision. You 
pack up and go back to town for another 
all-night session. And this time you decide 
to test. You don’t have any test equipment 
but you must test anyway. You scrounge 
around town until you find a 100-pound 
spring balance like the kind they used to 
weigh ice with. Then you weld a two-foot 
bar onto a splined socket that just fits the 
output shaft of the gearbox. You do this 
because you know that the engine puts 
out 86 Ibs/ft of torque at 5800 rpm. You 
know that if you hooked the spring bal- 
ance on the bar exactly two feet from the 
socket end and the socket end was attached 
to the mainshaft you should be able to 
pull at least 50 pounds on the scale with- 
out making the shaft turn. If it does the 
clutch is no good. If it doesn’t you're in 
business. Meanwhile your mechanics undo 
the work they did the night before. And by 
1l that night the engine is on the floor. 

Four mechanics held the engine. Enever 
held the crank nose and Hounslow applied 
the scale and bar. It held at 40 on the 
scale — 80 lbs/ft. At 45 it began to move 
and at 50 it slipped easily. It just wouldn’t 
hold the torque. Period. 

Now there was only one thing to do — 
remove and clean the clutch from the en- 
gine that had just gone full bore for 12 
full hours, clean it up and try it with the 
bar and scale. Just to be sure, the flywheel 
and motor plate were removed from the 
12-hour engine and installed on the sprint 
mill. 

Again the bar was applied while willing 
hands held the engine. Hounslow heaved. 
The scale moved up — 40, 45, 50, 60, 70, 80 
pounds and still the clutch held. It was 
the equivalent of 160 lbs/ft of torque and 
125 to 130 would do the trick. 

On through the night they worked and 
at nine in the morning the job was done. 
Once more on the salt, Gus took off. With- 
in a lap he was crackling along at 153 
mph and giving the high-sign to the pit 
as he passed. Then he came in. His only 
complaint was that things seemed slicker 
than usual, a natural reaction since the 
car was now wearing Dunlop R35 tires that 
had been buffed down until only 2 milli- 
meters of tread were left. These replaced 
the normal R5’s worn earlier. The reason 
being, of course, to lighten the tread to 
make absolutely sure that it wouldn’t sep- 
arate from the carcass. But they were slip- 
pety- 

The car was pushed back behind the 
timing lights and the engine lighted off. 
The flag fell and Gus was off in a smooth, 
clear rush. It was a good start —his stand- 
ing lap was a nice healthy 134 mph. His 
second was 153 and his third was 152.5. 
The fourth lap took longer. Lots longer. 

Captain Eyston brought the word. Gus 
had spun out, doing seven loops before 
pulling out of it. Morning dampness, slick 
salt and smooth tires had made 153 mph 
a shade too fast. 


If you are Sid Enever or Alec Hounslow 
or Captain Eyston what do you do now? 
The average is down but is it down enough 
to pack it all up and start over? There 
is only one thing to do—sit tight and 
watch the clock to see if the average was 
above the record. It is, so you sit and wait 
while the minutes turn into the seeming 
hours they were on the long previous run, 
You sit and hold your breath for long 
moments at a time while your driver holds 
the car to what must be the barest ragged 
edge of adhesion. The minutes mush by 
and eventually all the intermediate marks 
have fallen except the 50 mile mark, missed 
on that horrendous spin. The one hour 
mark should be in the bag at something 
around 146 but anything can happen and 
it does. 

Another spin, this time a vicious whip 
to the inside of the circle. Gus re-enters 
the circle half a mile down the course but 
the damage is done. It isn’t time that’s 
lost on this one — the average is still up 
above 145, some seven miles an hour above 
the existing record. The previous records 
are still held but you’re dead for the one 
hour. Disqualified for leaving the course 
toward the inside and not re-entering it 
at the point it was left—an inadvertent 
short cut. It’s heartbreaking but there's 
only one thing to do. You pat Gus on the 
back and break the news. He’s got to do 
it again. 

This time the car was equipped with the 
regular unbuffed R5’s for a better bite at 
the salt. It was moved back to the line for 
a new chance — the third try for one seem- 
ingly measly hour when 12 had gone off 
without a hitch two days before. The flag 
fell and Gus was off—again. 

And this time, if you’re Eyston, Enever 
or Hounslow or any other man on the 
team, you really sweat. So far on this one 
Fate has dealt you every dirty hand in 
the book and you know very well there 
are a hundred things that can blackball 
you once again. So if you’re Hounslow 
you gnaw at what nails are left from the 
other day. If you’re Enever you pace and 
fidget. If you are the tall, gracious-graying 
man named Eyston you sit and stare at 
the timer. And if you are Gus Ehrman 
you bore ’round and ‘round bending every 
effort to stay on the course and maintain 
just the 147 miles an hour you've been 
told to make. With the new tires it feels 
much more secure, especially since now it 
is past noon and the hungry sun has sucked 
up much of the moisture that plagued you 
earlier. It’s easy to exceed the limit and 
unconsciously you do. You and all your 
team mates also know that this is not the 
twelve-hour engine. It’s a nitrated, over- 
stressed, 99 horsepower mite that was built 
to make one run for the hour and a sprint 
up and down the straight. Will it last 
the distance after all this? 

It would and it did. Without a single 
hitch and without missing a beat it picked 
off the hour record and five intermediate 
marks, raising them by three to six miles 
an hour each. 

John Thornely, General Manager of MG 
and head of the company that built EX 
219 put it best. “We're all tidy now,” he 
said. 

At least until some other dawn. 
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Rate: 40¢ per word. Minimum 10 words. April issue closes Jan, 8th. Send orders and remittance to: SPORTS CARS ILLUSTRATED, One Park Ave., N. Y. C. 16. 
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FOR SALE 


CURTA Rally Computers. Detailed instructions for 
rally use complete with minutes-per-mile table and 
10-65 mph (hundredths) to miles-per-minute tables, 
all for $1. Deductable later from any Curta or Han- 
hart rally watch orders, Rally equipment our spe- 
cialty. Radio Bookshop, 1379 East 15th Street, 
Brooklyn 30, N. Y. 








» FERRARIS—New and Used. RRR Motors, Inc., 18009 


S$. Harwood, Homewood, Ill. Sycamore 8-9070. 





) FOUR car model racing now. Sets from $29.95. Free 


literature. Distinctive, Room 122, 1613 Wisconsin, 
Washington 7, D. C. 





AUTHENTIC looking decal and wallet card proclaim 
your vehicle to have a certified speed exceeding 
130 MPH. Both for $1.00. Fool everyone. Mackintosh, 
Box 25, Ft. Lauderdale, Fla. 





1957 V-W with Alken body roll-up windows de- 
tachable hardtop, 53 MG-TD with Corvette V-8 
engine. Write or call. Automotive Importers 
Triumph Dealer, 1931 Vargrave St., Winston Salem, 
N.C. Phone PA 56261—PA 33883. 





ENGINES, OHV V8’s. Popular makes, 1956, 1959. 
Speed equipment. Catalog 50¢. Ledbetter Enter- 
prises, 1015 17th, Texarkana 9, Texas. 





1954 FERRARI 4.1 V12 GT Coupe—Farina body— 
13,000 original miles—never raced—Concour con- 
dition ~ Borrani aluminum wheels — Pirelli tires — 
$5200. Lek von Kaesborg, 309 Andreson Building, 
San Bernardino, Calif, Telephone TU 9-3594. 





ROLLS ROYCE—1930 Phantom Mark |, Town Sedan 
Body by Hooper Ltd. First Rate Condition Original 
And Unrestored $5500.00—F. O. B., Miami. Fla. 
Cunningham Motors, Inc., 174 South Dixie High- 
way, Coral Gables, Fla. 





INTERMECCANICA Formula Junior. Advanced, fast 
and beautiful. 85 HP 1100 or 100 HP 1300 Peugeot 
racing engine (hemispherical alloy cylinder head, 
counter-weighted crankshaft, two twin-throat car- 
burators). Interchangeable liners allow FIA or 
Formula B participation. Truss frame, rear engine. 
Fully independent oleo-pneumatic suspension, 
streamlined nylon reinforced polyester bodywork. 
Write to: North-East Engineering Co. P. O. Box 
153, Torino, Italy. 





1959 MERCEDES-BENZ 300-SL rdstr. White, red 
leather interior, Becker radio, very low mileage, 
excellent condition. Must sell. Jack Knoll, P. 0. 
Box 446, Creve Coeur, Mo. LAfayette 7-4123. 





GOVERNMENT Sells:—Surplus Aircrafts; Boats; Jeeps; 
Amphibious Vehicles; Electronics; Accessories; Misc. 
~Send For U. S. Depot Directory & Procedure $1.00 
ponent Surplus Sales’, Box 425—SC, Nanuet, 
bY. 


a 


EQUIPMENT <A 


vA 
f 
’ 


USED Foreign Car Parts. We are dismantling many 
foreign cars for good guaranteed used parts. All 
models to 1959. Sport cars and family sedans. Write 
for price quotations on parts you need large or 
Small. Reliable Auto Wreckers, Riverside, Calif. 


cf 








JAGUAR owners, Healey owners: Stainless Steel Flex- 
ible Exhaust Tubing Permanent replacement between 
exhaust pipe and muffler. Complete with heavy-duty 
clamps. Healey $5.50. Jaguar $5.95 (modified re- 
quires two) postpaid. Quantity inquiries invited from 
dealers. Wilco, P.0. Box 1128-S, Rochester 3, N. Y. 





FOREIGN Car Auto Wrecking. Used and rebuilt parts 
available for over 600 cars. Sports Car Engines, 
transmissions, rear-ends, and complete chassis’ our 
specialty. New and Used Accessories. Complete stock 
of generators, starters, distributors, fenders, doors, 
grills, glass, wheels and tires. All parts guaranteed. 
All inquiries promptly answered. Dealer discount 
given. All prices F.0.B. Los Angeles. Grand Prix Auto 
Parts, 12613 Sherman Way, No. Hollywood, Calif. 
TR -7-5479, PO 50360. 





THE Truth about Speed-Power-Mileage Equipment. 
Free Catalog. Write! Almquist Engineering. Milford 
$C2, Pennsylvania. 





VW Chassis, running gear, 1956, excellent. Parts, 
etc. Everything but the body, $550. K. Johnson, 
4920 N. Newhalt, Milwaukee 17, Wis. 


ACCESSORIES SP 


RADIOS for All Sports, Foreign Cars. Tubes or 
Transistorized superheterodyne models. Guaranteed 
performance and fit. $31.95 postpaid. Specify vol- 
tage. Autoradio, Dept. SC, 132 State, Schenectady, 
N.Y. 


SAVE $$$ . . . Send 25¢ for my catalog of 500 
car and motorcycle owners handbooks, factory 
shop manuels and books covering all motoring and 
motorcycling subjects. Vivian Gray, The Motorist’s 
Bookseller, Hurstpierpoint, Sussex, England. 





MOTOR Sports Book Club. Books, records and ac- 
cessories at reduced prices. Free bonus plan. 
Write immediately. Box 1969 GCS, N. Y. 17. 


SPORTS CAR BODIES 


FIBERGLAS Sportcar Bodies to fit 87” to 108” W.B. 
$250. F.0.B., European Motors, Rossville 3, Pa. 





FIBERGLAS Sports Bodies—Easily bolts on Crosley, 
Fiat, etc.—$295. Jaguar, Ford, Chev., etc.—$495. 
Free Brochure. Almquist Engineering, Milford SC4, 
Pennsylvania. 


PLANS & KITS 


FORMULA Junior Here Now! Assemble your own from 
MG-TD parts. Drawings and instructions $5. Conver- 
sion kits from $395. Formula II! plans still available, 
$5. Dane Racing Cars, 1296942 Washington Bivd., 
Dept. SC, Los Angeles 66, Calif. 





CAUTION: Do Not Lower Windows At Speeds In Ex- 
cess of 120 M.P.H. This official appearing engraved 
metal plaque for your dashboard and doors. Applied 
and removed in seconds. $1.00 each. Postpaid air- 
mail. Sports Car Bazaar (SC), 6019-44th N. E., 
Seattle 15, Washington. 





TRIUMPH — Jump Seat —All Colors. Complete $19.95. 
Almo, 1600 Ritchie, Glen Burnie, Md. 





SPORTSWEAR—Sports and Domestic Car—Tee Shirts— 

Sweat Shirts—Crests made to order. Write for Il- 

lustrated sheet. International Crestmark, Plaistow 
H. 





RALLYE Dash Plates. 1 by 31% inches polished brass, 
engraved $15 doz. Plastic stamped $3.50 doz. In- 
cludes name of club, date and name of Rallye. Sap- 
penfield’s Trophy Center, 1219 S. Calhoun St., Ft. 
Wayne, Ind. 





AIR Horns for sports and imports. The real thing, 
not imitations. Easily mounted, Dashboard button 
control. Complete $14.95 to $39.50. For pictures 
and prices write: Cole Grand Prix, 20619 Mission 
Bivd., Hayward, Calif. . 





WIRE Wheel Service, complete repair on Foreign, 
Antique, other. Special 60 spoke wheels for popular 
sports cars, also 3 lobe .knock-offs for most (No 
Jag) $28.00 set of 4 postpaid. Precision Wheel 
Service, 181 Bowdoin Street, Dorchester 22, Mass. 
GE 6-4576. 





PORSCHE, Volkswagen, Ghia owners! No fumes—no 
soiled luggage—no gas spillage with new Prevent- 
A-Leak attached to gas cap! Only $2.50. Advance 
Engineering, Dept. S, Box 2274, Dallas 21, Texas. 





PILOT’S Bucket Seat w/Leather Cushions Safety 
Belt $25 MDC, 944 W. Tioga Street, Philadelphia 
40, Pa, 





STOP Thief and save cost of inside mounted, tam- 
per proof MGA Trunk Lock. Satisfaction guaran- 
teed. $8.95 ppd. Free information. R&S Products, 
51 Forestdale Ave., Dayton 32, Ohio. 


BUILD Your Own Tachometer, (electric) at tremen- 
dous savings. Complete plans and instructions, $1.00. 
Alanne Engineering, Box 135, Watertown 3, Conn. 





JABRO’S are winning trophys all over! Build your own 
from Crosley parts, Mk |! or Mk II Blueprints, 
Bodies, Space Frames, Speed Info, Send 25¢ Jabro, 
#1 Sunnymead, St. Louis 24, Mo. 


MISCELLANEOUS 


SPORTS Car Dealers! Someone ‘“‘borrowing”’ your 
personal copy of Sports Cars Illustrated each month? 
You ought to be taking advantage of Sports Cars 
Illustrated’s convenient re-sale plan. Sell copies in 
your showroom—perform a good service for your 
customers—with no risk involved. For details, write: 
Direct Sales Department, Sports Cars Illustrated, 
One Park Avenue, New York 16, New York. 





BRITISH and European Workshop Manuals. Largest 
stock in U. K. Send year, make, model for im- 
mediate airmail quotation. Catalogue of other books 
on motoring 25¢ (air mail 50¢). Autobooks-Marken 
Ltd., 104 Islingword Rd., Brighton, Sussex, England. 





SPORTS Car Sketches. For the enthusiast, 8x10 pen 
and ink drawings. Lotus, Maserati, Testa Rossa, 
Porsche Spyder, 300-SL, Ferrari, D-Jag, XK-140, 
TR-3, Porsche Cpe, VW, MG-TC, TD, TF, & A, Com- 
plete set of 15 prints $6., 12 prints $5, any four 
$2. No COD’s. A. Wood, 8310 Hood Dr., Richmond, Va. 





BADGES, for club identification, three inch metal 
auto emblems, made to order, baked enamel 
colors, any design, color, shape. Two week de- 
livery, $2.50 each, no die charge, minimum order 
40, discounts on larger quantities. Novelty jewelry 
also made to order. Newark Co., 272 Washington 
St., Providence, R. |., Est. 1907. 











SHOPPING GUIDE 


Classified 


A HANDY GUIDE TO PRODUCTS AND SERVICES 
NOT NECESSARILY AUTOMOTIVE, 
BUT OF WIDE GENERAL INTEREST. 


PHOTOGRAPHY, FILM 
EQUIPMENT & SERVICES 


FREE! Blackhawk’s big sale catalog 8mm., 16mm. 
movies, 2”x2” color slides. Biggest selection any- 
where! Projectors, cameras, supplies—big discounts! 
Get free, every three weeks, 12-page newspaper size 
bargain ‘list! Blackhawk Films, Davenport 9, lowa. 


WORLD’S Fair or Miss Universe. Eight Color slides 
$1.00. Eddings. Roberts Avenue, Corning, N. Y. 





BINOCULARS & TELESCOPES 


OPTICAL Bargains — Request Free Giant Catalog 

“CJ."" 144 pages — Astronomical Telescopes, Micro- 

scopes, Lenses, Binoculars, Kits, Parts. Amazing war 

surplus bargains. Edmund. Scientific Co., Barring- 
, New Jersey. 


U.S. & FOREIGN JOB REPORTS 


FOREIGN Employment Information — $1. Parks, Box 
1665A, Lake City, Seattle 55, Wash. 


OVERSEAS Positions offer free trav«!, high salaries. 
Complete survey all possibilities -- administrative, 
technical, aviation, etc. — $1.00 — Included free 
“Directory of American Companies in Sixty Coun- 
tries”. Hill International Publications, P. 0. Box 
26-Z, Massapequa Park, N. Y. 





MISCELLANEOUS 


“WINEMAKING; Beer, Ale Brewing.’’ Illustrated. 
$2.00. Eaton Books, Box 1242-V, Santa Rosa, Calif. 


INVENTORS: Protect you invention. Apply for 
United States Patent. Free ‘‘Registration Form’. 
ge Ardenne, 806 Wm. Penn Annex, Philadelphia 
, Pa. 

CUSTOM Cabinets, Office Supply Carts, Companion 
Pieces to Desks, Harold Boyd Barber, 320 East Main, 
Missoula, Montana, 


INVENTIONS wanted for immediate promotion. 
sane 703-P Bernley Building, Philadelphia 7, 
enna 


TAPE Recorders, Hi-Fi Components, Sleep Learning 
Equipment Tapes, Unusual Values. Free Catalog, 
Dressner, 69-02 SC, 174 St., Flushing 65, N. Y. 
RECORDERS, Stereo Tapes, Hi-Fi Components, 
Tremendous Values, Catalog, Efsco, 270-C Concord 
West Hempstead, N. Y. 




















WANTED! 


Sports cars, equipment or accessories! 


Over 147,000 buyers of SPORTS CARS 
ILLUSTRATED are always in the market 
for a good used car or equipment buy. So 
if you have something to sell, let SCI readers 
know about it in our classified columns. 


It costs very little: just 35c a word, including 
name and address. Minimum message: 10 
words. For further information, write: 


Martin Lincoln 
SPORTS CARS ILLUSTRATED 
One Park Avenue New York 16, New York 
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Papier 
Mache 
| Special 
from page 71 


were sed, each roll being cut into three 
3-inch sections. The awaiting wire mesh 
was coated with waterproof glue and the 
tedious job of laying the 3-inch strips of 
paper towel, layer after layer, began. Labor 
was one of the commodities readily avail- 
able and the body was completed in a few 
days. Ten layers were applied to the ex- 
terior and four layers to the interior. Once 
completely dried, the 14 layers of heavy 
paper towel made up a body shell that 
resisted collisions with hay bales better 
than its aluminum and fiberglass counter- 
parts. The hood was salvaged from the 
same Crosley Supersport that had con- 
tributed the engine, and the swing-down 
doors were formed from sheet aluminum. 
White rubberized paint, the type used in 
cellars of homes, was applied to the dried 
paper as another precaution against dam- 
age from water. A coating of wax, and the 
Papier Mache Special was ready for Cum- 
berland. Total weight came to 900 pounds, 
500 pounds forward and the remainder 
rear. Frontal area worked out to a mere 
71% square feet. 

Christened the FCA MK I, in honor of 
the youthful builders, the Future Crafts- 
men of America, the car was driven to 
the Cumberland Nationals for its racing 
debut. After a superb performance in the 
H Modified race, the car was forced into 
the pits due to mechanical trouble in the 
form of an overheated coil. Although only 
running two-thirds of the race, the car 
received enthusiastic compliments on its 
handling qualities from driver Ross Wees. 
The next test came at the Giant’s Despair 
Hill Climb. The combination of light 
weight and excellent design proved itself, 
resulting in the FCA MK I placing second 
in its class. At Berwick, Pa., the Papier 
Mache Special was leading the pack until 
the coil gave up just two laps from the 
checkered flag. Akron was the true test 
of the feasibility of using paper to fabricate 
a sports car body. A continual downpour 
greeted the drivers and cars at the starting 
grid. The beating rain had no effect on 
the waterproofed-paper body shell. A col- 
lision with a hay bale lining the chicane 
once again proved the durability of the 
body. Not so much as a scratch was de- 
tected as a result of the encounter. A 
Lotus, hitting the same bale at relatively 
the same speed, ended up with a caved-in 
fender. 

Mechanical setbacks were disappointing, 
but the superiority of the body design 
and suspension proved to the builders that 
for a total of only $325, they could ‘con- 
struct a car that would hold its own with 
factory machinery. Future plans include 
the installation of a modified Saab engine 
to replace the stock Crosley, a change 
which should reveal the true potential of 
the car. A second car, the FCA MK II, is 
under construction and the knowledge 
acquired in building the prototype is being 
incorporated in the new special. Further 
weight reduction is being sought by more 
extensive use of aluminum and by using 
3/,-inch tubing for the frame. —gl 
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NSU PRINZ THE “GIANT KILLER” 
OF LITTLE LE MANS 
8 HOUR ENDURANCE TEST 


LIME ROCK, CONN. ee 





i Rees ee < eae 


:| lst INCLASS WITH 289 LAPS AND AVERAGE SPEED 
:/0F 54.2 MPH THIS CAR COVERED 433.5 MILES 
“| THE NSU PRINZ 30 DEFEATED 25 SEDANS, MANY OF 
“}THEM MORE THAN TWICE ITS ENGINE CAPACITY 











: BEHIND NSU PRINZ LAPS BEHIND NSU PRINZ MILES BEHIND NSU PRINZ 
TRIUMPH. |... 156 |... (234 

of DAF... OS 2... 8 

=| FIAT600. . . . PY ne 

“ VOLKSWAGEN... 12 .... 18 

ah PANHARD. . . . 116... 155 

a LloYvD600 .... 9 .... 135 

a SKODA. .... . Fo. 

cf FORDANGLIA... 1 .... 2S 

4 GOGOT 700. . . Bae ae 


21 

1 

14 

=|}WINS 9th PLACE OVERALL OUT OF 34 ENTRIES 
94 

: | NSU PRINZ dealers from coast to coast. Write for address of the one $ * 
go "Carest you. Overseas delivery arranged for your European pleasure. NSUGPRINZ 1398 
q *P.0. EN. Y., higher West Coast / NSU PRINZ 30 with 36 HP Engine slightly extra 


U.S. Importer: FADEX COMMERCIAL CORP., Dept. SCI, 487 Park Avenue, New York 22 












THE NEW JAGUAR 3.8 SPORTS SEDAN. OPEN IT UP! The growl 
of a new Jaguar is heard in the land. The 3.8 Sports Sedan is here. With 
classic surety the 3.8 incorporates the exhilaration of a race-bred sports cal 
within the modern dimensions of a distinguished five-passenger sedan. 


FROM THE SPORTS CAR TRADITION, the new 3.8 derives its 
competition-proved XK engine, developing 225 b.h.p. at 
5,000 rpm with twin overhead camshaft and dual car- 
buretion. Speeds in excess of 120 mph make this the fastest 
sedan of its class in the world. Yet complete safety is en- 
sured by four-wheel, power-assist Dunlop Dise Brakes, 314 
inches increased rear tread width, and speedometer and 
rpm counter directly under driver’s line of vision. 


FROM THE TOURING CAR TRADITION, the 3.8 inherits spacious 
comfort and full luggage boot, seats quickly adjusted to thé 
driver’s convenience and high output heating and defrosting 
system with separate duct to rear compartment. Elegance 
reflects from the polished walnut dashboard and Britisl 
glove-leather upholstery. Twin flush-fitting occasional tables 
that open into the rear compartment add a final touch of 
unexcelled superiority to this car. 


Visit your Jaguar Dealer or write: 


JAGUAR CARS INC., 32 E. 57th St., New York 22, N. Y. 








